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Thats what I need...more pull ! 


You're looking at the truck that has it... more pull! 


It’s one of the great new Dodge “‘Job-Rated” heavy- 
weight haulers .. . new challengers in the heavy-duty 
truck field. 


You'll be interested in these challenging facts: 


Fact 1—These new trucks (three series) get their 
power from two remarkable heavy-duty truck 
engines . . . proved in wartime on China’s Burma 
Road, on the toughest hauls ever assigned to any 
trucks, anywhere. 


Fact 2—Yes ... they have zt .. . pull! Horsepower- 
to-weight ratios hit a new high! These engines (282 
and 331-cubie inch displacement) develop 225 and 
270 pound-feet of torque respectively. 


Fact 3—Long life . . . cool performance? Look! 
Engine cylinder walls are chrome molybdenum alloy 
cast iron. Engine valves are super-hard silchrome 
steel. Exhaust valves are sodium-cooled; valves and 
seat inserts are “diamond hard” Stellite faced. 
Exhaust valve seats are also individually water- 
cooled ... large water pockets surround valve stems. 


Fact 4—From frame to steering wheel—front axle to 
rear—these trucks are strictly heavy-duty engineered: 
Heavy-duty clutches; heavy-duty 5-speed trans- 
missions; heavy-duty Timken rear axles; heavy-duty 
springs, brakes, wheels, tires... all are “Job-Rated!” 


These new heavy-duty trucks are ‘“Job-Rated’’ for 
loads ranging from 18,500 to 23,000-pound gross 
vehicle weight . . . and up to 20 tons gross tractor- 
trailer weight. They’re “‘Job-Rated’’ for performance, 
for economy, for long life. See your Dodge dealer for 
the complete facts .. . and the new answer to lower 
heavy-duty haulage costs. 


ONLY DODGE BUILDS (4e-KRa@d" TRUCKS 
175 BASIC CHASSIS MODELS TO FIT 97% OF ALL HAULING NEEDS 


DODGE !#e’TRUCKS 


FIT THE JOB... LAST LONGER 
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Coordination Pe 


The final report of the Senate special committee 

to study problems of American small business of 
the 79th Congress, made public this week, contains 
some logical comment on transportation integration 
and also says some things not so thoughtful or wise. 

Some may say that what the report contains about 
the special service potential superiorities of particular 
types of transportation—rail, motor, water, pipeline and 
air—is obvious; but it remains true that the public gen- 
erally is not yet aware of these distinctions and it is a 
wholesome and healthy thing to restate the facts, how- 
ever obvious they may be to those who know anything 
about transportation. 

Having said that each of these types of transpor- 
tation “should be given full opportunity to develop in 
the field in which it is superior,” the report goes on to 
recommend that “the services of each type of carrier 
and joint services of carriers of different types, as well 
as the same type, should be made available to shippers 
in whatever combination that would best meet require- 
ments, at charges commensurate with the cost of eco- 
nomical performance.” 

Such a development, it adds, would result in “better 
transportation to the public at savings in cost totalling 
hundreds of millions of dollars annually,” by “coordi- 
nation and modernization of all types of transportation 
and elimination of wasteful practices.” 


These statements can stand a little thoughtful 
examination and analysis. 


It should be noted, first, that the word “integra- 
tion” appears nowhere in them. “Joint services,” ‘‘co- 
ordination” and ‘‘modernization” seem to the writers of 
the report to be the key processes necessary for the 
newer, cheaper, and better transportation the American 
shipper can have in the coming years. 


No one could argue convincingly that the results 
would not follow were the processes accomplished. The 
report is weak, however, we think, first, because of 
something it says, and secondly, because of something 
it fails to say. 

As to the first, it will be noted that it predicts the 
good things only on the basis of “charges commensu- 
rate with the cost of economical performance.” If this 
means anything, it means that transportation rates 
should be fixed solely on the basis of costs of operation. 

Of course, costs should be an important factor in 
rate making—and they are under present carrier and 
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Commission practices and principles. But so are a lot 
of other things.| Passing economic factors, there is in- 
herent in freight charges the matter of competition 
among carriers pf the same type and of varying types. 
One may detect inconsistency in the report itself, in 
its insistence on legislative protection of competition, 
on the one hand, and its insistence, in the quoted pas- 
sages, on the fixing of rates on cost factors alone. 

The omission mentioned lies in the fact that, in the 
quoted phrases and elsewhere in the report, the most 
expensive of the ‘‘wasteful practices” it insists must be 
eliminated to bring about “hundreds of millions of dol- 
lars annually” in Savings is not mentioned at all—even 
by implication. e refer, of course, to the -waste 
brought about by the incubus of widespread ‘make- 
work” and “featherbed” working rules that rests par- 
ticularly on the railroads. 


HERE IS NO} SINGLE THING that would so 

promptly reduce waste in transportation than a revi- 
sion of these rules so as to bring about something like 
sanity in them. We think this could be done without too 
great a burden on the railroad worker. What we mean 
is that the rules could be sensibly revised without ap- 
preciable reductions in the individual earnings of rail- 
road workers, merely by making it mandatory that the 
worker work for his wages. 

In Congress, the railroads and the shippers are 
really in earnest in their expressed desires for more 
efficient and less expensive transportation, the working 
rules stand out sharply as a good point at which to 
begin. The trouble is that neither Congress nor the 
railroads want to begin at that point. Elimination of 
waste in transportation by interfering with the unrea- 
sonable privileges of railroad labor presents no attrac- 
tions to legislators. The problem in that respect is how 
to keep Congress from extending those privileges by 
law. The most important piece of railroad legislation 
adopted by the 79th Congress had for its purpose the 
broadening of the financial benefits to railroad workers 
under the railroad retirement law. In order to do that, 
railroad payroll taxes were increased. Some may not 
consider those added millions of dollars as a “transpor- 
tation waste.” But the fact remains that they are part 
of the “cost” that can be met only out of returns from 
shippers and travelers. 

In that kind of a legislative atmosphere, it is futile 
to look for any attempt to remove some of the foolish- 
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ONTE VISTA TRANSPORT of Monte Vista, 
Colorado, covers one of the toughest routes 
in the world—through mountains and across the 
desert wastes of Colorado, New Mexico and Texas. 

Elevations on their route range from 3,000 to 
12,000 feet above sea level. In winter months they 
buck four to ten foot snow drifts. In summer they 
travel through country where the thermometer 
often hits 120°! 


TRAILERS CARRY BIG LOADS! 
Monte Vista employs Fruehaufs to haul livestock, 
grain, potatoes, feeds and glassware. Loads average 
28,000 to 32,000 pounds per trip. 
But, let James Ashton, owner of Monte Vista 
Transport, tell you in his own words, what he 
thinks of Fruehauf Trailers: 


Mr. Ashton writes, “175 miles of our route one 
way is over unimproved mountain roads of the 
worst kind, that in the past literally beat the life 
out of our equipment. 


“In August, 1944, we purchased our first Fruehauf 
Trailer which we added to our fleet of eleven Semi- 
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Through 10 Foot Snow Drifts in Winter. . . . 
Across Scorching Deserts in Summer. . . 


Over Unimproved Mountain Roads. . . 





Trailers. Since that time we have acquired four more 
of your Aerovan models. Our experience with these 
Trailers has been exceedingly pleasant. We have re- 
duced our cost per mile immeasurably. All of this we 
attribute to the sound engineering principles in- 
corporated in your.tandem underconstruction. 


ORDERS MORE FRUEHAUFS! 


“We are through experimenting and have decided to 
standardize on Fruehauf Trailers. In view of the 
amazing performance of these Trailers, we are 
placing an order for two new 32’ Gravity Suspension 
Tandems”. 

In choosing Trailers for tough hauls . . . or for 
routine jobs . . . you can profit from the experience 
of professional haulers like this successful firm. 
These operators, who depend on their rolling equip- 
ment for their entire earnings, use more Fruehauf 
Trailers than any other make! 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. e DETROIT 32 


9 Factories — 62 Factory Service Branches 
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ness from the working rules. Indeed, the railroads 
themselves are singularly shy of interfering with them. 
‘able revisions were included in wage cases. In both 
cases, the rules revisions proposals fell by the wayside 
in the negotiations. 


~ 


We have strayed somewhat from our original con- 
sideration of the report of the small business committe; 
but what we have written was, we think, necessary to 
indicate the low value of such statements it contains 


due to the lack of modifications to make them intelli- 
gent. 


N THAT POINT, for instance, it should be noted 
that, while the report admits that proposals for 
coordination “on their face” hold out promises for effi- 
tient and cheap transportation, it insists that such plans 
must be accompanied by “mich stronger governmental 
regulation.” 

The two proposals are antithetical. One cannot 


bring about full coordination nor establish effective 


joint services by imposing a new straightjacket over the 
ties with which the transportation agencies are now 
bound. If we understand concrete proposals for inte- 
gration or coordination now proposed, those who advo- 
cate them think they can best be made effective by 
removing some of the restrictive laws which now bind 
the common carriers. 

The two things—joint services and coordination, 
on the one hand, and “much stronger governmental 
regulation,” on the other—are contradictory. 

The idea of stronger regulation also contradicts 
preservation of competition among transportation sys- 
tems which, the report insists, it will preserve. The law 
now sufficiently protects the user of transportation 
against lessening of existing competition. 

~ “We have seen no proposal for integration or coordi- 
nation that contemplates abolition of competition. 
Indeed, despite the fact that many of the past ills of 
our national transportation system came about because 
of competition run wild, we feel sure that those who 
own and manage our railroads and other transporta- 
tion companies fully appreciate the value of competition 
in the conducting of their own businesses. 

Yes, the vision of coordinated transportation, with 
each type offering to the public its inherent advantages, 
and with joint services (with or without common own- 
ership) available to the shipper, does indeed hold out 
promises for more efficient services at lower rates. 

Darken the vision with promises of more stringent 
federal regulation, however, and we doubt whether the 
user of transportation will be enthusiastic about chang- 
ing the circumstances under which he now buys his 
transportation for what is offered. 


The Bullwinkle Bill of 1947 


The fate of the legislation intended to remove rate- 
making practices from the provisions of the anti- 
trust laws, which died on the verge of adoption in the 


ice in recent years proposals for minor and reason-" 
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Senate in the 79th Congress, was discouraging to a lot 
of people who had worked long and hard for it. 

Now again the proposal is before both houses— 
in a new Bulwinkle bill (H.R. 221) in the House, and 
the Reed bill (S.110) in the Senate. There are prospects 
that the bills may be got out of committee without such 
long and arduous hearings as took place last year. 
About everything that could be said about the proposal 
was said then. Full-fledged hearings now would be 
largely repetitious. Of course, this is a new Congress 
with new committees and, procedurally, the whole mat- 
ter might again be fully explored. 

One of the reasons for hoping that the bills will 
come out of committee promptly is that, should that be 
done, one or the other might be considered and passed 
before the Congress gets itself snarled in what its lead- 
ers regard as more important legislation. 

Friends of the legislation may well bear that in 
mind. After the Trojan and tragically unsuccessful 
efforts of last year, it ought to be a relatively light job 
to get behind the measure and to obtain action on it 
promptly. The legislation is needed now. 


Integrated Transport Companies 
Discussed in Senate Report 


Proposals now being made for consolidations of common 
carriers of all types into a limited number of transportation 
companies held out, ‘‘on their face,” the promise of economical, 
coordinated transportation, but, unless much stronger govern- 
mental regulation was provided than now existed, after effectu- 
ation of such proposals the public would not be adequately pro- 
tected against “unprogressive and monopolistic policies,” said 
the “special committee to study problems of American small 
business” of the Senate of the 79th Congress, in its final report, 
issued February 10 and entitled, “Future of Independent Busi- 
ness.” 

Senator Murray, of Montana, was chairman of the com- 
mittee in the 79th Congress, and, in a foreword to his final 
report, he mentioned, among committee staff workers whose 
services he commended, Cyril E. Childe, who prepared the 
material relating to transportation in the instant report and 
in a separate report, “Transportation Program for Small Busi- 
— last September (see Traffic World, Sept. 21, 1946, 
p. ; 

The chapter on transportation in the committee’s final 
report was, in general, a summary of the statements and recom- 
mendations made in the September report, and included the 
same allegations of freight rate discriminations against small 
business, particularly in the south and west, of inadequacy of 
transportation regulations, and wastefulness in transportation. 


Views on Economic Transport System 


Discussion of the integrated “transportation companies” 
proposal appeared in the report under the heading, “An Eco- 


nomical National Transportation System,” and included the 
following: 


Rail, motor, water, pipeline, and air carriers are all necessary in 
our national transportation system. The cost and quality of service 
rendered by each vary widely, but each excels the others in certain 
respects. Each should be given full opportunity to develop in the field 
in which it is superior. The services of each type of carrier, and joint 
services of carriers of different types, as well as the same type, should 
be made fully available to shippers in whatever combination that would 
best meet their requirements, at charges commensurate with the cost 
of economical performance. Better transportation service to the public 
at savings in cost totaling hundreds of millions of dollars annually can 
undoubtedly be obtained through coordination and modernization of all 
types of carriers and elimination of wasteful practices. But the vast 
and varied transportation facilities of the country—partly privately 
owned, partly belonging to the government, operated by thousands of 
separate competing carriers ranging in size from a single vehicle to 
a giant system—will never ‘‘just happen’’ to become a coordinated 
national system. Organized research, promotion, investigation, and 
regulation in the public interest are necessary. 

Avoidable wastes in transportation, for which the public ultimately 
pays, mount up to many hundreds of millions of dollars annually. For 
competitive reasons, carriers commonly engage in wasteful and unnec- 
essary services. Consolidations of common carriers of all types—rail, 
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air, water, highway, pipeline—into a limited number of large trans- 
portation companies are now being proposed, which, on their face, 
hold out the promise of economical, coordinated tranSportation. How- 
ever, unless much stronger governmental regulation is provided than 
now exists, there would be no adequate protection of the public against 
unprogressive and monopolistic policies and no assurance that better 
and cheaper transportation would supplant the present inferior or 
costlier service or that rates and charges would be lowered to pass the 
savings along to the public. 

Large public expenditures have been, and will continue to be, made 
for highways, waterways, airways, and other publicly owned trans- 
portation fecilities. These may result in large economic savings or 
wastes and losses, depending upon the need for the facilities, the bene- 
fits which may be derived from them, and the type of construction and 
operation which is adopted. The heavy war traffic put a great strain 
of wear and tear upon carriers’ properties and called for huge ex- 
penditures for repairs, modernization, and new construction of all types 
of carrier facilities. 

The necessities of war also brought about huge expansion and great 
changes in the productive capacity of the country which should perma- 
nently enlarge and change the pattern and flow of the commerce of 
the country for the future. 


The transportation chapter of the report concluded with a 
recommendation that Congress act immediately to remove the 
“transportation handicaps against both small and large busi- 
ness” that were mentioned in the report. 


Commissioner Mitchell Takes Up 
His Duties in Washington 


Richard F. Mitchell, appointed to the Commission by Presi- 
dent Truman to serve the remainder of the term of the late 
Commissioner Claude R. Porter, expiring December 31, 1949, 
arrived in Washing- 
ton in time to take 
part in the Commis- 
sion’s second - Mon- 
day - of - the - month 
conference, Febru- 
ary 10. The Senate 
confirmed Mr. 
Mitchell’s appoint- 
ment January 27. 
The new commis- 
sioner said he left 
his home city of 
Fort Dodge, Ia., by 
the first train after 
a three-day tie-up 
because of a _ bliz- 
zard after he had 
taken the oath of 
office in Fort Dodge 
on February 3. 

Commissioner 
Mitchell’s first task, 
aside from his duties 
on the Commission, 
will be to locate liv- 
ing quarters for his 
family, consisting of 
his wife and two 
daughters, Marcia 
Miriam and Kather- 
ine Victoria. 

His name was among a list of several submitted to Presi- 
dent Truman by a committee of the Association of Interstate 
Commerce Commission Practitioners, and it was said the com- 
mittee felt Mr. Mitchell was qualified to be a member of the 
Commission because of his legal experience and his reputation 
for being a hard worker. 


Commissioner Mitchell was born in Fort Dodge October 11, 
1889. He took his bachelor of arts degree from the University 
of Iowa in 1912, and the degree of bachelor of laws the follow- 
ing year. He had his first Washington experience in 1913 and 
1914 when he served on the staff of the then Senator Kenyon. 
Returning to Fort Dodge in 1914, he entered the practice of law 
until he enlisted in the army in 1917. He served with the air 
force as a machine-gunner until 1919, and saw 11 month’s serv- 
ice overseas. In the last big pushes of the western front he 
was with a unit detached for service with the French. 

He again went into the practice of law in Fort Dodge in 
1919, ana was elected to the Iowa Supreme Court in 1932, serv- 
ing until early in 1943. He served as chief justice of the caurt 
on two occasions. A member of the Iowa state Democratic 
committee from 1924 to 1931, he served as chairman of the 
committee a part of that time. He was elected to the Demo- 
cratic national committee in 1929. 

The new commissioner has served on emergency boards 


Richard F. Mitchell 
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appointed under the railway labor act and as a referee in dead- 
locked Railroad Adjustment Board cases, his first appointment 
to a rail wage board having been made in 1942. He was a mem- 
ber of the special board appointed by President Roosevelt after 
the collapse of the threatened railroad strike in 1943, and in 
1944 served on a board dealing with Greyhound bus workers’ 
demands. 

Commissioner Mitchell is a member of the American Bar 
Association, Phi Delta Phi and Sigma Chi fraternities, and the 
Catholic church. 


Future of the Railroads 
Discussed by Clark Hungerford 


The future of the railroads will not be secure until there 
is a national transportation policy which permits them to meet 
their competition on an equal basis, Clark Hungerford of St. 
Louis, president of the St. Louis-San Francisco Railway, de- 
clared February 11 in an address to the annual dinner of the 
Cincinnati Traffic Club. The future financial status of the rail- 
roads will not necessarily be guaranteed by handling a larger 
volume of traffic, he stated. 

“Although the railroads handled a great deal more traffic 
in 1946 than they did in 1926 and took in considerably more 
money, the financial results were much poorer last year than 
they were 20 years ago,” said Mr. Hungerford. “In 1926 the 
rate of return earned on the net investment in: railroads, after 
allowing for depreciation, was 5.35 per cent. In 1946 it was 
“eee 2.75 per cent, or about one-half less than in 
Ri eye 

The net income left for railroad stockholders also declined 
and was “barely more than one-third” of what it was in 1926, 
despite the vastly increased service performed and the total 
revenues taken in, said the speaker. The reasons are quite clear, 
he stated, tracing them to.the higher prices the carriers are 
now paying for materials, supplies, fuel, and labor. 


Questions Adequacy fo Recent Increase 


Commenting on the freight rate increases granted by the 
Commission in Ex Parte 162 and now in effect, Mr. Hungerford 
said that the increases will improve the plight of the railroads 
this year, but added “there is a serious question whether these 
raises will be sufficient to restore the proper balance between 
income and outgo. Threefore, there is no good reason for feel- 
ing that the railroads’ financial worries are over. In fact; 
the railroads’ financial results in 1946 sound a distinct warning 
—a warning we must heed if we are to continue to have the 
kind of railroad and railroad service this country needs and 
expects.” 

In the period from 1923 to 1939 approximately $10,000,000,- 
000 was invested in improved railroad service and equipment 
over and above current maintenance, though a good many 
people began to regard the railroads as “has“beens,” said Mr. 
Hungerford. “This feeling was so prevalent that ‘during the 
20 years between the First and Second World Wars, there was 
vastly more public money spent on the development of other 
forms of transportation than the total investment in railroads 
during the century and a quarter of their existence. Yet when 
a a it was to the railroads the people of this nation 
urn ” 

In 1946, the rail carriers performed one-third more freight 
service and almost twice as much passenger service as they 
did in 1926, the previous record year in peacetime, and did this 
with one-third fewer locomotives and one-fourth fewer freight 
and passenger cars than they had 20 years ago, concluded the 
Frisco Lines president. He said this demonstrated the stability 
of the nation’s rail system, but warned that good railroads 
must be strong both physically and financially if they are to 
fulfill their role at all times. 

“There is only one way. the railroads can make a living,” 
he contended. “They must handle a large volume of traffic 
This is necessary because a railroad is a machine for the pro 
duction of mass transportation in volume: The volume traffic 
must yield revenue that will make it possible for the railroads 
not only to meet all their costs,.but also pay their investors 
a fair and reasonable return on their money.’ 

Mr. Hungerford was formerly general manager of the 
Southern Railway’s western lines at Cincinnati, and was vice- 
president of the Association of American Railroads. 


RAILWAY LESSOR COMPANY REPORTS FORM 


By an order, “Railway Lessor Company Annual Report 
Form E,” the Commission, division 1, has modified its order 
of January 28, 1946, In the Matter of Annual Reports from 
Lessors to Steam Railway Companies, and approved and pre- 
scribed Form E, requiring that all lessors to steam. railway 
companies file annual reports for the year ended December 31, . 
1946, and subsequently, on the new form. 
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I. C. C. Issues First Ruling on 
Request for Declaratory Order 


The Commission has denied the first petition filed with it 
for issuance of a declaratory order under section 5(d) of the 
administrative procedure act, which authorizes agencies such 
as the Commission to issue declaratory orders to terminate a 
are or remove uncertainty (see Traffic World, Jan. 
B), p. . 

By an order in MC F-3046, Ted V. Rodgers—Control; 
Rodgers Motor Lines, Inc.—Purchase—Roy Ovens, the Com- 
mission said a proposed revision of the Rodgers stock struc- 
ture, with reference to which it was asked to declare whether 
or not that revision would permit the proposed purchase, 
previously twice denied, did not involve “an adjudication re- 
quired by statute to be determined on the record after oppor- 
tunity for an agency hearing, and, therefore, the petition does 
not present a matter within the scope of section 5(d) of the 
administrative procedure act.” 

The Commission further said it appeared, and was its 
judgment, that “determination of whether a transaction within 
the scope of section 5(2), interstate commerce act, should be 
approved as consistent with the public interest, may properly 
be made only upon application for authority to effect a specific 
transaction, filed in accordance with the procedure established 
therefor.” 

Denial of the petition, according to the instant order, would 
permit operation by Rodgers Motor Lines of the Ovens rights 
until March 18. However, by a second order in the proceeding, 
issued at the same time as the order denying the aforemen- 
tioned petition, the Commission, division 4, extended to May 1 
the lease authority. 


I. C..C. Division Approves N. J.-N. Y. 


Motor Distribution Rate Schedules 


Proposed schedules containing motor common carrier dis- 
tribution commodity rates on specified commodities from New- 
ark, N. J., to New York and New Jersey points, amended as 
proposed by respondent and with the addition of certain defini- 
tions, have been found lawful under section 408 of the inter- 
state commerce act in a report and order by division 2 of the 
Commission in I. and S. M-2501, Distribution Rates—Newark, 


N. J., to N. J. and N. Y. Points. Commissioner Splawn dis- 
sented. 


It ordered the proposed schedules canceled on or before 
April 15, on 30 days’ notice, and the proceeding discontinued, 
without prejudice to the filing of new schedules in conformity 
with the findings. 

By schedules filed to become effective February 10, 1945, 
Mathew Mahon, doing business as Mahon’s Express, of Newark, 
N. J., proposed to establish distribution commodity rates, and 
regulations in connection therewith, for application on specified 
commodities, in less-than-truckload quantities, from its terminal 
at Newark to certain points in New Jersey and New York. The 
schedules, said the division, purportedly were filed under sec- 
tion 408. On protest of Middle Atlantic States Motor Carrier 
Conference, Inc., operation of the schedules was suspended until 
September 10, 1945, and the respondent postponed their effec- 
tive date indefinitely. 


It said F. W. Woolworth Co., and Anchor-Hocking Glass 
Co. appeared in support of the proposed schedules. In addition 
to the conference, the division said the Regular and Irregular 
Route Common Carrier Conferences of American Trucking As- 
sociations appeared as protestants. The proposed rates, it said, 
were published primarily to apply on the traffic of certain large 
shippers and one consignee, Woolworth. Prior to 1942, the 
division said, the respondent considered his distribution of the 
contents of pool-cars from his terminal, which has a railroad 
Siding, as contract carrier operations. On determination of his 
application under the “grandfather” clause, it said, he was found 
to be a common carrier and was now required to charge his 


published common-carrier rates on the pool-car shipments. It 
continued: 


As a party to the agency tariffs of the Conference, the respondent 
conducted a substantial pool-car distribution service prior to December 


30, 1944. On that date the Conference rates in the territory here con- 
sidered were increased by approximately 6 per cent, and the respondent 
began losing some of his pool-car traffic, apparently because the sum of 
the railroad carload rate to the distribution point and his less-than- 
truckload rates beyond exceeded the railroad less-than-carload rates 
from origin to final destination. Shippers, therefore, used the less-than- 
carload railroad service which generally included store-door delivery. 
The respondent filed the proposed schedules in an effort to regain the 
traffic which he lost, retain that traffic which he now has, and in addi- 
tion, to simplify his rate structure with respect to the described traffic 
by establishing the proposed commodity rates in lieu of the class rates 
of the Conference. 

The Conference contends (1) that the provisions of section 408 do 
not authorize the use of assembly and distribution rates by individual 
shippers or shipper organizations because such shippers do not utilize 
the instrumentalities or services of motor common carriers under con- 
ditions the same as those under which freight forwarders utilize those 
services; (2) that, even though it is determined that individual ship- 
pers may utilize assembly and distribution rates, the respondent has 
not shown that his services are utilized by the shippers under condi- 
tions like those under which freight forwarders utilize his services; 
(3) that the proposed schedules are not lawful schedules in that they 
do not describe the ‘‘like conditions’’ to be met in order to determine 
the application of the proposed rates; and (4) that the respondent has 
not established that the difference between the proposed distribution 
rates and his normal rates is justified by a difference in the respective 
conditions under which such services are réndered. The Association, 
in substance, joins in these contentions and contends further that the 
proposed rates are unjustly discriminatory, and unjust and unreasonable. 


After quoting section 408 of the act, the division said no 
question was raised as to applicability of the proposed rates 
on freight forwarder traffic, adding that “because it is the 
respondent’s intention to apply the proposed rates on the traf- 
fic of shippers who he believes come within the term ‘and oth- 
ers,’ we must consider the extent to which that term embraces 
other than freight forwarders.” 


What “Others” Includes 


The conference, it said, contended that the word “others” 
when considered along with the words “under like conditions” 
did not include so-called “single beneficial owner-shippers,” 
and that a shipper, in order to avail itself of distribution rates 
similar to those proposed ‘‘must” be one whose function is to 
bring together at a concentration point freight belonging to 
various beneficial owners, there to consolidated it, between it 
and a distribution point, to ship in bulk, and at the distribu- 
tion point to effectuate distribution to the various consignees.” 
The conference had not pressed its “somewhat implied” con- 
tention that shippers’ organizations likewise did not come 
within the term “others,” said the division, but that, at oral 
argument, it included with those it contended were not em- 
braced in the term “others” non-profit groups or associations 
of shippers. 

The division quoted from Definition of Freight Consoli- 
dators, 43 M. C. C. 527 the following findings: 


2. A ‘‘freight consolidator’’ as defined in the tariff embraces indi- 
vidual shippers or a group or association of shippers. 

7. The shippers and shippers’ associations as described herein em- 
ploy or utilize the instrumentalities or services of Transamerican in 
assembling operations under conditions like those under which for- 
warders employ or utilize the instrumentalities or services of the same 
carrier in their assembling operations. 


The division said no further discussion was required, 
adding that “it is sufficient to point out that the Commission 
determined that the words ‘and others’ as used in section 408 


include individual shippers and groups or associations of ship- 
pers.” It continued: 


The Conference contends that the findings in the Consolidator case 
do not foreclose the issue here and suggests that the question was not 
fully presented or considered in that case. In the opinion ef the Con- 
ference ‘‘the real question there before the Commission which domi- 
nated the opinion was whether or not, under section 408, would it be 
lawful to extend the application of special assembly and distribution 
rates to any sort of shipper other than freight forwarders since (it was 
argued to the Commission) no other sort of shipper could possibly be 
exactly ‘like’ a freight forwarder in all respects.’’ The Conference 
further states that ‘‘No party to the proceeding stressed the distinction, 
in contemplation of the Act, between those kinds of shippers which 
concentrate and distribute freight for others than themselves, on the 
one hand, and individual beneficial shipper-owners of carloads or truck- 


loads of freight on the other hand.’’ We do not agree with the Con- 
ference. 
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After further quotations from the Consolidator case, the 
division said the issues in that case were substantially the 
same as those in the instant case, saying that “we conclude 
that an individual shipper or group or association of shippers 
may utilize assembly or distribution rates filed under section 
408 of the act provided they utilize the instrumentalities or 
services of the carrier under conditions ‘like’ those under which 
forwarders utilize such instrumentalities or services, and pro- 
vided further that the differences between the assembly and 
distribution rates and the normal rates are justified by a dif- 
ference in the respective conditions under which such instru- 
mentalities or services are employed or untilized.” 

The division described the service for shippers using the 
respondent’s distribution service and said those conditions were 
substantially like those under which freight forwarders had 
employed his services. It added: 


We are also of the opinion that the proposed schedules adequately 
describe the ‘‘like conditions’’ required by section 408, in that the pro- 
posed rates would apply only on less-than-truckload shipments which 
were parts of carload or truckload shipments delivered to the respondent 
at his terminal at Newark by a motor, rail, or water carrier, and we 


conclude that such conditions are sufficient to control the application 
of the proposed rates. 


It also concluded that special conditions as found in the 
consolidator case were present in the respondent’s distribution 
operations, and concluded that there were differences in the 
conditions under which the services of the respondent were used 
that justified for the distribution service lower rates than the 
normal rates applicable on his regular traffic. 

There remained, said the division, the question of how 
much lower the distribution rates might be and still remain 
just and reasonable and otherwise lawful. It found them free 
from unjust discrimination because open to any person offering 
less-than-truckload freight received as part of a truckload or 
carload shipment consigned to respondent’s terminal. 

After discussing the proposed rates and comparisons with 


the normal rates of the conference, set forth in two appendices, 
the division said: 


On the basis of past experience, the revenue received by the 
respondent from his pool-car distribution service at the proposed rates 
would be comparable to the revenue received from that service at the 
conference rates in effect prior to the 6 per cent increase, and we con- 
clude that the proposed rates are just and reasonable and otherwise 
lawful, provided they are modified to the extent set forth hereinafter 
and in appendix A hereto. (Appendix not reproduced.) 


The division said failure to include appropriate definitions 
of truckload and carload shipments rendered application of the 
proposed schedules indefinite. In revising them, it ‘said, the 
respondent would be expected to include a definition of truck- 
load and carload shipments. 


Commissioner Splawn Dissents 


Commissioner Splawn said the rates were designed to apply 
on the traffic of a few large shippers and one consignee, none of 
whom, he said, was a forwarder or pool-car consolidator. He 
said the anticipated traffic wouid be single carloads from a 
shipper containing individual lots earmarked for delivery to 
various persons after arrival at the billed destination, but those 
lots would have had no previous identity as separate shipments 
and no prior assembling or consolidation service involving 
transportation to the assembly point, and no third party would 
assume responsibility for the transportation in addition to the 
carrier performing the physical carriage. 

He quoted the definition of a forwarder as contained in 
section 402(a)(5) of the act and said it was implicit in that 
definition that the shipments referred to were owned by others, 
adding that “the ‘distribution operations’ cover ‘such consol- 
idated shipments,’ that is, shipments which have had a prior 
assembling or consolidation service.” 

Commissioner Splawn quoted from Consolidation of Ship- 
ments by Freight Forwarders, 256 I. C. C. 305, defining the 
inherent nature of freight forwarding, and continued: 


The traffic under consideration will lack the two essential charac- 
teristics of forwarder traffic; namely less-than-carload or less-than- 
truckload quantities assembled or consolidated before transportation as 
a carload, and third-party responsibility for the transportation from 
point of receipt to point of destination. Definition of Freight Consoli- 
dators, supra, is not controlling of the issues herein. The relevant issue 
in that proceeding was whether it was lawful to include in a tariff defi- 
nition of ‘‘freight consolidator’’ individual shippers or groups of 
shippers. The shipper associations there involved were engaged in con- 
solidated shipments in a manner similar to forwarders; that is, various 
small shipments were gathered or assembled at a common point, and 
in the particular example described in that report the movements in- 
volved were inbound less-than-truckload shipments to the assembling 
point for transportation beyond in carloads. 


He said he could perceive no substantial difference between 
a pool-car shipment of the character involved in the instant 
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proceeding and the ordinary carload shipment of the same or 
another shipper. The subsequent distribution service the re- 
spondent would perform, he continued, would have no con- 
tractual relation to the prior transportation, and could be pro- 
vided on any carload under instructions of the consignor or 
consignee. Such service should be, and usually was, available 
to all indiscriminately, he added. 

“In my opinion,” he continued, “there is no forwarder rate 
here, or anything comparable thereto which might be estab- 
lished under the phrase ‘and others’ in section 408.” 


Cincinnati Commercial Zone Extended 
to Include Kenton County Airport 


By a report of the Commission on further consideration in 
Ex Parte MC-30, Cincinnati, O., Commercial Zone, the Commis- 
sion, division 5, has modified the findings in prior reports, 26 
M. C. C. 49 and 41 M. C. C. 227, extending the limits of the 
Cincinnati commercial zone to include that portion of Boone 
county, Ky., in which the Kenton County Airport is situated. 

“The mere fact that an airport serves a specified munici- 
pality does not necessarily make such airport a part of the 
commercial zone of such municipality,” said the division. “Here, 
however, the airport has become an integral part of the com- 
munity of which Cincinnati is the base municipality. It is proper 
and important, therefore, that the airport be included within 
the Cincinnati commercial zone in order that the intent of sec- 
tion 203(b)(8) of the (interstate commerce) act shall be ac- 
complished. This will result in substantial benefit to the metro- 
politan district of Cincinnati.” 


The division modified the prior reports, specifically, so as 
to include in the commercial zone: 


That area in Boone county, Ky., north and east of a line beginning 
at the Kenton-Boone county line west of Erlanger, and extending north- 
westerly along an unnumbered highway known as Lyter Donaldson 
highway to the Kenton county airport, thence clockwise around the 
outer perimeter of said airport to the northern tip thereof, thence 
northeasterly along an unnumbered highway to its junction with Ken- 
tucky highway 20 thence along such highway to the Kenton-Boone 
county line. 


It said the zone extension was requested by the Kenton 
County Airport Board, Covington-Kenton County Chamber of 
Commerce, and Cincinnati Chamber of Commerce. 


The division said that from the petition for reopening and 
reconsideration filed by the aforementioned airport board and 
chambers of commerce it appeared the airport was constructed, 
subsequent to the issuance of the prior reports, in Boone county 
about 2% miles from the present limits of the commercial zone 
and was reached by a newly constructed highway extending 
northwesterly from Erlanger, Ky. It said the air-line distance 
between the airport and the Cincinnati city limits was indicated 
to be less than three miles. The division added: 


The airport was constructed for the purpose of serving Cincinnati 
and points in northern Kentucky in the territory immediately con- 
tiguous thereto. It is classified by the Civil Aeronautics Board as a 
class IV airport, and as such is capable of serving the largest planes 
now in commercial use. The commercial air lines serving Cincinnati 
previously used Lunken Airport, but have entered into a contract for 
the use of the Kenton County Airport for a period of five years. On or 
about August 1, 1946, subsequent to the date the petition herein was 
filed, this airport was to become the official airport of all commercial 
air lines serving Cincinnati and its environs in passenger and express 
service, and the port for carriers of property using the larger type 
airplanes. ... 


Partial Exemption of Motor Carrier 
Operation Granted 


The Commission, division 5, with Commissioner Lee dis- 
senting, has ruled that a motor contract carrier may be ex- 
empted in part from regulation under part II of the inter- 
state commerce act, the Commission retaining jurisdiction as 
to its safety regulations. 

By a report and order in MC 106031Ex, Barker-Jennings 
Hardware Corporation Exemption Application, the division 
found operation by the applicant in interstate or foreign com- 
merce, as a contract carrier by motor vehicle of explosives and 
blasting supplies between Lynchburg, Va., and the site of the 
E. I. DuPont de Nemours Co.’s magazine in Amherst county, 
Va., about three miles from Lynchburg, over irregular routes, 
shown to be transportation of such nature, character, or quan- 
tity as would not, if exempted from all regulation under part I 
of the act, except the provisions of section 204 as to qualifica- 
tions and maximum hours of service of employes and safety 
of operation and equipment, and the Commission’s regulations 
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thereunder, substantially affect or impair regulation by the 
Commission. 

Commissioner Lee concurred in issuance of a certificate of 
exemption, but said that, in his opinion, the Commission was 
“without power to except from the exemption the provisions of 
section 204 of the act.” 

Referring to cases where a motor common carrier operating 
solely within a state desired to participate in through joint 
interstate rates or fares with other common carriers subject 
to the act and at the same time to operate under a certificate 
of exemption from all other provisions of part II, in which the 
division said it had been concluded that a denial of the exemp- 
tion should be complete and not partial, it said the Commis- 
sion was not “directly confronted with the issue of public 
safety to which Congress gave such specific attention when 
framing the provisions of the act.” The division observed Con- 
gress had “with particularity” given the Commission jurisdic- 
tion over qualifications and maximum hours of service of em- 
ployes and safety of operation and equipment in connection 
with all carriers. 

The division said if the applicant were a common carrier 
under the transportation explosives act of March 4, 1921, the 
question of partial exemption would not arise, because even 
if a certificate of exemption were granted, the applicant would 
still be subject to the safety regulations prescribed under that 
act. However, it continued, being a contract carrier, applicant 
could not be granted a complete exemption from regulation 
under part II without exempting it from compliance with 
applicable safety regulations adding that “this is undesirable.” 

The majority quoted from section 204(a) (4a) of the act, 
underlining the provisions that, in issuing a certificate of 
exemption, the Commission “shall attach to such certificate 
such reasonable terms and conditions as the public interest may 
require,” and the further provision that “the Commission may 
by order revoke all or any part thereof.” 

It said that while this language did not provide in explicit 
terms for a grant of partial exemption, it provided for attach- 
ing conditions and for partial revocation. A partial exemption 
could, in effect, if observed, be created by a partial revocation 
of a complete exemption, adding that it was not unreasonable 
to conclude that this might be directly accomplished in the 
first instance. 

““In view of the above,” said the majority, “we are of 
the opinion that we may, if the public interest requires, grant 
a certificate of exemption from the:provisions of part II except 
those provisions relative to safety and the regulations pre- 
scribed thereunder. The instant operation is such as to require 
a retention of jurisdiction in this limited respect.” 


Motor Purchase Authority “Carving 
Up” Irregular Routes Denied 


Observing that a proposed “carving up” of irregular-route 
authority would not be a division along clean-cut geographical 
lines, the Commission, division 4, by a report and order in MC 
F-3253, W. L. Thornbury—Purchase (Portion)—Albert R. Han- 
cock, has denied an application of W. L. Thornbury, Grand 
Ledge, Mich., and Albert R. Hancock, doing business as Wol- 
verine Trucking Co., Detroit, Mich., for purchase by Mr. Thorn- 
bury of certain operating rights of Wolverine Trucking Co. 

Under an agreement of May 10, 1946, said the division, 
Mr. Thornbury sought to purchase from Wolverine that portion 
of the latter’s irregular-route operating rights for transporting 
malt beverages, soft drinks, and beverage compounds (1) from 
Milwaukee, Wis., across Lake Michigan to Muskegon, Mich., 
thence to Grand Rapids and Lansing, Mich., (2) from Milwau- 
kee to the same points via Chicago, and (3) from Chicago and 
Cleveland to the same two points, and return. 

Noting that Wolverine proposed to dispose of its right to 
serve the destination points of Grand Rapids and Lansing from 
Milwaukee, Chicago, and Cleveland, and to retain the right to 
serve all other points in Michigan from those three origin 
points, the division said the reason advanced by Wolverine 
for disposing of the considered rights was that the bulk of 
its operations in Michigan were concentrated in Detroit and 
that when traffic was moved to Grand Rapids and Lansing the 
return movement to its main terminal in Detroit was always 
empty. It said Wolverine, in empty truck movements, covered 
about 150 miles from Grand Rapids to Detroit and 85 miles 
from Lansing to Detroit. Continuing, the division said: 


The ‘‘carving’’ up of vendor’s irregular-route authority by the sale 
of rights from three origin points to two specified points in a described 
destination territory, and at the same time retaining rights from such 
origin points to all other points in the same destination territory is 
not a division along clear-cut geographical lines. Vendor’s operating 
rights, for example, might be divided into as many combinations as 
there are points in Michigan and each combination transferred to a 
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separate carrier. Division in such manner would result in numerous 
carriers, instead of one as at present, being authorized to operate to 
and from a particular point or area, each rendering a limit of service 
within the same territory. This would create confusion among ship- 
pers, result in wasteful and inefficient use of transportation facilities, 
and tend to change the character of the service now rendered. Com- 
pare Burlington Truckers, Inc.—Lease—Lipe, 40 M. C. C. 726, No. 
MC-F-3050, Owen O. Orr and Gertrude Orr—Control; Motor Cargo, Inc. 
—Purchase (Portion)—William S. Clark and R. L. Kriebel, M. C. C. 
.., decided September 26, 1946, and No. MC-F-3124, C. H. Gant—Control ; 
G. and M. Motor Transfer Company, Incorporated—Purchase (Portion) 
—Jocie Motor Lines, Incorporated, M. C. C. , decided October 7, 
1946. We are of the opinion that division of vendor’s irregular-route 
territorial operations in the manner here proposed would not be con- 
sistent with the public interest and may not properly be approved. 





Intrastate Rights Given Weight 
in Grant of Motor Authority 


In a report and order dealing with two applications to 
convert temporary authorities to a permanent status, the Com- 
mission, division 5, has authorized Southern Bus Lines, Inc., 
to continue the involved service on a permanent basis, and 
denied authority to Gulf Transport Co., wholly-owned subsid- 
iary of the Gulf, Mobile & Ohio Railroad Co. 

In MC 29957, Sub. 47, Southern Bus Lines, Inc., Extension, 
the applicant was authorized to transport passengers and their 
baggage, and mail, express and newspapers, between York, 
Ala., and Fayette; Ala., over Alabama highway 17, serving all 
intermediate points. 

In MC 50655; Sub. 15, Gulf Transport Co., Extension— 
Columbus, Miss., the division denied the applicant authority to 
transport passengers and their baggage, and mail, express and 
newspapers, between York and Columbus. 

A joint board had recommended that Southern be granted 
the authority between Reform, Miss., and Aliceville, Ala., 
serving all intermediate points; and that Gulf be authorized 
to operate between York and Columbus, serving all interme- 
diate points except those on U. S. hishways 80 and 11 between 
York and Livingston. Commissioner Lee dissented in part from 
the majority report saying it was his opinion the recommenda- 
‘son of the joint boards should be adopted as their members 
were familiar with local conditions along the routes covered 
by the applications. 

The majority said that, considering the record as a whole, 
it was convinced Southern’s operations would more adequately 
meet the needs of the communities to be served, saying the 
fact it had intrastate authority to serve points on its routes 
enabled it to give a more complete service to the public. 

In arriving at its decision, the division ruled that the 
fact one carrier had temporary authority before the other did 
not place it in a more advantageous position than others seek- 
ing permanent authority. 





MOTOR CARRIER CONTROL CASE DISCONTINUED 

The Commission, division 4, by a report and order in MC 
C-537, Bill Watkins and Watkins Motor Lines, Inc.—Investiga- 
tion of Control—A. B. C. Truck Lines, Inc., has discontinued 
the proceeding, having found that control of A. B. C. Truck 
Lines in a common interest with Watkins Motor Lines had 
been effectuated in violation of section 5(4) of the interstate 
commerce act by certain respondents, but that the violation 
had been terminated. 

The division found that Bill Watkins, and C. D. Dibble, 
director, president and acting general manager of A. B. C., 
and Watkins Motor Lines, Inc., effectuated, or participated in 
effectuation, of control and management of the two motor car- 
riers in a common interest and continued to maintain such 
control and management until on or about October 30, 1946. 
It found that the evidence did not establish that A. B. C. Truck 
Lines participated in the violation and that, as the unlawful 
control: and management was terminated the proceeding should 
be discontinued. 





PIPE LINE ACCOUNTING MODIFICATIONS 

Secretary Bartel, of the Commission, has issued a notice to 
all carriers by pipe line concerning modifications of the “Uni- 
form System of Accounts for Pipe Lines,” prescribed by a 
Commission order of December 23, 1946, to become effective 
March 1, 1947, unless otherwise ordered after consideration of 
objections filed on or before February 1. 

The secretary said no objections had been received before 
February 1, and that the modifications prescribed in the De- 
cember order would become effective March 1, as originally 
ordered. 


COMMISSION APPROVES NEW REPORT FORMS 


The Commission has issued two orders, prescribing annual 
report forms for small steam railways, and for small switching 
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and terminal companies, and approving those forms. 

The order prescribing and approving switching and ter- 
minal annual report form D for class III switching and ter- 
minal companies modifies the Commission’s order of January 5, 
1946, and requires that the new form be used beginning with 
the year ended December 31, 1946. 

The other order approves steam railway annual report 
form C, modifies the Commission’s order of January 28, 1946, 
and requires class III steam railways to use the new form for 
the year ended December 31, 1946. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Cotton Piece Goods 


No. 29297, M. Harris and Anna Harris, dba Union Manu- 
facturing Co. vs. Chicago, Rock Island & Pacific Railway Co. 
(Joseph B. Fleming and Aaron Colnon, Trustees), et al. The 
Commission, by Commissioner Alldredge. Reparation awarded. 
Found that tariffs did not provide rates or charges applicable 
to the line-haul or to the pick-up and loading services per- 
formed in transporting a shipment of cotton piece goods from 
Webster, Mass., to El Paso, Tex., December 28, 1942, and that 
the charges collected on the shipment weré unreasonable to 
the extent they exceeded charges based on a rate of $2.18 a 100 
pounds, plus 6% cents for pick-up and 3% cents for loading. 
The report said the shipment was delivered on January 15, 
1943, and that on January 12, 1945, the delivering carrier in- 
stituted an action at law against the complainants for under- 
charges, the action having been held in suspense pending the 
findings in the instant proceeding. It said the complaint was 
filed April 6, 1945. 

Steel Pipe 


No. 29340, Raymond Concrete Pile Co. vs. Erie railroad 
et al. The Commission, by Commissioner Splawn. Complaint 
dismissed. Found applicable, rates on plate or sheet, iron or 
steel, pipe or tubing, charged on numerous carloads of plate or 
sheet steel tubing, moved since January 1, 1940, from Youngs- 
town, O., to Los Angeles, Oakland, and San Francisco, Calif., 
Salt Lake City, Utah, Portland, Ore., Vancouver, Wash., and 
certain points taking the same rates. The report said that un- 
der the mixture provisions contained in the tariffs, certain shoes, 
riveted or cast. included in the shipments, took the same rates 
as the pipe or tubing with which they were shipped. The report 
said the complainant alleged that the applicable rates were 
those maintained on structural steel piling. The question pre- 
sented, it said, was solely one of tariff interpretation. 


Phosphate Rock 


No. 29496, Missouri Chemical Co. vs. Atlantic Coast Line 
Railroad Co. et al. By division 3. Rate of $7.78 a ton of 2,240 
pounds, charged on crude phosphate rock, ground, in carloads, 
from producing points in Florida to Atlas, Mo., found unreason- 
able for the future, but not unreasonable in the past. Defend- 
ants required to establish on or before May 13, on not less than 
30 days’ notice, a rate not exceeding $7.35 a ton of 2,240 pounds, 
subject to minimum of 100,000 pounds, or the marked capacity 
of the car if less, provided that to the rate prescribed may be 
added the general increases authorized by the Commission in 
1946. The division followed the method of constructing a rate 
to North Little Rock in Southern Acid & Sulphur Co., vs. Ala- 
bama G. S. R. Co., 266 I. C. C. 22, by adding to the prescribed 
rate to Memphis the difference between rates made 75 per cent 
of the fertilizer scale prescribed in the consolidated southwest- 
ern revision. Following the decision in Diamond Fertilizer Co. 
vs. Aberdeen & R. R. Co., 259 I. C. C. 75, quoted in Southern 
Acid & Sulphur Co., Inc. vs. Alabama G. S. R. Co., supra, the 
division said the difference between the rate assailed in the in- 
stant proceeding and the rate found reasonable for the future 
was less than 12 per cent, and an award of reparation was pre- 
cluded. Commissioner Patterson noted a dissent. 


COMMISSION ORDERS 


MC 32882, Columbia Commercial Transport Co., common carrier ap- 
plication, and MC 32882, Sub. 1, Columbia Commercial Transport Co., 
extension of operations, California. Findings in report and orders 
entered in these proceedings, which order became effective January 6, 
1939, modified so as to authorize issuance to applicant, on compliance 
with sections 215 and 217 of interstate commerce act and rules and 
regulations thereunder, of a corrected certificate, authorizing operation, 
in interstate or foreign commerce, as a common carrier by motor vehi- 
cle, of forest products and lumber, between points and places in 
Oregon, Washington and Idaho and that part of California within 150 
miles of Oregon-California state line, over irregular routes. This order 
shall become effective March 18, unless any @arty-in-interest shall show 
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cause, if any there be, in writing verified under oath, why report and 
orders entered herein, which orders became effective January 6, 1939, 
and certificate issued therein on June 15, 1940, should not be modified 
in manner described above. 

MC 59531, Sub. 53, Auto Convoy Company extension, Louisiana. 
Reopened for further hearing. P 

MC-F 2726, Charles L. Atwater and John W. Craig, control, Brada 
Cartage Company, purchase, Great Lakes Trucking Company, Inc. Time 
within which petitions for reconsideration may be filed and within 
which applicants may exercise authority granted by order of Septem- 
ber 19, 1945, as modified by orders of August 1 and December 3, 1946, 
extended to expire March 28. 

MC-F 3355, Peoples Transfer, Inc., purchase, Buford S. Hodges and 
John C. Hodges. Time for complying with conditions of order of Jan- 
uary 3, extended to March 4, 

No. 29378, American Steel Abrasives Co. et al. vs. Ann Arbor et al. 
Order of November 12, 1946, further modified to become effective March 
21, on not less than 10 days’ notice, instead of February 21, on not 
less than 20 days’ notice. 

No. 29497, Leeds and Northrup Company vs. Truck-Rail Terminals, 
Incorporated, et al., and No. 29522, Great Atlantic and Pacific Tea 
Company vs. Truck-Rail Terminals, Incorporated. Time for filing peti- 
tions for reconsideration, extended to February 14. 

No. 29386, Percy Kent Bag Co., Inc., vs. C. B. & Q. et al. Order 
of October 18, 1946, further modified to become effective April 30, on 
not less than 30 days’ notice, instead of March 31. 

|. & S. M-2597, Washing and ironing machines, W. T. L. Respon- 
dents under special permission having filed a tariff effective November 
12, 1946, cancelling schedules under postponement, proceeding dis- 
continued. 


MOTOR FINANCE CASES 


MC F-3182, Carl A. Helm—Control—Associated Freight Forwarders, 
Inc. Acquisition by Carl A. Helm, Pittsburgh, Pa., of control of Asso- 
ciated Freight Forwarders, Inc., Pittsburgh, through purchase of cap- 
ital stock, approved and authorized. 

MC F-3322, John J. Rapp—Control—Trans-American Van Service, 
Inc.—Purchase (Portion)—Kings Van & Storage. Purchase by Trans- 
American Van Service, Inc., Chicago, Ill., of certain operating rights 
of Kings Van & Storage, Inc., Oklahoma City, Okla., and acquisition 
of control of the rights by John J. Rapp, Chicago, through such pur- 
chase, approved and authorized, subject to condition. 

MC M-2733, Leonard Tornetta et al.—Purchase—Roy Rittenhouse. 
On further hearing, purchase by Leonard, Mary, and Anthony Tornetta, 
partners, doing business as Tornetta’s Motor Trucks, of Conshohocken, 
Pa., of certain operating rights of Roy Rittenhouse, of Norristown, Pa., 
approved and authorized, subject to conditions. Prior report 40 M. C. 
C. 339. 

MC F-3352, John Manlowe—Control; United Truck Lines, Inc.— 
Control—Manlowe Transfer and Distributing Co., Inc., and Manlowe 
Transfer Co., Inc. (1) Acquisition by United Truck Lines, Inc., Spokane, 
Wash., of control of Manlowe Transfer and Distributing Co., Inc., 
Seattle, Wash., and Manlowe Transfer Co., Spokane, through exchange 
of capital stock, and by John Manlowe, Spokane, through the acquisi- 
tion of control by United Truck Lines, Inc., approved and authorized, 
subject to condition. (2) Manlowe Transfer and Distributing Co., Inc., 
subjected to specific provisions of part II of the interstate commerce act. 

MC .F-3295, Greyhound Corporation—Control—Washington Motor 
Coach Co., Ine. Acquisition by Greyhound Corporation of control of 
Washington Motor Coach Co., Inc., Seattle, Wash., through ownership 
of capital stock, approved and authorized, subject to condition. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 15528, Valley Railroad Co. Control, 
authorizing acquisition of control, through ownership of capital stock, 
by the Susquehanna Chemical Corporation of the Valley Railroad Co. 
Conditions re protection of employes prescribes. Approved. 

Report and order in F. D. No. 15574, Chesapeake & Ohio Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $2,300,000 of Chesapeake 
& Ohio Railway equipment trust of 1947, 1% per cent serial equipment 
trust certificates, to be issued by the Cleveland Trust Co., as trustee, 
and sold at 99.129 per cent of par and accrued dividends in connection 
with the procurement of certain equipment. Approved. 

Report and order in F. D. 15578, Pennsylvania Railroad Co. Equip- 
ment Trust Certificates, granting authority to assume obligation and 
liability, as guarantor, in respect of not exceeding $14,970,000 of Penn- 
Sylvania Railroad equipment trust certificates, series R, to be issued 
by the Fidelity-Philadelphia Trust Co., as trustee, and sold at 99.209 
per cent and accrued dividends in connection with the procurement of 
certain equipment. Approved. 

Report and order in F. D. No. 15581, Illinois Northern Railway 
Notes, granting authority to issue not exceeding $165,000 of promissory 
notes, one note for $40,000 to evidence a like amount of indebtedness 
for an advance made for corporate purposes, and one note for $125,000 
to be sold at par and the proceeds used to pay overdue rental and for 
working capital. Approved. 

F-3348, B. D. Denton—Control; Denco Bus Lines, Inc.—Purchase 
(Portion)—Oklahoma Transportation Co. Purchase by Denco Bus Lines, 
Ine., of Ada, Okla., of certain operating rights of Oklahoma Transpor- 
tation Co., a corporation, of Oklahoma City, Okla., and acquisition of 
control of said operating rights by B. D. Denton, through said pur- 
chase, approved and authorized, subject to condition. 

Report and order in F. D. No. 15580, Seaboard Air Line Railroad 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability, as guarantor, in respect of not exceeding $3,000,000 
of Seaboard Air Line Railroad equipment-trust certificates, series A, 
to be issued by the Bank of New York, as trustee, and sold at 99.52 and 






Februai 





accrued 
equipme 








Fina 
Dallas, 
change ¢ 
authorit: 
outstand 
now hac 
interests 
stock is 
pro rata 

Fina 
Boston, 
to be fin 
ing abot 
dated or 
than Ju) 

MC 
Atlantic 
to merg 
Lines, I. 
tic, accc 
capital 
In conn 
abandon 
B. C., a 
Lines al 
hound ¢ 

MC 
Charles 
authorit 
of Mon: 

Fins 
to acqui 
ship of 
from th 
stock fo 
Junctior 
service 
purpose 
a separ 
to local 
giving ° 
and ope 
ten yea) 

Fin: 
Pacific 
$5,850. 0( 
petitive 
cent of 
of varic 
certifica 
install 






































No. 
plainan’ 
division 
report ¢ 

I. ¢ 
Protest 
& Co., | 
reconsi¢ 

MC 
Limited 
with re 
until M 

Fin 
tion, a1 
constru 
for limi 
a certa 















LC. 
Perr 
















recons 
Territe 





4D 


and 
39, 
fied 


ina. 


ada 
ime 
hin 
em- 
946, 


and 
jan- 


irch 
not 


als, 
Tea 
eti- 


rder 
on 


pon- 
iber 
dis- 


lers, 
.\SSO- 
cap- 


vice, 
‘ans- 
ghts 
ition 
pur- 


use. 
etta, 
‘ken, 


.C. 


ne.— 
lowe 
cane, 
Inc., 
ange 
juisi- 
‘ized, 
Inc., 
> act. 
Aotor 
ol of 
rship 


ntrol, 
stock, 
a Co. 


ilway 
bliga- 
peake 
yment 
ustee, 
ection 


bquip- 
1 and 
Penn- 
issued 
99.209 
ont of 


ilway 
issory 
-dness 
25,000 
1d for 


rchase 
Lines, 
nspor- 
ion of 
i pur- 


ilroad 
ybliga- 
100 ,000 
ies A, 
52 and 


February 15, 1947 


accrued dividends in connection with the procurement of certain new 
equipment. Approved. 


FINANCE APPLICATIONS 

Finance No. 15440, supplemental. 
Dallas, Tex., files supplemental and amended application to show 
change of name from Lone Star Coaches, Inc. The application is for 
authority to issue 800,000 shares of no par common stock in lieu of 
outstanding 300,000 shares of $1 par value stock. The company said it 
now had a large accumulated surplus and it was believed to its best 
interests for the surplus to be capitalized to the extent of $500,000 and 
stock issued therefor, to be distributed among present stockholders 
ro rata. 

, Finance No. 15600, Eastern Massachusetts Street Railway Co., of 
Boston, Mass., asks authority to issue $1,500,000 equipment trust notes, 
to be financed through the Bankers Trust Co., of New York City, cover- 
ing about 70 per cent of the cost of 168 motor buses. Notes will be 
dated on receipt of equipment and run five years, to mature not later 
than June 1, 1952, payable in equal quarterly installments. 

MC F-3395, The Greyhound Corporation, of Chicago, Ill., and 
Atlantic Greyhound Corporation, of Charleston, W. Va., ask authority 
to merge the properties and franchise of Pan American Greyhound 
Lines, Ine., also of Charleston, into those of Atlantic Greyhound. Atlan- 
tic, according to the application, owns all the issued and outstanding 
capital stock of Pan American and proposes to liquidate the latter. 
In connection with the merger application, a petition was filed for 
abandonment of rights granted Pan American north of Washington, 
D. C., and south of Jacksonville, Fla., because Pennsylvania Greyhound 
Lines and Florida Motor Lines Corporation, controlled by The Grey- 
hound Corporation, have duplicating routes. 

MC F-3396, Howard Tellep Tellepson, Joe Kelly Butler and John 
Charles Jacobs, dba Tom Hicks Transfer Co., of Monroe, La., ask 
authority to purchase certain operating rights of Jesse O. Willett, also 
of Monroe. 

Finance No. 15605, New York Central Railroad Co. asks authority 
to acquire control of the Niagara Junction Railway Co. through owner- 
ship of stock. The applicant said the transaction involves purchase 
from the Niagara Falls Power Co. of 10,000 shares of Niagara Junction 
stock for a cash consideration of $1,000,000. It said control of Niagara 
Junction would provide more adequate and efficient transportation 
service to and from industries located on the line, and that it was its 
purpose ‘‘to insure that Niagara Junction will retain its identity as 
a separate carrier, thus giving industries located on the line access 
to local management and the benefits of operating continuity,’’ while 
giving the electric line the advantage of N. Y. C. financial backing 
and operating experience. Earnings of Niagara Junction in the past 
ten years had averaged $86.541 a year. it said. 

Finance No. 15606. The trustees of the Chicago, Rock Island & 
Pacific Railway Co. ask authority to assume liability in respect of 
$5,850.000 equipment trust certificates. series V, to be offered at com- 
petitive bidding. Proceeds of the certificates will cover about 75 per 
cent of the cost of 250 steel automobile cars; 57 passenger train cars 
of various types, and 4 Diesel road passenger train locomotives. The 
certificates, according to the application, will mature in semi-annual 
installments over a period of 10 years from date of issue. 


PETITIONS FOR REHEARING, ETC. 

No. 29312, Summerbell Roof Structures vs. Sou. Pac. et al. Com- 
plainant asks for reconsideration by entire Commission or at least a 
division thereof, and if a reconsideration cannot reverse findings of 
report of December 31, 1946, then complainant requests further hearing. 

1. & S. M-2626, E. D. Fee Transfer, minimum charges per trip. 
Protestants, Rath Packing Co., Geo. A. Hormel & Co., John Morrell 
& Co., Oscar Mayer & Co., ask for reopening and argument before, and 
reconsideration by entire Commission. 

MC F-2583, Greyhound Corp., investigation of control, Southern 
Limited, Inc. Respondents ask for an extension of time for complying 


with requirements of order of September 13, 1946, for 90 days or 
until May 13. 


Finance 15335, Application of Atlantic Coast Line R. R., construc- 
tion, and Finance 15444, Application of Florida East Coast Line Ry., 
construction. . Atlantic Coast Line R. R. asks for reopening of record 
for limited purpose of supplementing record and receiving as an exhibit 
a certain document which was not available at hearing. 


I. C. C. Reopens Packing House 
Permit Modification Case 


The Commission, division 5, by an order in Ex Parte MC-38, 
Modification of Permits of Motor Contract Carriers of Packing 
House Products, has reopened the case for reconsideration on 
the record as made. It had held that, on individual anplica- 
tions of holders of permits providing for the transportation of 
backing house products and other like classes of commodit’es, 
for modified permits, and surrender of present permits, the 
Commiss‘on would issue modified permits to allow transporta- 
tion under contracts with persons who operate meat-packing 
houses of “meat, meat products, meat by-products, dairy prod- 
ucts, and articles distributed by meat-packing houses” (see 
Traffic World, Jan. 5, 1946, p. 11). 

The instant order reopens the proceeding on cons‘deration 
of the record and of petitions of the Regular Common Carrier 
Conference of the American Trucking Associations, Inc., for 
reconsideration, and of rail carriers in Official Classification 

erritory and Class I carriers in Western District, also for 


Continental Bus System, Inc., of 
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reconsideration; and on consideration of replies of the Ameri- 
can Meat Institute and the Contract Carriers Conference of the 
A. T. A. (See Traffic World, Feb. 9, 1946, p. 366). 

The railroads took the position that the proceeding was 
tried on the issue of temporary authority and that the division 
had overstepped the bounds of the proceeding by finding that 
modification of-the permits would be consistent with the public 
interest and in finding that the issues were permanent in nature. 
The A. T. A. Regular Common Carrier Conference, as did the 
railroads, insisted that any amendment of the permits could be 
only on the showing required by section 209(b) of the inter- 
state commerce act. 


Charges for Car Heater Service 


Saying it appeared that, except as to potatoes, the respond- 
ent railroads had not established certain protective services 
against cold in connection with perishable freight within terri- 
tory served by them, required under its decision of April 2, 
1945, in No. 20769, Charges for Protective Service to Perishable 
Freight—Protective Service against Cold, 252 I. C. C. 243, the 
Commission has issued an order reopening the proceeding for 
further investigation. 


In its report, the Commission found the failure of the re- 
spondents to provide certain protective services against cold to 
be unreasonable and accorded them six months with'n which to 
establish such services (see Traffic World, April 21, 1945, p. 
1026). 


The Commission’s order said the further investigation 
would be into and concerning protective service against cold 
for the protection of perishable freight (1) between points in 
official territory east of eastern boundary of heater territory 
as defined in the report of April 2, 1945, except potatoes (other 
than sweet potatoes or yams) from Maine; (2) from points in 
official territory east of the eastern boundary of heater terri- 
tory to destinations in heater territory, except potatoes (other 
than sweet potatoes or yams) from Maine; and (3) from points 
in heater territory to destinations in offic‘al territory east of the 
eastern boundary of heater territory, except potatoes (other 
than sweet potatoes or yams). It said the purpose of the inquiry 
was to determine whether*the carriers’ protective service 
aga‘nst cold was necessary or proper to “secure safe transpor- 
tation” and, if so, the just and reasonable charges therefor. . 


Heater territory, as explained in the Commission’s report, 
embraced “all stations in the states of Washington, Oregon, 
Idaho, Utah, Montana, Wyoming, Colorado, North Dakota, 
South Dakota, Nebraska, Kansas, Oklahoma, Minnesota, Iowa, 
Missouri, Arkansas, Wisconsin and Illinois, a few stations in 
northern California, the stations in a small area in northeast 
New Mexico and northwest Texas, the stat’ons in the upper 
peninsula of Michigan, the stations in Indiana except those in 
the state’s northeast corner, and the stations in the Cincinnati 
district of Ohio and the Louisville district of Kentucky.” 

The proceeding is to be set for further hearing at such times 
and places as the Commission may later direct. 


SOUTHWEST MOTOR INCREASES NOT SUSPENDED 


The Commission has refused to suspend general motor- 
carrier rate increases in the southwest as proposed in Agent 
Hughett’s I. C. C. 105, 121, and other tariffs and supplements 
(see Traffic World, February 8, p. 403). 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5458, Refrigeration—Potatoes from Southeast, 
from February 10 to and including September 9, certain sched- 
ules as published in supplement No. 20 to Agent J. J. Quinn’s 
Perishable Protective Tariff I. C. C. No. 25. The suspended 
schedules provide that on carload shipments of white potatoes 
originating at stations in Georgia, North Carolina, South Caro- 
lina, and certain portions of Florida and Virginia, the railroads 
will not supply refrigeration service at any point east of the 
Mississippi River. 

I. and S. No. 5459, Coal Cinders, Roanoke, Va., to Greens- 
boro, N. C., from February 8 to and including September 7, 
certain schedules as published in supplements 102, 106, and 109 
to Agent R. H. Hoke’s tariff I. C. C. No. 840 and MF-I. C. C. 
No. 269. The suspended schedules propose to reduce, over 
certain routes, the rates on coal cinders, in carloads, from 
Roanoke, Va. applicable only on traffic originating at Baltimore, 
Md., Brunswick, Md., Chester, Pa., Cumberland, Md., and Har- 
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wood Mines, Pa.), to Greensboro, N. C., without observing the 
provisions of section 4 of the Interstate Commerce Act. 

I. and S. M-2719, Distribution of Shipments in New Eng- 
land, from February 9, to and including September 8, certain 
schedules published in supplement No. 26 to joint tariff MF- 
I. C. C. No. A-56 of the New England Motor Rate Bureau, Inc., 
Agent, Boston, Mass. The suspended schedules propose to re- 
vise motor common carrier rates for distributing shipments 
received from rail, water or motor carriers at points in New 
England. 

I. and S. M-2720, Truckaway Rates Over King Transport, 
from February 12 to and including May 12, certain schedules 
published in tariff MF-I. C. C. No. 131 of National Automobile 
Transporters Association, agent, Detroit, Mich. The suspended 
schedules propose to increase rates on motor vehicles in truck- 
away service from Detroit and Willow Run, Mich. to various 
points in Arkansas and Texas, when transported by Mills King, 
doing business as King Transport. 


Railroad Abandonments 


New Haven 


In Finance No. 15601, the trustees of the New York, New 
Haven & Hartford Railroad Co., ask the Commission for au- 
thority to abandon 9.10 miles of railroad, extending from 
Southbury, in New Haven county, to Hawleyville, in Fairfield 
county, Conn.; and in Finance No. 15602, the New Haven trus- 
tees ask authority to abandon a line extending from Litchfield 
to Hawleyville, in Fairfield county, about 32.4 miles. In each 
application, the trustees said the proposed abandonment would 
result in substantial savings to applicants and would be in the 
interest of the debtor’s estate and ultimate reorganization. 
They said detailed reservations were reserved for the return to 
the questionnaire. 


Milwaukee 


The Chicago, Milwaukee, St. Paul & Pacific Railroad Co., 
in Finance No. 15603, has asked the Commission for authority 
to abandon about 25 miles of railroad between De Kalb and 
Aurora, Ill., and abandonment of operations over Elgin, Joliet 
& Eastern Railway Co. tracks between Aurora and Joliet, IIl., 
about 22 miles. The line sought to be abandoned, it said, was 
part of the former Chicago, Milwaukee & Gary Railway Co. 
At the time of acquisition of the line. the railroad said, it was 
believed it would be valuable in providing a direct connection 
from the applicant’s Chicago-Omaha line with the Chicago, 
Terre Haute & Southeastern at Delmar, IIl., but that exne- 
rience had not justified the value first placed on the property. 
Through traffic, it said, could be handled more conveniently 
and economically over other available routes through the use 
of other connections. As to abandonment of operations over 
the tracks of the E. J. & E.. it said handling of bridge traffic 
over that line was not justified and that the contractual ar- 
rangements with the E. J. & E. were so unduly restrictive that 
further operations were not warranted. The present contract, 
entered into in 1930. said the Milwaukee. was clearly designed 
to keep the entire line from Kirkland to Delmar from being 
used in competition with the E. J. & E., citing certain restric- 
tions of traffic that might be handled. 


P. C. R. 


The Pittsburg County Railway Corporation, by an apnlica- 
tion in Finance No. 15604, has asked the Commission for au- 
thority to abandon all its lines, located in Pittsburg county, 
Okla., consisting of a main line from McAlester to Harshorne, 
18.44 miles, and certain spur and connecting tracks, making a 
total mileage to be abandoned of 23.29. The applicant said the 
abandonment should be permitted because operation of the 
lines was unnecessary for the public convenience; the money 
returns were insufficient to support its continuance, to main- 
tain its lines and facilities for safe operation, or to afford any 
return to investors or induce further investment in mainte- 
nance and operation. 


CARLOAD PERMIT EXEMPTION 


The Office of Defense Transportation has announced is- 
suance of amendment 5 to general order ODT-18A-Revised to 
provide for a paragraph (g), exempting from the permit pro- 
visions of the order carload freight consisting of a complete 
order when such carload freight moves first by water on the 
high seas to a port in the United States and is transshipped 
therefrom by rail in a single car. 

Amendment 5 became effective February 12. 


MEXICAN FRUITFLY PERMITS REQUIRED AGAIN 


The U. S. Department of Agriculture has announced that 
permits will be required for the movement of citrus fruits, effec- 


“standing that their use would be resumed upon the finding of 
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tive 12:01 a.m|, February 10, from the area in Texas regulated 
on account of the Mexican fruitfly. Permit requirements were 
temporarily suspended on October 1, 1946, with the under. 















adult egg-laying Mexican fruitflies during the current season, 
Because of the recent finding of a small number of such flies 
it was deemed advisable to resume the permit requirements, 
which would remain in effect as long as there was danger of 
dissemination of the insect through interstate shipments of 
regulated citrus fruits, said the department. 











EXPORT FOOD SERVICE ORDER EXTENDED 
. By amendment No. 1 to service order No. 661, Export Food 
From Pacific Northwest Restricted, the Commission, division 3, 
has extended the order’s expiration date from February 10, 





















































































until April 30, at 11:59 p.m. The service order requires permits AP 
for the shipment of certain food by rail from the Pacific north- eg 
west to Gulf and Atlantic ports for export (see Traffic World, Norfoll 
December 28, 1946, p. 1718). centieae 
CONSULAR CERTIFICATION CHANGE in a pr 
Consular certification that the shipment is properly licensed missior 
will no longer be required on imports, except imports of items tion of 
listed on Imports Order M-63 and War Foods Order 63, the§ gi. B 
Civilian Production Administration and the Department off y y 
Agriculture announced jointly. , : ; those f 
M-63, administered by C.P.A., now provides import limita- ‘ing to 
tions only on agave fibers, maguey or cantala, molasses and§ oyamir 
sugar syrup, sisal and henequen, and tin. motor 
WFO-63, administered by the Department of Agriculture, f at py 
lists a much larger number of food and agricultural items. availat 
It was explained that for commodities listed in either order f aythor: 
a special certificate would be required including the number of § corvice 
the import authorization which has been granted. This should 
accompanv such consular invoice. App 
would b 
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tractors 
Baltime 
No. a Conti Products Corporation, Brooklyn, N. Y., vs. A. C. Y. — Three 1 
et al. These t 
Alleges rates on numerous shipments to numerous and various — Truck | 
destinations throughout the United States, in the statutory period §— while i: 
covered by the complaint, of liquid soap or Conti’s Castile shampoo, — ramps > 
prior to inclusion of shampoo, in barrels or boxes, in the Consoli- — in lane 
dated Freight Classification effective September 25, 1946, and inf vices. / 
tariffs on various dates between May 15, 1946, and October 1, 1946, — used to 
in violation of sections 1 and 6, and, since the inclusion of shampoo — or waré 
in the classification, in violation of section 1. Asks cease and desist — The tr: 
order, rates and ratings, and reparation. (Charles V. Hanlon, 140 § unloads 
Cedar St., New York 6, N. Y.) would | 
No, 29688, F. D. Croce & Co., Inc., New York, N. Y., vs. N. Y. C. et al. — this to 
Demurrage charges on 4 shipments, one of vernier fruit and vege- — [© unlo 
table containers, one of berry fruit, vegetable till, and vernier 
baskets, one of pine box shooks, and one of packages of fruit and TI 
vegetable containers, which complainant was unable to unload be- § offeres 
cause of a motor strike in the New York area, in violation of sections § riers, 
1, 2, and 3. One car arrived at Newark, N. J., October 17, 1946; owner 
the other cars arrived at New York City September 5, August 30, with t 
and October 3, 1946. (Earle H. Bogardus, 19 Vine St., Scotia 2, N. Y.) rate 
No. 29690, Capitol Fish Co., Atlanta, Ga., vs. C. of Ga. et al. . 
Alleges rates on frozen fruits and vegetables and cooked fruits and cant 1 
vegetables, frozen, from origins in California, Oregon and Washing- the m 
ton to Atlanta, Ga., in violation of sections 1 and 3. Says com- — Qulren 
plainant has been subjected to payment of rates that were and are — bills ¢ 
unreasonable and unduly preferential or prejudicial. Asks cease 
and desist order, rates, and reparation of $5,000. (E. L. Hart, 302 
Chamber of Commerce Bldg., Atlanta, Ga.) 
MC C-883, Chicago Rawhide Manufacturing Co., Chicago, Ill., vs. Long : 
Transportation Co., Inc. traile: 
Rates on more than 700 shipments of metal stampings, described § Pense: 
at all times in the period of the shipments, from about January 8, § that, 
1942, to and including October 12, 1945, by the complainant as ‘‘rough days 
steel stampings,’’ ‘‘rough stampings,’’ or unfinished stampings, now would 
sought to be collected under the description of ‘‘finished stampings of $2 
and sheet steelware’’ and complainant asks determination of classi- t ' 
fication, suit having been filed for carrier for unpaid charges. (John§y “@ns} 
M. Falasz, 141 W. Jackson Blvd., Chicago 4, Ill.) Plican 
No. 29691, Wilkening Manufacturing Co., Philadelphia, Pa., et al.jm the e 
vs. Springmeier Shipping Co., Inc. hearit 
Rates on numerous less-carload shipments of iron castings, N. 0. ently 
I. B. N., tooled, in sacks, from St. Louis, Mo., to Philadelphia, Pa.. § dence 
since January 17, 1945, to date of complaint, in violation of section § tesgtay 
405(c). Ask cease and desist order, rates and rating. (L. V. Brandt. 7 
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Approval of Water Transport of 
Truck Trailers Recommended 


Approval of an application for authority to transport mo- 
tortruck trailers by water, loaded or empty, other than trailers 
used by the applicant water carrier, between the port areas of 
Norfolk, Va., and Baltimore, Md., has been recommended, on 
further hearing, by Examiners R. M. Brown and O. G. Barber 
in a proposed report in W-911, H. E. Savage, Jr., Application. 

In the prior report, 260 I. C. C. 603, division 4 of the Com- 
mission denied the application, then involving the transporta- 
tion of loaded motortruck trailers between the ports of Nor- 
folk, Baltimore, Wilmington, Del.; Philadelphia, Pa., New York, 
N. Y., Providence, R. I., and Boston, Mass., or between any of 
those ports. The application was amended at the further hear- 


‘ing to include only the authority recommended. Originally the 


examiners said, the applicant sought to serve only for-hire 
motor carriers subject to part II of the interstate commerce 
act, but that he was now willing to make the proposed service 
available to all motor carriers, including private carriers, if so 
authorized by the Commission. .They described the proposed 
service as follows: 


Applicant intends to operate under a regular schedule. Two vessels 
would be used, one leaving Norfolk and one leaving Baltimore each day. 
The service would be adjusted to meet the demands of truck operators, 
but the present plan is to provide a late afternoon departure from an 
early morning arrival at each port. The proposed route of movement; 
about 175 miles, will be on the Chesapeake Bay and Patapsco River. 
The running time, under normal conditions, would be about 14 hours. 
It would require about 15 minutes to dock the vessel and about 2 hours 
to unload a full cargo. The highway distance between Baltimore and 
Norfolk is 250 miles and the motortruck running time is 8.5 to 9 hours. 

Truckers desiring to use the water service would deliver their 
trailers to applicant at designated terminals where parking or ware- 
house space would be provided for trailers awaiting movement. Neither 
tractors nor drivers would accompany the trailers between Norfolk and 
Baltimore, Applicant’s employees would load and unload the vessels. 
Three tractors at each terminal would be necessary for this purpose. 
These tractors would be used jointly by the water line and the Savage 
Truck Line..There would be no transfer of the contents of the trailers 
while in applicant’s custody. The vessels would be equipped with end 
ramps over which the trailers would be backed onto the deck, placed 
in lanes, and secured to. the deck by means of clamps or similar de- 
vices. After the vessel has been docked at destination, tractors will be 
used to remove the trailers and place them in the adjacent parking lot 
or warehouse, where possession will be taken by the carrier consignee. 
The trailers will be loaded in such a manner that one trailer may be 
unloaded every 3 minutes, or less. Thus, the maximum unloading time 
would be 2 hours for a cargo of 40 trailers. Applicant hopes to reduce 
this to 72 minutes. It would take about 10 per cent longer to load than 
to unload the vessel. 


The examiners observed that, whether the trailers were 
offered for transportation by for-hire carriers or private car 
riers, applicant would not have knowledge of the nature or 
ownership of the contents of the trailers and would deal only 
with the carrier consignor of the trailers, charging a uniform 
rate a trailer regardless of the contents. They said the appli- 
cant would issue a bill of lading or shipping ticket covering 
the movement of each trailer, and would conform to any re- 
quirements of the Commission governing issuance and form of 
bills of lading or other evidences of the contract of carriage. 


. 


Estimated Revenues 


He planned to charge $25 for the transportation of each 
trailer, loaded or empty, the examiners said. Estimating ex- 
penses of the water line as $368,940 a year, the examiners said 
that, based on a maximum cargo of 70 trailers a day for 300 
days, 40 trailers in each direction, transportation revenue 
would amount to about $600,000 a year, resulting in a profit 
of $231,060. After discussing returns if fewer trailers were 
transported, the examiners said protestants urged that the ap- 
Plicant’s estimated expenses were too low, and after saying 
the estimates were supplied by the applicant at the further 
hearing and were based on information obtained from appar- 
ently reliable sources, the examiners said there was no evi- 
dence of record that rebutted the estimates, adding that pro- 
testants introduced no evidence at the further hearing. 

The examiners said the applicant was engaged as a com- 
mon carrier by motor vehicle and would form a corporation 


479 


to take over and operate that service, with a separate corpora- 
tion conducting operations of the water carrier. 

They described the vessels that the applicant proposed to 
use, and his financial status, together with questions raised by 
the protestants as to the applicant’s ability to finance the pro- 
posed operation, saying a loan of $140,000 plus the amount of 
cash to be paid in by the stockholders would insure sufficient 
funds to inaugurate the proposed service and provide working 
capital. They continued: 


Economies in motor-vehicle operations would result from the pro- 
posed water service. Applicant shows that the cost of operating his 
truck line is approximately 25 cents per vehicle-mile. The record indi- 
cates that this compares favorably with similar costs of other motor 
carriers, Based upon the average highway cost of $62.50 per vehicle 
for the 250 miles between Baltimore and Norfolk, and applicant’s pro- 
posed charge of $25 per trailer, the saving on each vehicle load would 
amount to $37.50. Additional savings would be effected in connection 
with truck-line equipment, due to the elimination of the road haul be- 
tween Norfolk and Baltimore. Under ordinary circumstances, a motor 
carrier would not require as many tractors as heretofore. In some in- 
stances the tractors could be diverted to other routes. There would be 
some saving in labor costs. 


Support for Application 


In a discussion of protestant’s general position that water 
and rail carriers operating between Norfolk and Baltimore 
should be allowed to haul any traffic that would move over the 
proposed line, the examiners said that, in 1944, Southern Trans- 
portation Co. had planned to start hauling motortruck trailers 
between Bridgeport, Conn., and New York, and that this protes- 
tant was of the opinion that an operation of “this character” 
would be feasible and desirable. This evidence, said the exam- 
iners, tended to support the applicant’s position that service 
between Norfolk and Baltimore would be practicable from every 
standpoint, due consideration being given to the proposed cap- 
ital outlay and probable operating expenses. Referring to water 
carrier protestants, they said that, in order to handle the traffic 
proposed to be handled by the applicant, they would have to 
unload trailers at shipside, transfer lading to the vessel, and 
load it into other trailers at destination. It was this kind of 
inconvenience and result expense the applicant’s service was 
designed to avoid, said the examiners. 

Savage Truck Line, Inc., would probably be the principal 
customer of the water carrier, they said, supplying an average 
of 40 trailers a day, 20 each way, adding that motor common 
carriers favoring the application had indicated a prospective 
movement of 10 or more trailers each way daily. 

Answering contentions of protestants that applicant had 
failed to show the proposed service could not be rendered by 
existing carriers, the examiners said this was not a requirement 
of the statute and that, while the Commission had the duty of 
considering and observing the rights of existing carriers so far 
as practicable, competition did not, of itself, act as a bar to the 
issuance of a certificate to a qualified applicant in circumstances 
such as were present in this case. They added that there was 
no showing any of the protestants were equipped to render the 
specialized service proposed, or were or in the future would be 
willing and able to furnish such service. 


Not a Freight Forwarder 


One proposition to be considered, said the examiners, was 
whether or not the proposed operation would be that of a 
freight forwarder. After quoting the definition of the term in 
section 402 (a) (5) of the act, they said applicant had no 
intention or desire to act in any respect as a freight forwarder, 
adding that his operation would be that of a water carrier 
subject to part III of the act. They said he would not assemble 
and consolidate or provide for such service and that he would 
not utilize the services of a carrier or carriers subject to parts 
I, Il, or III of the act. The proposed operation, they said, would 
not be that of a freight forwarder. 


Joint Routes and Rates 


A question raised by the order for further hearing was 
that of “routing as part of a through movement in connection 
with carriers by motor vehicle,” and “the question of joint 
rates between motor carriers and applicant” were closely re- 
lated and would be discussed together, said the examiners. 
They continued: 


Applicant does not intend to file schedules providing joint rates and 
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through routes with motor carriers, unless required to do so. The tariff 
would name a uniform charge per trailer, loaded or empty, which 
charge would apply to all of his traffic regardless of the type of car- 
rier tendering the trailer for shipment. Applicant would have no direct 
interest in the merchandise carried in the trailer. So far as the record 
indicates, motor carriers would not give their shippers the right to 
select routes other than those authorized in the respective tariffs. These 
carriers would use the water service in lieu of all-highway routes at 
their convenience. The propriety of such an arrangement need not be 
determined in this proceeding, Applicant is aware of the opinions ex- 
pressed by the Commission in Substituted Freight Service, 232 I. C. C. 
683, and, as stated, is willing to conform to such necessary require- 
ments as may be imposed with respect to routing and joint rates in 
connection with motor carriers. That proceeding was decided prior to 
the enactment of part III. Obviously, the opinions expressed therein 
were not reached in the light of the statutory provisions subsequently 
enacted in part III. In any event, the Commission has no power to 
require a water carrier to establish through routes and rates with a 
motor carrier, in view of section 305(b) of the act, which provides: 

“It shall be the duty of common carriers by water to establish 
reasonable through routes with other such carriers and with common 
carriers by railroad * * *. Common carriers by water may establish 
reasonable through routes and rates * * * with common carrier by 
motor vehicle.* * *’’ 


Liability of Carrier 


_ Another question as to “the difference in liability to the 
shipper as between a motor carrier on the one hand and a 
water carrier on the other” was largely one of law, said the 
examiners, and that, while recognizing the difference in the 
liability of the two carriers, they said the nature of the pro- 


posed operation was of controlling importance. They con- 
tinued: 


Among other things, applicant’s relation to the consignor, or 
owners, of the contents of the trailers must be considered. With re- 
spect to the contents of trailers tendered for shipment by a for-hire 
carrier, the motor carrier would assume responsibility for loss of or 
damage to such contents covering the transportation from initial point 
of origin to final destination, even though part of the movement would 
be over the water line at the motor carrier’s option. This is true be- 
cause applicant would have no relation with the consignors, or owners, 
of the contents of the trailers. The shipper’s recourse would be against 
the motor carrier, who would necessarily and properly look to the 
water carrier for reimbursement, In the case of loss of or damage to 
the contents of trailers shipped by private truckers, and in the absence 
of lawful arrangements to the contrary, applicant’s liability would be 
the same as that of any common carrier by water to its shippers. 

As a practical matter, all users of the proposed service should be 
on the same level so far as applicant’s liability to them is concerned. 
Applicant understands this and is willing to make appropriate provision 
to accomplish this result. He does not intend to place the shipper in 
any less favorable position than would obtain had all-highway routes 
been used. In this respect, applicant has been assured that he may 
obtain cargo insurance, which will include coverage against loss or 
damage to trailers and the contents thereof while in his possession. In 
addition, and as part of the above-mentioned coverage, the ships will 
be insured at a cost of $1,000 per month for two vessels. The maximum 
protection will be $1,000,000 for each ship. Applicant plans to purchase 
this insurance. 


The insurance to be offered those using applicant’s water line will 
be as great as or greater than they would receive if all-highway motor 
vehicle service were used. It is clear that the proposed arrangements 
as to liability will afford adequate protection to shippers and all other 
parties interested in the transportation. Furthermore, they appear rea- 
sonable and appropriate in the circumstances. There is nothing in the 
act, including the provisions of section 20(11) and (12) and section 219, 
which properly could be construed as preventing such arrangements. 


The examiners said it had been established that applicant 
now had adequate financial resources and should be able to 
obtain qualified and efficient personnel to conduct the pro- 
posed operation, adding that “his prosecution of this applica- 
tion indicates his willingness to perform the service.” The 
present record now warranted the findings required as a con- 
dition precedent to issuance of a certificate, they asserted. 


Saying the port areas of Norfolk and Baltimore had not 
been defined by the Commission, the examiners said that, in 
order that the applicant might have sufficient latitude in estab- 
lishing the location of port facilities, and for the purposes of 
this proceeding, authority to serve those port areas would be 
understood to include all points within 10 miles of the city 
limits of Norfolk and of Baltimore, so far as such points are 
located on the Chesapeake Bay or Patapsco River. 


The examiners said an appropriate application should be 
filed with the Commission asking that the certificate be issued 
in the name of the water carrier corporation after its organ- 
ization had been perfected. They said issuance of the cer- 
tificate should. be withheld pending readiness and ability to 
begin operation on or before December 31, provided that it be 
certified to the Commission at least 30 days before operations 
were begun that the corporation was ready to begin the de- 
scribed service and that suitable vessels had been acquired. 
On issuance of the certificate, they said, the order issued Octo- 
ber 1, 1945, should be vacated. 


_an amendment to a per diem rule established by the A. A. R. 
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Wartime Reduced Tank Car Mileage 
Rate Approval Recommended 


Examiner Claude A. Rice has recommended that a m‘leage 
rate of 1.25 cents paid the complainant in No. 29542, Keith 
Railway Equipment Co. vs. Association of American Railroads 
et al., and to Pioneer Equipment Co. an intervener, for the use 
of certain tank cars while in service August 15, 1943, to No- 
vember 1, 1945, on lines of indicated railroads be found not 
shown to have been unreasonably low or otherwise unlawful, 
He also recommended that the complaint be dismissed. 


The proceeding came before the Commission when the fed- 
eral court for the northern Illinois district, eastern division, 
March 11, 1946, directed that the case be referred to the Com- 
mission for a finding respecting the proper rental chargeable 
for tank cars furnished by nonshippers. The report said the 
court granted defendants’ motions to stay the proceedings 
pending determination of the administrative question involved. 

The examiner said the complainant alleged that the mile- 
age rate had been reduced August 15, 1943, over its protest, 
from 1.5 cents to 1.25 cents, that the reduction was made by 













































































and its members, and that the defendant carriers had paid 
$79,364.23 less than would have accrued at a mileage rate of 
1.5 cents. He said the latter rate was restored November 1, 
1945, when it appeared to carrier representatives that. trans- 
portation conditions affecting the movement of petroleum prod- 
ucts were rapidly returning to normal. 


During the period when the 1.25-cent rate was in effect, 
said the examiner, complainant’s tank cars were employed 
largely or entirely in long-haul service between originating 
points in the southwest and destinations along or near the At- 
lantic seaboard because coastwise shipping had been inter- 
rupted by enemy submarine activity. The traffic was diverted 
to the rails, he said, which established reduced freight rates to 
facilitate its movement and provided fast train service, mate- 
rially increasing the mileage travel of the tank cars utilized. 
Froin statistics compiled by the A. A. R., respecting the num- 
ber of private tank cars in railroad service throughout the 
United States, 1939 to 1945, and the car miles each year cred- 
ited to those cars by class I railroads, the examiner observed 
that tank car travel averaged 29.2 miles a car a day in 1939, 
35.9 miles in 1941, and 119 miles in 1943. 


When the A. A. R. revised per diem rule by reducing the 
mileage rate, the examiner said, the complainant had notified 
rail carriers that its agreement to abide by the rule was being 
canceled, and demanded that it be paid 1.5 cents a mile. He 
added that “upon being informed by another owner of private 
cars that the tank cars in question might be assigned to short- 
haul and less profitable traffic, at the direction of a government 
war agency, or be removed entirely from railroad service, 
complainant withdrew its cancellation notice.” 

The examiner said the reduction in the mileage rate was 
made after a study by the A. A. R. of data furnished by private 
car companies respecting the cost of owning and maintaining 
tank cars and the amounts earned by such cars while in serv- 
ice in 1942 on the lines of rail carriers. He continued: 






































The study revealed that shipper and non-shipper car companies 
owning 104,749 tank cars received, as mileage payments in 1942, gross 
revenues averaging $548.61 per car, and realized, after deducting ex- 
penses account of repairs, state taxes, depreciation reserves, and mis- 
cellaneous charges, earnings of $281.54 per car. The latter figure was 
equal to 11.8 per cent of the ledger value of $2,370 per car, and 34.3 
per cent of the depreciated reproduction value of $820.29. The term 
ledger value is understood to mean book investment. Complainant 
herein reported, in response to the questionnaire, 690 tank cars owned 
in 1942, gross revenues from mileage receipts of $665.63 per car, and 
earnings of $257.92 per car after deductions as above described, The 
latter figure was equal to 10.5 per cent of the ledger value of $2,444.77, 
and equal to 53 per cent of the depreciated reproduction value of 
$485.53 per car. The mileage rate of 1.5 cents was restored, effective 
November 1, 1945, when it appeared to carrier representatives that 
transportation conditions affecting the movement of petroleum prod- 
ucts were rapidly returning to normal. 















The examiner said the complainant explained on brief that 
it made no effort at the hearing to develop facts bearing on 
the amount of the charges paid by defendants for the use of 
its cars. Intervener, the examiner said, requested on the record 
that its participation in the proceeding be regarded as confined 
to the jurisdictional question. 

The examiner said the record as made did not indicate 
that the assailed mileage rate was unreasonably low. _.” 

The complainant had challenged jurisdiction of the Com- 
mission to determine the reasonableness of a mileage rate to 
be applied to its tank cars when in service on the lines of the 
defendant railroads, said the examiner, and that Pioneer, 4 
non-shipper owner of private tank cars, intervened to urge 
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that the Commission was without authority to entertain the 
complaint. 

He reviewed the legislative history of section 1(14) of the 
act, saying a House committee on interstate and foreign com- 
merce, and a conference committee had proposed amendments 
so as to give the Commission increased authority in the 1940 
act as to the terms of any contract, agreement, or arrangement 
for the use of any locomotive, car, or other vehicle, and quoted 
the revised paragraph as now in effect. 





Examiner Proposes Rights for 
Water Carrier, “When Ready” 


With the suggestion that issuance of a certificate be with- 
held pending applicant’s readiness to begin operations on or 
before December 31, 1947, Examiner Morris H. Konigsberg, in 
a proposed report in W-939, New London Freight Lines, Con- 
tract Carrier Application, has recommended that the Commis- 
sion find future public convenience and necessity to require op- 
eration by the applicant, doing business as New London Freight 
Lines, of New London, Conn., as a common carrier by water, 
in the transportation of commodities generally together with 
trucks and trailers, by use of self-propelled vessels. between 
Norwich and New London, Conn., and New York, N. Y., and 
automobiles with passengers and commodities generally, be- 
tween New London and Greenport, Long Island, N. Y. 

The report said applicant planned to acquire vessels from 
the U. S. Government surplus war materials, of the LCT (land- 
ing craft tank) and LSM (landing ship medium) types for use 
in the operation. It said the Commission should find that, when 
applicant had perfected his organization, he would be “fit, wil- 
ling,’”’ and, when he obtained necessary vessels and other facil- 
ities, would be “able” properly to perform the proposed service. 

Among rail and other protestants, the report said the Savin 
Express Co., a motor common carrier, objected on the ground 
that the territory was adequately served by motor, rail, and 
water carriers. In this connection, the report quoted the fol- 
lowing from the report of division 4 in Bintliff Common Carrier 
Application, 260 I. C. C. 727: 


In determining whether or not a proposed operation is required by 
the present or future public convenience and necessity, it is our duty 
to observe and consider the rights of existing carriers. However, the 
fact that adequate rail service is provided between the points in ques- 
tion is no bar to the issuance of a certificate to a water carrier. . . 
The national transportation policy specifically admonishes us to recog- 


nize and preserve the inherent advantages of each mode of transporta- 
tion. . 


The examiner said the applicant should within 30 days pre- 
ceding date of the beginning of operations show to the Commis- 
sion that it is ready to begin the involved operations. 


Rock Island Motor Purchase of 
Truck Line Rights Recommended 


Examiner Lacy W. Hinely, in a proposed report in MC 
F-3186, Chicago, Rock Island & Pacific Railway Co. (Joseph B. 
Fleming and Aaron Colnon, Trustees)—Control; Rock Island 
Motor Transit Co.—Purchase (Portion)—Jesse L. Riley, has 
recommended that the Commission annrove the purchase by 
the motor transit company for $25,000 of certain operating 
tights of Jesse L. Riley, of Pratt, Kan., doing business as Riley’s 
Truck Line, and acquisition by the Rock Island railway of 
control of the operating rights through the purchase. 

The examiner recommended a finding that the operating 
tights, if so purchased, and the operating rights of the motor 
transit company that were over routes coinciding with those 
authorized to be acquired, with duplications eliminated, should 
be concurrently modified so as to limit all future operations 
thereunder. Among the limitations recommended, were that 
the service to be performed by the transit company should be 
limited to service auxiliary to, or supplemental of, train service 
of the railroad; that the trans't company would not render any 
service to, or from, or interchange traffic at, any po‘nt not a 
Station on the railroad, and rights to serve all such points should 
be cancelled; and that no shipment should be transported by 
the transit company between Wichita, Kan., and Liberal, Kan., 
or to, from or through more than one of those points in operat- 
Ing over any of the route acquired. 

The transit company, said the examiner, proposed to pur- 
chase the Riley’s Truck Line operating rights for general com- 
modity transportation over routes in Kansas, Oklahoma, and 
Texas and certain generally corresponding Kansas (restricted) 
and Oklahoma intrastate authority and corresponding Texas 
“interstate” authority. He said the transit company’s purpose 
in obtaining the Riley operating rights was two-fold: 
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(1) To extend its present operations in the considered area west- 
ward from Dodge City and Bucklin, Kan., to Dalhart, Tex., secure a 
direct operation west out of Wichita, Kan., connecting with its present 
operations at Pratt, Kan., and render an improved coordinated rail- 
truck service on l.c.l. freight over these routes in connection with ifs 
previously described operations to the northeast; and (2) to render an 
all-motor service unrelated to service of the railroad, in the same man- 


ner as now rendered by Riley or any other motor carrier not affiliated 
with a railroad. 


The examiner said the applicants were unable to state at 
the hearing whether the transaction would be consummated if 
the application were approved subject to conditions imposing 
key-point restrictions or limiting service to that which was 
auxiliary to, or supplemental of, train service of the railroad, 
as had been done theretofore in cases where rail-controlled mo- 
tor carriers were involved. 


IRON AND STEEL POTS L. C. L. 


No. 29511, Columbiana Boiler Co. vs. Akron & Barberton 
Belt Railroad Co. et al. By Examiner Leland F. James. Recom- 
mends finding not unreasonable or otherwise unlawful rates on 
iron and steel galvanizing pots charged on less-carloads, shipped 
since May 3, 1943, from Columbiana, O., to points in Arizona, 
California, Idaho, Nevada, New Mexico, Oregon, Utah, and 
Washington, and dismissal of complaint. The examiners said 
a fourth class rate of $3.63 a hundred pounds (61 per cent of 
first class) applied on less-carload shipments of galvanizing pots 
from group B, in which Columbiana is a point, to the points 
in the destinations named, and that complainant sought inclu- 
sion of the commodity in a list of articles taking a commodity 
rate of $2.73 on numerous iron and steel articles. It said none 
of named items taking the commodity rate were shown to be 
comparable from a transportation standpoint to iron and steel 
galvanizing pots. He said although complainant contended the 
assailed rate precluded it from reaching the market in the 
named states via all-rail, it admitted the rail-and-water service 
prior to the war was entirely satisfactory and permitted con- 
siderable saving in transportation costs. This admission, to- 
gether with the assertion that time in transit was of secondary 
consideration, indicated the complainant intended to continue 
shipping by rail and water, he said. No considerable volume 
of movement having been shown as probable and potential, the 
examiner said class rates were not unreasonable for the traffic, 
adding that a commodity rate applicable to less-carload traffic 
was a pronounced departure from the usual practice and was 
established only on clear showing of compelling reasons, not 
here made. He said there was not sufficient showing for findings 
of unjust discrimination or undue preference. 


AMERICAN LIGHTERAGE RIGHTS 


Examiners M. H. Konigsberg and John Davey, in a pro- 
posed report in W-102, Sub. 1, American Lighterage Corporation 
Contract Carrier Application, have recommended denial of an 
application to operate as a contract carrier by non-self-propelled 
vessels with the use of separate towing vessels in the trans- 
portation, in interstate commerce, of lumber from points within 
the limits of New York harbor and harbors contiguous thereto, 
to ports and points on the Hudson River below and including 
Troy, N. Y., and to ports and points on Long Island Sound 
below and including New London, Conn. 

After reviewing operating methods by which applicant 
claimed it could handle lumber at a much lower cost in scows 
than by the use of steamers, the examiners said the applicant 
relief on those statements, and statements as to anticipated 
resumption of the movement of lumber up the Hudson River 
from points of origin on the Pacific Coast and in the Gulf 
region. They said none of- the shippers or receivers of lumber 
appeared or offered testimony in applicant’s behalf and that, 
in the absence of such testimony showing a need for the service, 
a finding that the proposed operation would be consistent with 
the publ’c interest and national transportation policy was not 
warranted. 


Proposed Reports in Motor 
Revocation Proceedings 


The Commission has issued a series of proposed reports 
in investigation proceedings relating to motor carrier opera- 
tions. involving the question of “revocation” of outstanding 
certificates or permits. 

Majority of the reports deal with common carriers, the 
balance with contract carriers, in which recommendations are 
made that the respondent common carriers be found not to be 
rendering reasonably continuous and adequate service under 
certificates granted by the Commission, and all of the respond- 
ents, both common and contract, not to be in compliance with 
the requirements of section 215 of the interstate commerce act 








482 





and the Commission’s rules and regulations thereunder govern- 
ing the filing and approval of surety bonds, policies of insur- 
ance, or other evidence of financial responsibility for the secur- 
ity and protection of the public. 

The reports suggest that each of the common carrier re- 
spondents be ordered to institute reasonably continuous and 
adequate service and all the respondents be ordered to comply 
with section 215 requirements and the Commission’s rules and 
regulations thereunder, all within 60 days from the effective 
date of orders to be entered by the Commission, failing in which 
their outstanding certificates or permits be revoked. 

The common carrier proceedings, respondents, and their 
authorities, are as follows: 


MC C-729, Ivan Wicker, Springview, Neb. (MC 86616), livestock, from 
points and places in a defined area of Neb., to Sioux City, Ia., and com- 
modities generally between points and places in such area of Neb., on 
the one hand, and Ainsworth and Bassett, Neb., on the other. 

MC C-736, Sidney L. Fletcher, New York, N. Y. (MC 30873), house- 
hold goods, over irregular routes, between New York, N. Y., on the 
one hand, and points in N. Y., N. J., Conn., Pa., Mass., and R. I., on 
the other. 

MC C-746, Frank Sharp, Homer, Neb. (MC 1390, Sub. 1), livestock 
and unprocessed farm products, from points in Dakota, Hubbard, Emer- 
son, and Omadi townships in Dakota county, and Winnebago and Merry 
townships in Thurston county, Neb., to Sioux City, Ia., and milled feed, 
tankage, farm machinery and supplies, coal, petroleum products, live- 
stock, and unprocessed farm products, from Sioux City to points in the 
before described Nebraska territory. 

MC C-748, Carl Von Rentzell and Henry Becker, dba Von Rentzell- 
Becker, Magnet, Neb. (MC 20011), livestock, feed, agricultural com- 
modities, and farm machinery, over a regular route, between Osmond, 
Neb., and Sioux City, Ia. 

MC C-777, Frank L. Long, dba Long Truck Line, Spirit Lake, Ia. 
(MC 6205), beer and containers therefor, and, in January, February and 
March, fish and oysters, and containers therefor, over a regular route, 
between Sibley, Ia., and St. Paul-Minneapolis, Minn. 

MC C-785, Fred Brown, Iowa City, Ia. (MC 46607), coal, over irrgu- 
lar routes, from points in Henry and Rock Island counties, Ill., to Iowa 
City, Ia. 

MC C-789, Irving Bardsley, Swaledale, Ia. (MC 72636), livestock and 
agricultural commodities between Swaledale, Ia., and Austin, Minn., 
and tankage in the reverse direction, over described routes. 

MC C-793, Daniel Downs, Lake City, Ia. (MC 88950), livestock, from 
Lake City, Ia., to Omaha, Neb., and meal, tankage, mill feed and farm 
supplies in the reverse direction, over described routes. 

MC C-796, Walter Andersen, Hawarden, Ia. (MC 95404), emigrant 
movables, over irregular routes, from Hawarden, Ia., and points in Ia., 
within 15 miles of Hawarden, to points in S. D., and livestock and grain, 
over irregular routes, between Hawarden and points in Ia., within 15 
miles of Hawarden, on the one hand, and Sioux Falls and Yankton, 
S. D., on the other. 

MC C-863, Albert Thede, Carroll, Ia. (MC 303871, Sub. 1), livestock, 
from Carroll, Ia., and points within 10 miles thereof, to Chicago, IIl., 
and agricultural implements and binder twine, from Chicago, Canton, 
Moline and Rock Island, Ill., to Carroll. 

MC C-840, Leroy Sparks, Beaver, Ia. (MC 25036), livestock, over a 
regular route, from Beaver, Ia., to Chicago, Ill. 

MC C-856, F. H. Bach, Charles City, Ia. (MC 81338), livestock, from 
Charles City, Ia., to Austin, Albert Lea, and South St. Paul, Minn., and 
feed and grain, from Austin to Charles City, over specified regular 
routes; and horses, from Charles City and points within 50 miles 
thereof, to Elgin, Ill.; and nursery stock, from Charles City to Rose 
Creek, Winona, Worthington, and Albert Lea, Minn., over specified 
irregular routes, 

MC C-857, John W. Pinnt, O’Neill, Neb. (MC 89389), livestock and 
farm commodities from points in a described area of Holt county, Neb., 
to Sioux City, Ia., and farm supplies in the opposite direction. 

MC C-865, Walter O. Skinner, dba Arnold Oil Co., Edgar, Neb. (MC 
47455), refined petroleum products, over irregular routes, from refining 
and distributing points in Kan., to Edgar, Stapleton, Arnold, Callaway, 


and St. Pdul, Neb., and refined petroleum products restricted to re- 


turned shipments, over irregular routes, from Edgar, Stapleton, Arnold, 
Callaway and St, Paul, Neb., to the aforementioned Kan. origin points. 

MC C-876, Henry Peterson, St. Edward, Neb. (MC 22890), horses, 
over irregular routes, between St. Edward, Neb., and points within 20 
miles of St. Edward, on the one hand, and points in Kan., on the other, 
and petroleum products, in containers, and seeds, over irregular routes, 
between St. Edward and points within 20 miles thereof, on the one hand, 
and Council Bluffs, Ia., on the other. 


The contract carrier proceedings, respondents and their 
authorities, are as follows: 


MC C-774, Zella M. Dick, Kansas City, Mo. (MC 96178), paving and 
construction materials, over irregular routes, between points in Mo., 
within 50 miles of Kansas City, Mo., including Kansas City, Mo., on the 
one hand, and points in Kan., within 50 miles of Kansas City, Mo., 
on the other. 

MC C-799, Perkins Concrete and Lumber Service, Des Moines, Ia. 
(MC 100797), high explosives and blasting supplies, over irregular 
routes, between Des Moines, Ia., on the one hand, and powder maga- 
zines located within 5 miles of Des Moines, on the other. 


Discontinuance of the Commission’s investigation was rec- 
ommended in MC C-577, Larry Losier, Gilead, Me., Revocation 
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of Permit, on finding the respondent to be in compliance with 
the requirements of section 215 of the act and the Commission’s 
rules and regulations thereunder. The carrier is authorized, 
under MC 93511, to transport pulpwood from Gilead, Me., to 
Gorham and Berlin, N. H., over irregular routes. While the 
respondent, because of illness, was unable to appear at hearing 
to show cause why his permit should not be revoked, the report 
said an employe of the Commission’s Bureau of Motor Carriers 
communicated with respondent and testified that he had on file 
all types of insurance required. 












Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Massachusetts (North Tewksbury)—-MC 107590, Omer N. 
Blanchard. Denial of certificate proposed. Passengers and bag- 
gage Of passengers, in the same vehicle, in charter service, be- 
tween Lowell, Mass., and points in Me., N. H., and Vt., over 
irregular routes. 

Montana (Bozeman)—MC 107537, Louis C. Woodburn. 
Certificate proposed. Passengers and their baggage, in charter 
operations, in roundtrip tours from Bozeman to points in 12 
states, and return, over irregular routes. 

Washington (Spokane)—-MC 107430, Fred Dahm. Denial 
of certificate for want of prosecution proposed. Lumber, poles, 
and piling from Priest River, Ida., to Spokane, over irregular 
routes. 

Indiana (Plymouth)—MC 107075, Sub. 1, Claude Wade & 
Sons. Certificate proposed. Over irregular routes, (1) grain, 
soy beans, and agricultural seeds, between points in Marshall 
county, Ind., on the one hand, and, on the other, points in 
described areas of Ill., Mich., and O.; (2) fertilizer, from 
Chicago and Chicago Heights, Ill., to points in Marshall county, 
Ind., and (3) feed, between points in Marshall county, Ind., on 
the one hand, and, on the other, points in described areas of 
Ill., Mich., and O. 

lowa (Grimes)—MC 106402, Sub. 2, Dean Collins. Permit 
proposed. (1) Canned goods from Grimes and Altoona, Ia., to 
Kansas City, Kan., and Kansas City, St. Joseph, Springfield, 
and Joplin, Mo.; and (2) canning plant supplies from Kansas 
City, Mo., to Grimes and Altoona, over irregular routes. 

New York (Jamaica, Long Island)—-MC 102143, Sub. 1, 
John H. W. Doscher. Certificate proposed. Household goods 
between New York, N. Y., and points in Nassau county, N. Y., 
on the one hand, and, on the other, points in N. Y., Vt., N. H., 
Me., Del., and Va., over irregular routes, through Mass., Conn., 
Pa., N. J., Md., and Washington, D. C. 

Massachusetts (Hyde Park)—-MC 96527, Sub. 2, Nicholas 
A. Barelli. Permit proposed. Prefabricated office partitions 
and fixtures and interior finish used in connection therewith, 
and tools and machinery used in the installation of, repair, or 
removal of subpartitions, uncrated, between Vernon, Vt., on 
the one hand, and, on the other, points in Me., N. H., Mass., 
R. I., Conn., N. Y., and Pa., traversing N. J. for operating 
convenience only, over irregular routes. 

Kentucky (Fonthill)—-MC 91194, Sub. 1, Loren T. Holt. 
Denial of certificate for want of prosecuting proposed. House- 
hold goods between points in Russell, Adair, Casey, and Pulaski 
counties, Ky., on the one hand, and, on the other, points in Ind, 
O., Mich., Tenn., Ga., Va., and Ill, traversing W. Va. and 
N. C., over irregular routes. 


Oklahoma (Oklahoma City)—-MC 61440, Sub. 29, Lee Way 
Motor Freight, Inc. Certificate proposed. General commodities, 
with exceptions, between Sayre, Okla., and Wheeler, Tex., and 
return over a described route, serving no intermediate points. 

Arizona (Kingman)—MC 57912, Sub. 2, John Osterman. 
Certificate proposed. General commodities between points in 
Ariz. and Nev. within 40 miles of Kingman, including Kingman, 
over irregular routes. 

Ilinois (Chicago)—-MC 52657, Sub. 345, Areo Auto Car- 
riers, Inc. Certificate proposed. Over irregular routes, new 
motor vehicles, parts and equipment therefor and advertising 
matter and show equipment used for the advertising and display 
of motor vehicles when transported in connection therewith, in 
driveaway and truckaway service, in initial movements, from 
El Segundo, Calif., to points in Ariz., Calif., Ida., Nev., Ore., 
Utah, and Wash., and, on return, rejected shipments. 

Tennessee (Chattanooga)—-MC 20901, Sub. 11, J. B. Le Van 
and Florence Le Van. Certificate proposed. Passengers and 
their baggage and express and newspapers in the same vehicle, 
between Casper Heights, Ga., and Cassandra, Ga., and return, 
over a described route, serving all intermediate points. 
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February 15, 1947 


I. C. C. Asked to Define Anew What 
Constitutes Private Carriage 


Contention advanced by National Tank Truck Carriers, 
Inc.. and Regular Common Carrier Conference of 
American Trucking Associations that for-hire carriers 
are not getting the protection to which they are entitled 
under the law from private carrier operations they 4as- 
sert are carried on for profit in direct competition with 
for-hire carriers without being subject to the same reg- 
ulation. Examiner's findings in Lenoir Case in issue 


For-hire carriers are now before the Commission with 
contentions as to what constitutes private motor carrier opera- 
tion, under the law, which, it is expected, will be vigorously 
opposed by spokesmen for the private carriers, with the result 
that the Commission probably will speak further on the sub- 
ject of the status of the private carrier. 

At this time the status of the private carrier is involved 
in MC 96541, In the Matter of the Application of Lenoir Chair 
Company, Lenoir, N. C., and, apparently, this proceeding will 
develop into an important one with respect to the relation of 
the for-hire to the private carrier. 

The National Tank Truck Carriers, Inc., and the Regular 
Common Carrier Conference of the American Trucking Asso- 
ciations, Inc., have filed with the Commission exceptions to the 
recommended report and order of Examiner Mack Myers in 
the Lenoir case. 

The interveners ask that the Commission “review the basic 
characteristics of private carriage and find that when a person 
transports goods of which it is the owner or bailee in its own 
vehicles as a private carrier in furtherance of its commercial 
enterprise, it cannot charge and receive compensation which 
exceeds its cost of engaging in the transportation without vio- 
lating its status.” 


Private Carrier, Says Examiner 


In this proceeding, the examiner recommended dismissal 
of application for a permit. According to the report applicant 
transported furniture of own manufacture, and materials, sup- 
plies and machinery used or useful in the manufacture of such 
furniture, from and to Lenoir and Newton, N. C. The examiner 
recommended a finding that the applicant’s operations were 
those of a private carrier and that no certificate or permit was 
required ‘see Traffic World, Dec. 28, 1946, p. 1717). 

The interveners except to the examiner’s findings and 


statements that applicant had not held and did not now hold ~ 


itself out as a common or contract carrier to any individual, 
company or firm in the transportation of any commodities 
other than its own; that it is “clear that insofar as applicant 
transports furniture and materials used in the manufacture of 
such furniture it is carrying its own property as a private car- 
rier; that the transportation is performed without regard to 
any profitable return for the cost of performing such transpor- 
tation; that “from these figures it will be noted that the opera- 
tions are performed at a loss and it could not be considered 
that it was operating trucks for a profit; and that “such opera- 
tions are performed solely as an incident of, and in further- 
ance of, a non-carrier business without any purpose to profit 
from the transportation as such.” The interveners say the 
examiner erred in concluding that the described operations 
were those of a private carrier. 


“In order to clarify the situation,” say the interveners, 
“‘interveners should like to set forth their position in this pro- 
ceeding. Interveners contend that the method of doing busi- 
ness of this particular applicant does not plate it in the position 
of being a private carrier under the definition in the act. The 
for-hire definitions of the act provide that one of the essential 
elements of such transportation is compensation. This provi- 
sion is absent from the private carrier definition.” 


__ Such a finding as asked by interveners, as set forth here- 
inbefore, would be in conformity with the court decision in 
I.C. C. vs. Jamestown Sterling Corporation, 64 Fed. Sup. 121, 
say the interveners. 


Interveners also ask the Commission to review the phil- 

dsophy expressed in the decision in Woitishek Common Carrier 
Application, 42 M. C. C. 193, “for they submit that decision 
Permits a situation to exist which is to the detriment of for- 
hire carriers.” 
_- “These parties submit,” say the interveners, “that opera- 
tions*for compensation must be specifically divorced from all 
Private carrier operations. The examiner brushes aside our 
a without any considered effort to answer the matter 
raised.” 


“The applicant sells its goods f. o. b. its plant, and there 
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is added on to the invoice which the purchaser pays, as a sep- 
arate item, a transportation charge,” say the interveners, 
adding that “title*to the goods passed to the customer at the 
point of shipment.” 


“Restricted Common Carriage” 


Interveners do not contend that applicant is a contract 
carrier but rather that it comes within the scope of restricted 
common carriage, citing Globe Cartage Co., Inc., 42 M. C. C. 
547, upheld by the Supreme Court in U. S. vs. Hancock, 65 
S. Ct. 1003; 324 U. S. 774. 

The examiner jumped to an unwarranted conclusion in 
holding that applicant was transporting its own goods, say 
interveners. 

“Applicant’s service is being provided for any or all of the 
customers who purchase the products of the manufacturing 
enterprise,” they continue. “Applicant holds itself out to pro- 
vide truck service for any of these customers, which is not 
inconsistent with a limited common carrier undertaking, and 
particularly when considered in connection with argument 
hereafter that compensation is received for the service. 

“It can be argued that applicant is a bailee of the goods, 
but in this respect he is no different from any for-hire carrier, 
for all such carriers are bailees of the goods in their possession 
for transportation. . . . Applicant’s limited holding-out does not, 
ipso facto, make it a common carrier, but that holding-out, 
coupled with the receipt of compensation, discussed hereafter, 
strongly suggests common carriage. Granted that applicant 
desires to avoid a common carrier status, the need is manifest 
for a clarification of the proper conduct of a private carrier 
enterprise.” 

Discussing the question of loss from the operation for a 
certain period, the interveners say that while no evidence was 
shown of any particular rate charged, the transportation cHarges 
that were made, however, were shown to have been comparable 
to the common carrier rates of for-hire carriers. It must be 
assumed, they continued, that such for-hire carrier rates were 
compensatory, and, in addi*ion to a return of full costs, included 
a profit as well. Applicant, however, had made a showing that 
the operations were not profitable to it, continued the inter- 
veners, although it was evident that all possible revenues had 
not been included, and that vehicles on which revenues would 
not have been received were included. From this showing of 
a loss, they continued, “the examiner leaps to the untimely 
conclusion that applicant was not operating the trucks for 
profit.” That was like saying that a for-hire carrier with an 
operating ratio of 101 at any one time was not operating its 
equipment for profit, said interveners. 

“Applicant avows that its reason for using the common- 
carrier rate is to be in line with delivery charges made by 
for-hire carriers,” said interveners, “and so as not to be in 
unfair competition with them. That applicant considers itself 
to be in competition with for-hire carriers is obvious. That type 
of competition is the very thing these interveners complain of. 
It is a competition all to the advantage of the so-called private 
carrier, who charges and collects the same rates as forhire 
carriers, but advantageously is not subject to the same expenses 
under the regulatory pattern. Interveners respectfully submit 
that the examiner erred in concluding that applicant’s opera- 
tions were not conducted for profit.” 


Need for Reexamination 


With respect to the finding that the described operations 
are those of a private carrier, the interveners in part said: 

There is a need for a reexamination of what constitutes private 
carriage, for the issue involved in this proceeding of whether a private 
carrier should receive compensation goes to the very heart of the re- 
lationship between private carriers, on the one hand, and for-hire car- 
riers, on the other. The standard presently used by this Commission 
in determining whether a carrier is or is not a private carrier is in- 
sufficient. This Commission has had this matter before it previously 
and has not considered it of enough importance, apparently, to use the 
compensation test as a vital test. 


Woitishek Case 


Referring to the decision of the Commission in the Woiti- 
shek case, previously referred to, interveners contend the 
Commission erred in making that part of the following state- 
ment included in the quotation marks: 


Private carriage is involved where persons are primarily engaged 
in some manufacturing or merchandising undertaking, and as an inci- 
dent to their primary business, and without a purpose to profit there- 
from, perform certain transportation ‘‘for which they received com- 
pensation which is identifiable as compensation for transportation and 
in some instances included a measure of profit.’’ 


“It is with that philosophy expressed in the underlined 
(quoted) portion that these interveners submit this Commission 
erred, for it is permitting and condoning a practice which is 
not only not provided for by section 203 (a) (17) of the act, 
but also is expressly excluded for it is a function of only for-hire 
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of compensation is contrary to law. 

“The Commission’s analysis in the Woftishek case clearly 
indicates that a private carrier may receive compensation and 
a profit from its operations without that fact being controlling 
as to its status.” 


For-Hire Transportation 


After citing the decision of the Supreme Court in Champlin 
Refining Co. vs. U. S. (see Traffic World, Nov. 23, 1946, p. 1355), 
wherein the court upheld the power of the Commission to re- 
quire the Champlin company to furnish certain information 
about a pipeline operated by that company, regardless of 
whether Champlin was, as it contended, a private carrier, or 
was a common carrier, as having an important bearing on the 
issues in the instant case, interveners asserted that on the basis 
of the record herein applicant “is transporting products for the 
use of its customers and is engaged in transportation as con- 
templated only by the for-hire carrier definitions contained in 
the act.” 

Interveners say that “the purpose and intent of regulation 
is, of course, to regulate for the public welfare.” 

“Regulation must at the same time provide protection for 
those subject to the regulation to insure the public sound and 
adequate service,” they say. ‘We submit that by the very 
nature of the carrier definitions within Part II of the act for- 
hire carriers were to be protected from unregulated competition. 
Where, however, as at present private carriers may engage in 
transportation for profit, they are in direct competition with 
for-hire carriers without being subject to the same regulation. 
Interveners do not propose that private carriers receive the 
same regulation, they only request that true private carriers 
receive notification that if in engaging in a transportation enter- 
prise they receive compensation unrelated to their costs they 
have improperly overstepped the limits of private carriage.” 


C. of N. J. Asks 13th Section 
Query on Commutation Fares 


The trustee of the Central Railroad Co. of New Jersey has 
filed a petition with the Commission asking an investigation 
to determine whether the refusal of the Board of Public Util- 
ity Commissioners of the State of New Jersey to permit it to 
increase intrastate commutation fares on its line, and on the 
lines of the Reading Co. and the New York and Long Branch 
Railroad Co. results in rates that are unlawful and in violation 
of section 13(4) of the interstate commerce act. If so found, 
the railroad asked the Commission to prescribe such intrastate 
commutation fares as would’ remove the undue, unreasonable 
and unjust discrimination against, and undue burden on, inter- 
state commerce caused thereby. 

The trustee related the filing of an increase with the Com- 
mission of 20 per cent in commutation fares between New York 
City and points in New Jersey which, after suspension in I. and 
S. No. 5371, Commutation Fares—New York City and New 
Jersey Points, was found just and reasonable in May, 1946 
(see Traffic World, May 18, 1946, p. 1482). 


On May 14, 1946, he said, the New Jersey board disallowed 
tariff schedules providing the same increased intrastate com- 
mutation fares in which, he said, the board pointed out that 
the Erie Railroad Co. afforded 46-trip monthly commutation 
tickets, and said that, without the C. of N. J. affording its 
customers a 46 trip ticket, at a rate lower than its 60-trip 
ticket, its proposed tariff could not be found just and reasonable. 

In conferences with the New Jersey board, said the trustee, 
it was pointed out that increased revenues from the proposed 
60-trip commutation fares would be inadequate to cover deficits 
incurred by the railroad on its commutation business and that 
adoption of the 46-trip monthly intrastate commutation tickets 
at fares lower than the proposed 60-trip fares would increase 
the deficit the board had found would still exist. The trustee 


said it had also been pointed out to the board that the compari-~ 


son made between certain selected Erie 46-trip monthly inter- 
state commutation fares and its increased 60-trip monthly 
interstate commutation fares for similar distances did not 
hold true as between Erie’s 46-trip intrastate fares and the 
C. of N. J. proposed 60-trip intrastate commutation fares. 


The C. of N. J. had represened to the board, he said, that 
adoption of the Erie 46-trip monthly intrastate commutation 
fare scale would result, for nearly every movement involving 
an appreciable amount of intrastate travel, in 46-trip monthly 
commutation fares in excess of those proposed for the C. of 
N. J. 60-trip tickets between the same points, so that the 
latter could not adopt the Erie scale. 

The C. of N. J. then told the board, the trustees said, that 
it would propose, in addition to the increased 60-trip intrastate 
commutation fares, Monday to Friday monthly intrastate com- 


carriers under the statute,” say interveners. “Hence, the receipt — 
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mutation fares at about 15 per cent in excess of the existing 60. 
trip monthly intrastate commutation fares, although to do so, 
he said, would produce substantially less revenue than would 
adoption of the Erie 46-trip scale. The trustee said the board 
had subsequently advised the road that such tariffs would not 
be acceptable. 

The trustee said the railroad and its predecessors had oper. 
ated passenger service at a substantial annual deficit since 1925, 
varying from $632,185 in 1926 to a maximum of $4,014,116 in 
1945. It said that, had the proposed intrastate commutation 
fares been in effect since 1939, net increases in revenue in each 
year to 1945 would have averaged more than $66,000 a year. 


Rutland Preferred Stock Group 
Suggests Reorganization Changes 


The preferred stockholders group, parties to Finance No. 
14635, Rutland Railroad Co. Reorganization, have petitioned 
the Commussion to modify the plan of reorganization approved 
for the debtor company by increasing the capitalization of 
$10,992,250 to $15,164,574, changing the distribution of pre- 
ferred and common stock to contorm to the increased capitali- 
zation, and granting the preferred group the right to name one 
reorganization manager of the three provided for in the plan 
as approved (see Traffic World, Dec. 28, 1946, p. 1706). 

In support of its petition, the group questioned the esti- 
mate of a probable income available of $400,000 a year, assert- 
ing that the Commission had not given effect to an estimated 
increase of $850,000 a year by reason of the increases granted 
in Ex Parte 162, Increased Railway Rates, Fares, and Charges, 
1946. The group said gross revenues of the Rutland for many 
years must exceed $6,000,000 a year and earnings available 
therefrom could safely be predicted as at least $600,000 a year, 
even under an abnormally high operating ratio. Proposed 
operating changes would increase earnings, it said. 

The group cited the “unique” position of the Rutland, in 
that it did not benefit appreciably from war activities, but 
suffered loss through restriction of peacetime traffic; and had 
suffered no post war decline in gross revenues. They said that 
while, in 1946, gross revenues for almost all railroads had de- 
clined from their 1945 level, ‘and most very severely,” the 
gross revenue of Rutland for 1946 ‘uniquely shows an increase 
over 1945.” 

The proposed capitalization of $15,164,574, the preferred 
group said, should be divided into $4,981,750 of preferred 5 per 
cent stock, $100 par value, and $10,182,824 common stock, same 
par value. Its proposed distribution of the common stock would 
leave $2,560,800 for distribution to holders of $8,962,500 pre- 
ferred stock on the basis of one share of the new common 
stock for each 3% shares of present preferred stock. 

“The above securities will thus eliminate fixed or con- 
tingent interest charges. and allow for any possible future 
financing, as approved and provided for in the presently ap- 
proved plan of reorganization, will fully satisfy the prior 
claims of the present bond holders and will allow a small 
participation by the preferred stockholders,” said the group. 

The Commission had found the equities of holders of Rut- 
land preferred and common stock to have no value. Commis- 
sioner Miller dissented, saying capitalization should be $15,- 
555,150, as then proposed by the preferred stockholders. 



















































Local Rates for Motor Hauls to or 
from Forwarder Stations Proposed 


The New England Motor Rate Bureau, Inc., in a “tentative 
brief and proposed order’”’ submitted to the Commission in No. 
29493, Freight Forwarders—Motor Common Carriers, Agree 
ments, has recommended that freight forwarders be required 
to pay motor carriers the local rates for handling traffic to or 
from forwarders’ assembling or distribution points, and that 
mg Eoreetne be discontinued (see Traffic World, February 8, 
p. ; ’ 

Many motor common carriers continue to receive an allow: 
ance as revenue for their service, said the bureau, adding that 
other such carriers performing the same or similar service fo! 
the forwarders are remunerated with their local rates. It said 
that forwarders’ statements of compensation allowed to motor 
common carriers named some 225 such New England carriers 
as serving by participation in the forwarders’ tariffs and that 
the reports showed some forwarders giving the truckers al 
allowance, and other forwarders paying the local rates. 

- “The allowances*to the motor common carriers as made by 
the freight forwarders in practically all instances,” said the 
bureau, “apply on all commodities irrespective of any classifica 
tion ratings, whereas when the local rates are applied, ship 
ments are subject to the classification ratings applied to class 
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rates, or the applicable commodity rates. The ‘all commodity 
allowances’ received by the motor common carriers in no way 
reflect the cost of handling from the traffic and cannot be con- 
sidered as a proper level to attract and handle the lucrative 
tonnage in assembling and distribution service.” 

The bureau said that in view of the aforementioned situa- 
tion there also seemed to be a disposition to subordinate the 
allowances made to the motor common carriers participating 
in forwarder tariffs and that care should be exercised in pre- 
scribing for the future, that is, motor common carriers could 
be accorded as their proportion, the local rate which might 
increase the allowances of the concurring carriers, while, on 
the other hand, any fixed compensation below the local class 
or commodity rates would reduce the revenue of many motor 
common carriers. Such.an existing condition, said the bureau, 
prompted the suggestion of its proposed order. The examiners 
in No. 29493 had requested the filing of suggested findings and 
proposed order for the guidance of the Commission. 

The New England bureau said it received responses from 
135 motor common carriers, 113 requesting it to intervene in 
the proceedings on their behalf and 22 requesting no action. 
The bureau said it had a membership of 750 such carriers. 


Atlanta Bureau Submits Suggestions 


The Atlanta Freight Bureau, complying with the Commis- 
sion’s request in No. 29493, has submitted suggested findings 
and an order discontinuing the proceeding. 

The bureau said the Commission should find that the cir- 
cumstances surrounding the handling of forwarder traffic were 
so different in the several geographical sections of the country 
that no general regulation covering the entire country could 
be devised. 

The Commission should also find, it said, that there was 
no evidence to justify respondent motor carriers to grant to 
freight forwarders any different charges on traffic moving be- 
tween concentration points and breakbulk points in truckload 
lots, than those published in their tariffs for similar service 
for the use of shippers generally. 

Another finding proposed by the bureau was that “there 
is no appreciable amount of traffic moving by motor carriers 
for freight forwarders in assembly and distribution service in 
Southern Territory, and that there is no evidence of record to 
justify the respondent motor common carriers granting to 
freight forwarders any different charges on traffic moving in 
assembly and distribution service than those published in their 
tariffs for similar services for the use of shippers generally.” 


Akers Motor Lines 


Akers Motor Lines, Inc., offered no opinion as to findings 
regarding assembling and distribution rates as, it said, it was 
not handling such traffic. 

As to terminal-to-terminal rates, it said the Commission 
should find respondents as showing, based on years of experi- 
ence in handling terminal-to-terminal service, that it is different 
and at less cost than the handling of other traffic, saying, in 
support of that finding: 


(1) There is very little billing or rating cost in the handling of 
truckload quantities of LTL shipments for the forwarders moving under 
one rate and one bill, as compared with the handling of truckload lots 
of other LTL shipments which must be rated and billed individually. 

(2) The truckload of LTL freight handled for the forwarder is sub- 
ject to a minimum weight per truck while a similar quantity of LTL 
freight for others would not be subject to a minimum. 

(3) The liability of the motor carrier to the forwarder is very 
limited as compared with the liability of the motor carrier to a 
shipper, 

(4) The motor carrier has no loading nor unloading expense in con- 
nection with forwarder traffic whereas the carrier would have that 
expense in the handling of other traffic. 

(5) There is no delay to the motor carrier’s men or equipment as a 
result of the loading and unloading by the forwarder. 

(6) The motor carrier has no sales expense in connection with the 
forwarder traffic as this traffic is obtained through the efforts of the 
forwarding company. 


Akers in a summary of the findings, suggested that freight 
forwarders and motor common carriers be permitted to con- 
tinue to enter into joint rate agreements in the handling of 
terminal-to-terminal traffic, provided a “flat rate’? basis subject 
to a minimum truckload weight was used, and that the motor 
carriers’ liability as to cargo loss and damage claims be re- 
stricted to that caused by negligence of the motor carrier, and 
provided that the motor carriers’ liability as to cargo loss due 
to accident or fire be limited. It also called for discontinuance 
of the proceeding. 

Freight Forwarders Institute 


The Freight Forwarders Institute has also filed with the 
Commission a proposed order, including an appendix defining 
the terrfis used, another appendix showing a form of concurring 
agreement to be filed with the Commission, and a third appen- 
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dix showing the form of revocation notice to be filed in can- 
cellation of concurrences. 

The suggested order requires compensation to be paid by 
forwarders to motor carriers in accordance with schedules filed 
with the Commission, with conditions for amending such sched- 
ules and for the filing of concurring agreements of revocations 
of concurrences. 

The order suggested by the Institute would hold the pro- 
ceeding open until the further order of the Commission. 

In connection with the portion of the suggested order deal- 
ing with concurrences, the Institute indicated that alternative 
proposals suggested would be discussed on brief. 


Pick-Up, Delivery Difficulties 
Cited by N. Y. Port Official 


Alleged uncertainties with respect to the responsibilities of 
railroads in pick-up and delivery service were cited by Edward 
K. Laux, in a hearing before Examiners F. C. Weems and 
O. A. Hanson in I. and S. No. 5451, Pick-Up—Delivery Restric- 
tions, Official Territory. Mr. Laux was speaking for the Port 
of New York Authority, the Shippers Conference of Greater 
New York, and the New Jersey Industrial Traffic League (see 
Traffic World, February 1, p. 319). 

The suspended schedules involved rules proposing to re- 
strict pick-up or delivery service in instances where physical 
conditions made the service impracticable on the part of car- 
riers or where strike situations prevented pick-up or delivery. 

“Our interest with respect to the suspended schedules,”’ 
said Mr. Laux, “runs to the evident ambiguity of the suspended 
items and, as we contend, the absence of any need for such 
items.” : 

Referring to the wording of suspended item 35A, Mr. 
Laux said it was obviously too broad and loose and there was 
an absence of adequate definition. 

“The item would leave to the judgment of the rail car- 
riers, truck drivers and other subordinates or subcontractors 
discretionary powers that might well have far-reaching and 
injurious effects upon shippers and consignees and which would 
— result in discrimination and prejudice,’ said Mr. 

aux. 

He said the potential receivers and shippers located in the 
Port of New York district who might be subject to discrimina- 
tion and prejudice because of the ambiguous wording of the 
proposed rule in the respondents’ tariff were very substan- 
tial, and quoted the 1939 U. S. census as reporting 34,319 manu- 
facturing establishments, 27,532 wholesale establishments, and 
109,014 retail stores, or a total of 170,865 concerns located in 
the port district. 

Responding to a question as to what he had to say about 
the current rates under which the less-than-carload traffic 
would include the pick-up and delivery service, Mr. Laux said 
his clients could only assume that the rates were sufficiently 
high to include all of the services as offered under the various 
items in the respondents’ pick-up and delivery tariff including 
definitions of the pick-up and delivery service reproduced in 
an exhibit introduced by him. He asserted that should the 
protested and suspended rule become effective, it would be 
tantamount to an increased transportation charge, or, stated 
differently, the suspended rule would reduce the amount of 
transportation that the carriers held themselves out to perform 
under their published tariff rules. He added that the carriers’ 
charges had been substantially increased under Ex Parte 162, 
Increased Railway Rates, Fares and Charges, 1946, and “espe- 
cially so as to include pick-up and delivery charges.” 

Mr. Laux suggested a substitute for the protested rule 
reading as follows: 

“Nothing in this tariff shall require the carrier to pick 
up or deliver freight at locations which are inaccessible to its 
motor vehicles because of (1) inadequate clearances, or ob- 
struction of streets, highways or alleys, other than congestion 
of traffic, and (2) strikes or labor disturbance of employes of 
consignor or consignee preventing access of carrier’s vehicles 
at such locations.” 

Questioned on cross-examination concerning his assertion 
that if the suspended rule should become effective it would be 
tantamount to an increased transportation charge, Mr. Laux 
said that under the new rules where the carriers might contend 
that the space for delivery was inadequate, and the shipment 
was returned to the railroad station, and the consignee notified 
that the freight was held at the station, the consignee would 
then be compelled to ask for delivery and pay for it. He 
said the consignee would have to pay an additional charge. 

With respect to pick-up or delivery service when there was 
a picket line, Mr. Laux, in response to questions, said that if 
the picket line was not that of employes of the consignee, the 
carrier certainly should make delivery or pick-up. He said 
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that if there was a building housing 25 small industries and 
one of those industries had a strike, that did not mean that 
everybody in the building was going to be shut off from receiv- 
ing freight. 

Mr. Laux was asked if the carriers on Manhattan Island 
had maintained all of the freight stations they formerly had 
or if they had closed up a great many of them. 

“They haven’t closed a lot,” said Mr. Laux. “They con- 
tended originally they might be able to abandon some of their 
stations, but from the investigation made by the port authority 
very few stations have been closed up and furthermore the 
arrangements that the carriers have, in New York particularly, 
where each one has his own operator, has caused all kinds of 
confusion to the poor shipper. Instead of having one truck to 
deliver the freight he has to wait to get the Pennsylvania and 
the Erie and so on down the line. 

“T think there are 12 of them altogether and that makes 
it difficult for. the shipper.” 

Mr. Laux said the establishment of pick-up and delivery 
service by the railrodds had relieved pressure on their freight 
stations in New York very little. 

Examiner Weems, with respect to a situation where there 
was picketing in connection with one floor of a building that 
might interfere with shipments on another floor, asked Mr. 
Laux if the first floor of a building was being picketed because 
of some disagreement on the first floor in connection with a 
restaurant or some industry, would that prevent the carriers 
from delivering freight to the third or fourth floor. Mr. Laux 
said he shouldn’t think it would. He said in any case delivery 
was made only to the sidewalk. In answer to a question he 
said there were sympathetic strikes in New York in which 
truckers would not come near a building and would not have 
anything to do with a tenant of such building. 


Pacific Northwest Commissions 
Attack Water Carrier Plea 


The state commissions of Oregon, Washington, and Idaho 
have asked the Commission to deny a petition of the Gulf Inter- 
coastal Conference and Luckenbach Steamship Co. in Ex Parte 
162, Increased Railway Rates, Fares and Charges, 1946, and 
Ex Parte 164, Water-Competitive Railroad Rates and Practices 
for reconsideration and modification of findings and order in 
Ex Parte 162, and for immediate and partial interim adjustment 
in Ex Parte 164 (see Traffic World, Jan. 18, p. 180). 

Maintaining that eastbound transcontinental rail rates were 
not depressed “either because of water competition, or at all, 
and that they should continue to be based on market relation- 
ships, the state commissions at one point said: 


Whatever may be the hallucinations of the water lines, the truth 
of the matter as far as shippers generally are concerned, due to 
present unprecedently high water rates is, with certain exceptions, one 
of rather general indifference as to whether the water lines reestablish 
common carrier service by water or not. As is readily seen and they 
admit..., water rates are now so high that they can’t reach far 
inland or to the midwest, southwest, east and south where the major 
part of our products move. These are accessible only to the rails. 
Besides are considerations of speed, service and other advantages too 
numerous to mention here. 


The commissions answered the petition of the water car- 
riers point by point, returning a number of times to the argu- 
ment that the transcontinental rates were generally depressed 
because of water competition, an argument, the commissions 
said the water carriers “have worn threadbare.” It was their 
contention that, instead of trying to obtain “so-called emer- 
gency relief now,” either in Ex Parte 162 or Ex Parte 164, the 
water carriers should “first establish reasonable rates of their 
own” and then come to the Commission in No. 29663, Trans- 
continental Rail Rates, and No. 29664, Intercoastal Water Rates, 
the two proceedings that grew out of the request for an investi- 
gation of water-competitive railroad rates in Ex Parte 164, and 
allied cases, for such adjustments as they deemed necessary, 
based on actual operations. It was only in such a proceeding, 
the state commission said, that vitally interested shippers and 
localities could have an opportunity to be heard. 


EX PARTE 162 SPECIAL PERMISSION 

By an order In the Matter of Application for Special Per- 
mission No. A-8988 of B. T. Jones, Agent, for authority to waive 
rule 9(e) of the Commission’s tariff circular No. 20, when issu- 
ing supplements to current tariffs involving publications in 
connection with Tariff: of Increased Rates and Charges, X-162, 
the Commission, Chairman Aitchison, has authorized the car- 
riers further to depart from rule 9(e) as amended by permis- 
sion No. 7920, “to the extent of permitting one additional sup- 
plement to tariffs of less than 48 pages and two additional 
supplements to tariffs of 48 pages and over with no limit as to 
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volume of supplemental matter, as set forth in the publica- 
ont... 

In all other respects, the special permission was denied, 
the instant order saying that “no such showing of special or 
unusual conditions being made as would warrant the Commis- 
sion in granting the exemption desired.” 

The order observed that relief from the terms of the rule 
as amended by permission No. 7920 extended until August 10, 
with which date, it said, “this permission expires unless sooner 
revoked or extended.” 





STATE ACTION ON EX PARTE 162 RATES 

The Connecticut commission, according to advices received 
by Frederick G. Hamley, general solicitor, National Association 
of Railroad and Utilities Commissioners, has authorized in- 
creases on petroleum and petroleum products, intrastate, paral- 
leling those for interstate application authorized in Ex Parte 
148-162. These commodities were excepted from the state com- 
mission’s oral authorization, December 26, 1946, for application 
of the interstate increases in Connecticut on intrastate traffic. 
The authorized increases became effective January 1. The ex- 
ception on petroleum and its products was removed by orders 
of January 31, permitting the increases to be made effective 
on one day’s notice. 





TIME FOR WATER REPORT COMMENTS 


Secretary Bartel, of the Commission, has issued a “notice 
to interested parties” in Ex Parte 162, Problems in the Regula- 
tion fo Domestic Transportation by Water,” saying that “upon 
application and for good cause shown, the Commission has 
extended the time for filing exceptions or comments to the 
report of C. S. Morgan, in the above-entitled proceeding until 
May 1, 1947.” 

At the time the report was made public in January, the 
Commission requested that exceptions or comments should be 
furnished (original and 14 copies) on or before March 1 (see 
Traffic World, Jan. 18, p. 166). 


Westbound Iron and Steel 
Tariff Item Protested 


A new tariff item proposing a reduced rate of $17 a gross 
ton, including Ex Parte 162 increases, in supplement 22 to Agent 
L. E. Kipp’s tariff I-Z, I. C. C. No. 1524, applying on iron and 
steel, minimum 45 gross tons, from Fairfield, Ala., to Pittsburgh, 
Calif., was “a frittering away of sorely needed revenues, con- 
trary to the repeated warning of the Commission, “said Luck- 
enbach-Gulf Steamship Co., and asked suspension of the item, 
published to become effective February 15. 

It defined the item as lengths of steel (cold reduction 
breakdowns) in rolls and said iron and steel articles com- 
prised a major portion of the westbound intercoastal traffic for 
it and for Atlantic-Pacific intercoastal water carriers. They 
were relatively high rated commodities, well able to bear their 
proper proportionate share of the transportation burden both 
by water and by rail, it said. The proposed rate would tend to 
disrupt the entire transcontinental and intercoastal if not the 
countrywide iron and steel rate structure, said Luckenbach, 
with attendant loss of urgently needed revenues to rail and 
water carriers, all in violation of sections 1 and 3 of the inter- 
state commerce act and the national transportation policy. 

Comparing the commodity with iron and steel sheets, with 
a rate of $24 a net ton or $26.88 a gross ton between the same 
points, it said the proposed rate would yield ton-mile earnings 
of 6.1 mills. Before the increases in rail costs offered by the 
railroads in justification of the increases in Ex Parte 162, In- 
creased Railway Rates, Fares and Charges, 1946, the Commis- 
sion had ruled that ton-mile earnings of 7.5 mills approached 
if they did not constitute the minimum permissible earnings of 
rail rates, said the protesting water carrier. 

It cited its competing charge as $20.56 a net ton or $23.02 a 
gross ton. Thus, it said, as against that competing rate “by the 
less desirable method of transportation,” the rails sought to 
establish a rate of $17. It continued: 

At present increasing costs of operation confront the rail and water 
carriers with their most difficult problem since regulation first began. 
The proposed rate is a frittering away of sorely needed revenues, con- 
trary to the repeated warnings of the Commission. But more than the 
loss incident merely to this particular traffic is the loss of revenue to 
both rail and water carriers which is certain to follow on other iron 
and steel traffic. Rates on all iron and steel items for all origins are 
made with relation to each other. Iron and steel traffic is one of the 
most important sources of revenue to both rail and water carriers. 
There being no possible water competition. which may be offered in 
justification of the proposed rate, there is certain to follow eithe: 
shipper requests for reduction of other iron and steel rates throughout 
the country, formal complaints to the same effect, or competitive re- 
ductions by competing rail carriers. It\is not alarmist to state that this 
rate, if it should become effective, is the entering wedge in the break 
down and disruption of the established iron and steel adjustment 
throughout the nation. 
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Exceptions Taken to Barge-Rail 
Differential Recommendations 


Barge line and shippers center discussion of excep- 
tions on bearing of costs in the determination of dif- 
ferentials. Question of treatment of interior points in 
distribution of benefits of waterways transportation 
raised. North Dakota interests object to failure to treat 
commodity rates 


Exceptions to the proposed report of Examiner Howard 
Hosmer in No. 26712, Rail and Barge Joint Rates, have been 
filed with the Commission by the Mississippi Valley Barge 
Line Co.; The Savannah Sugar Refining Corporation; the Fargo 
Chamber of Commerce and the Public Service Commission of 
the State of North Dakota; and by S. J. Wettrick, an attorney 
of Seattle, Wash., as amicus curiae. 

Exceptions are directed to two appendices to the proposed 
report containing, in 20 pages, key point differentials in cents 
a 100 pounds to be deducted from class 100 all-rail rates in 
determining joint two-way and joint three-way rates with barge 
lines (see Traffic World, March 16, 1946, p. 745). Exceptions 
to the report have also been filed by the respondent railroads; 
Federal Barge Lines; Mississippi Valley Association; and the 
New Orleans Traffic and Transportation Bureau (see Traffic 
World, Feb. 1, p. 328). 

Mississippi Valley Barge Line Co. said it took the position 
that if a privately operated barge line was able under the 
existing rail-rate structure (a) to allow a connecting rail car- 
rier the same division it would receive if it handled traffic in 
connection with a rail carrier, (b) to absorb in full the expense 
incident to the breaking of bulk, (c) to provide for the shipping 
public and out of its own division a differential under the all- 
rail rate, and (d) to make a profit; then it was entitled to a 
place in the transportation system. 

It said it had accepted the existing rail-rate structure be- 
cause the rail rates were not in issue and because, as about 
a third of the rail mileage was in receivership while the investi- 
gation was in progress the rail rate structure as a whole could 
not be regarded as abnormally high. Having accepted the 
existing rail rates as a starting point, said Mississippi, consider- 
ations as to cost assumed far less importance than assigned 
them either by the Commission’s investigators or the railroads. 
As far as rail costs were concerned, it said, “we contend that 
in the posture the proceeding must take they are purely aca- 
demic for the very simple reason that the rates on which the 
differential scheme must be based do not, and in the very 
nature of things can not, bear any resemblance to costs.” 

It said that, while the examiner at least tacitly accepted 
the conclusion that joint costs were higher, he had nevertheless 
recommended differential rates, stating that nothing in the act 
or its history supported a view that differentials could be found 
justified only on a showing of lower cost of operation by water. 
The barge line said the examiner reached this conclusion be- 
cause “of what we believe to be a very sensible conviction that 
private water-carrier enterprise will not fall into the error of 
providing a ‘commodity’ (transportation) at a lower price than 
that which can be realistically offered by its rail competition 
unless it can do so at a profit.” 

The barge line cited five exceptions to the proposed report, 
as to the éxaminer’s conclusion that under certain marketing 
conditions the value of barge transportation to shippers of coffee, 
cotton linters and sugar might be enhanced because of the 
slowness of movement which saved storage costs; to the failure 
of the examiner to continue the requirement that differential 
rates must carry the same rules (including transit rules) as 
are carried in connection with the rail rates to which they are 
related; to the recommended conclusion that it seemed neces- 
sary that the findings be restricted to class and column rates; 
to what it felt was the possibility that the examiner’s state- 
ment in connection with the establishment of new routes with 
differential rates not to be determined by any formula govern- 
ing circuity and relative service; and to certain claimed defects 
in the examiner’s proposals as to differentials. 

Four appendices, occupying 40 pages, embody the afore- 
mentioned exceptions to the differentials suggested by the 
examiner. 


No Differentials on Sugar 


The Savannah Sugar Refining Corporation said it was 
“being victimized to the extent of hundreds of thousands of 
dollars by absorbing the differentials on sugar” and was re- 
questing that the Commission put an end to this “unjustifiable 
and unlawful situation.” It made this statement after saying: 


In the light of the evidence from the Commission’s witness that the 
cost of service on the all-rail route is lower than the barge-rail; the 
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admissions of the Department of Commerce and Federal Barge Line 
officials that service on the Warrior River has never paid for itself and 
cannot be expected to do so; the admissions of the preferred New 
Orleans refineries that they pocket the competitive advantage in dif- 
ferential rates, it is obvious that as to the commodity sugar, there can 
be no “reasonable differential’’ under the statute. 


On the record, it said, the Commission should find that the 
transportation of sugar via barge-rail routes costs more and is 
worth as much as the transportation of sugar by rail, and that 
no differential whatever in the rates on sugar via barge-rail 
routes under the all-rail rates should be permitted. 

At one point, referring to a statement of the examiner 
that there was no hope of putting the Warrior River service 
on a paying basis, although there seemed to be no present in- 
tention of discontinuing that operation, the Savannah Sugar 
Refinery said that “it is time to stop this shocking waste.” 


North Dakota Exceptions 


The Chamber of Commerce of Fargo, and the North Da- 
kota commission took exception to the recommendation that 
the findings be restricted to class and column rates, and to the 
examiner’s limiting the number of key points to which he rec- 
ommended differentials. 

They contended that the waterways could not serve people 
at points other than port cities until the Commission pre- 
scribed a reasonable relationship “interior points over the port 
cities.” They said they believed the law contemplated that 
—— from river transportation should be spread to interior 
points. 

The examiner, they said, had washed out the whole com- 
modity rate controversy by saying the evidence raised doubt 
whether it portrayed the present situation. North Dakota had 
vet to obtain a lawful basis of commodity rates as a result of 
this proceeding, they said, adding that no correction had taken 
place since the proceedings were instituted. They anticipated 
rasse if any correction, until the Commission acted, they con- 
inued. 

Saying the examiner recommended only one key-point in 
North Dakota, they said if results flowing from past decisions 
of the Commission where a “liberal sprinkling” of key-points 
was not provided, or some specific method of grading rates 
was not prescribed, were a criterion, they believed nothing 
satisfactory would come from such a recommendation. The 
Commission should either provide a more liberal number of 
key-points than recommended by the examiner, or prescribe 
a specific rule or method by which the prescribed rates might 
be more definitely arrived at, they asserted. 

The North Dakota interests asked oral argument. 


Exceptions of “Amicus Curia” 


Mr. Wettrick asked that the Commission adhere to prin- 
ciples it had theretofore announced and that “in particular the 
principle be firmly established that there is no justification for 
lower rail and water rates than the corresponding all-rail rates 
unless there is a substantial difference in the cost of transpor- 
tation in favor of rail and water routes.” 

He said he was filing his exceptions and brief because the 
conclusions reached in the instant proceeding would be deter- 
minative of similar issues involved in another case in which he 
represented parties having a vital interest. 

That interest. he said. was of competing shippers and 
communities not in a position to obtain the benefits of joint 
rail and water rates lower than all-rail rates. 


New England Motor Classification 
Changes Discussed | 


If the Commission failed to take advantage of the work 
done in New England on motor classification, it would have 
passed up a rate opportunity, said the Manufacturers Associa- 
tion of Connecticut, Inc., in exceptions to the proposed report 
of Examiner Paul Coyle in Ex Parte MC-22, Motor Carrier 
Rates in New England. Similar considerations had been urged 
earlier by the New England Motor Rate Bureau, Inc. (See 
Traffic World, Feb. 8, p. 399.) 

Because of the effort the examiner had made to help in 
the task of perfecting a classification and rate structure to meet 
the needs of carriers and shippers, the association said it hesi- 
tated to take exception to the proposed report and said the 
Commission should not lightly reject the examiner’s recom- 
mendations. 

It said it regretted he had failed to make more specific 
recommendations concerning classification ratings, rules and 
descriptions, adding that his recommendation that the present 
classification be continued, if adopted, would result “in the 
scrapping of all the work that has been done to date by the 
Commission’s staff to develop a classification that will more 
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nearly reflect transportation conditions in the motor carrier 
industry than those now in effect in New England which, of 
course, represent a great improvement over the National Motor 
Freight Classification, which fdllows very closely the rail 
classification.” 

If the Commission did not take advantage of the work that 
had been done in New England, the association said, the mag- 
nitude of the job it must eventually do in the motor freight 
classification case would be much greater “as a result of an 
incomplete solution of the problem in this case.” 

As to classification, the association said it hoped that “there 
may be prescribed for New England a single classification based 
on density as a primary factor and that uniform classification 
ratings and rules will be authorized for application throughout 
the territory.” 

The association said it recognized the fact had been stressed 
that present minimum charges represented less than the car- 
riers’ out-of-pocket cost for performing the service, but added, 
nevertheless, that the carriers should approach the problem 
realistically and sincerely, bearing in mind that a substantial 
diversion of traffic would result if the proposed minimum 
charges were adopted, and that a diversion of minimum charge 
shipments was certain to influence other traffic. 

It said the examiner had very properly concluded that the 
Commission should issue a maximum rate order in the proceed- 
ing. It said it concurred specifically in the examiner’s recom- 
mendations as to the location of the dividing line between 
northern and southern New England; the method of determin- 
ing rates between those areas and within them and between 
New York City area and points in New England; the use of 
short-line distances over hard-surface highways for rate-making 
purposes; discontinuance of the use of expedited service rates; 
continuance of practice of adding arbitraries on export and 
import traffic moving through New York harbor; use of rate 
groups of reasonably uniform size with rate basis point at or 
near the center of each rate group; and use of Whitestone 
Bridge for computing distances to and from certain points on 
Long Island. , 

Shippers in New England had waited long enough for a 
decision in the proceeding, the association said, and said they 
sorely needed Commission assistance promptly, adding it should 
concentrate on the case until a decision had been reached. If it 
did so and there were no additional unnecessary delays, the 
association said it should be possible to issue a report “well 
before May 1, 1947.” 


Southern Motor Rate Increase 
Proposals Protested 


The Commission has received a number of protests against 
proposed motor-carrier rate increases as filed in supplements 
of the Southern Motor Carriers Rate Conference to become ef- 
fective February 17, in which some of the protestants charge 
that the motor carriers are attempting to “take advantage” of 
the increases in rail rates granted by the Commission in Ex 
Parte 162, Increased Railway Rates, Fares and Charges, 1946. 

The protestants name various tariffs and their supplements 
covering southern class, commodity, and exceptions rates, east, 
south, class and textile rates, textile transits, and east-north- 
south commodity rates, published by the conference as agent 
and by R. S. Cooper and J. R. Shumate as agents. 


North Carolina Cotton Manufacturers Association, Inc., 
Cotton Manufacturers Association of South Carolina, and 458 
textile mills in Alabama, Georgia, Mississippi, North Carolina, 
South Carolina, Tennessee, and Virginia, in their petition, said 
the basis for the proposed increases was to impose on basing 
rates in effect March 17, 1942, a general increase of 20 per 
cent between points in the south and a general increase of 22% 
per cent between points in the south and points in the east, 
applicable on all shipments subject to truckload, less-than- 
truckload or any-quantity rates, and then to further impose 
on the rates applicable on all shipments in lots of less than 
5,000 pounds an additional increase of 15 per cent. the net 
amount of increase on such shipments less than 5.000 pounds 
being 38 per cent within the south and 40.75 per cent between 
the —_ and east, over and above the rates in effect March 
17, 1942. 

These protestants said that if these increases were de- 
signed to accord to motor carriers the advantages of the gen- 
eral increase granted the rail carriers effective January 1, in 
Ex Parte 162, it should be noted: 


(a) The maximum amount of increase which the rail carriers were 
authorized to make on any description of traffic has been published by 
the motor carriers for application on all descriptions of traffic without 
exception. The motor carriers have published increases exceeding 15 
per cent granted the rail carriers on certain traffic such as agricultural 
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commodities including cotton, cotton factory sweepings, wool, wool 
tops, wool waste, etc., in which southern textile mills are interested: 

(b) The motor carriers have not observed the maximum increase 
of specified amounts in cents per 100 pounds where the percentage in- 
crease would have produced a greater amount, as the rail carriers have 
been required to do by the Ex Parte 162 decision; and 

(c) As to all shipments in lots of 5,000 pounds the additional in- 
crease of 15 per cent is not in conformity with the increases granted the 
rail carriers and such discriminatory basis of rates by motor carriers 
is now the subject of investigation by the Commission in MC C-538 
hearings in which have not been held. 


Conflicting Rate Theories 


The protestants said the increases proposed reflected an 
attempt to take advantage of two entirely different and con- 
flicting theories of rate making, and that if one theory stood, 
the other necessarily must fall. They said it was certain that 
no justification whatever could be presented for compounding 
the increases by application of two directly opposed theories 
of rate making. They added: ; 


With respect to the general increases of 20 and 22% per cent to the 
extent that such increases would result in motor-carrier rates on the 
same level as the increased rail rates (except for the unwarranted 
failure to provide the same exceptions as made in connection with the 
rail increase on agricultural commodities, etc.), the theory of the motor 
carriers is that, without submitting any evidence of their own finan- 
cial needs or any evidence of their own costs of transportation, they 
should be entitled to take fufl advantage of any increase granted the 
rail carriers. ... 


The second policy, directly opposed to the first, said the 
protestants, “and ignoring all of the recognized principles and 
standards of rate making and all other provisions of the act,” 
was to disregard the lessons learned from many years of prac- 
tical experience, and to substitute therefor the “distorted 
scheme of theorists having little or no practical experience in 
rate making.” They added: 


The underlying basis for such scheme used to support the imposition 
of the additional increase of 15 per cent on all shipments in lots of less 
than 5,000 pounds is that the rates of each shipment should be so ad- 
justed as to disregard all principles of rate making and provisions 
of the act such as value of service, effect on movement of traffic, com- 
petition between shippers, and consideration of the public interest, but 
reflect only the result of some arbitrary allocations and mathematical 
exercises, juggling the figures of their alleged costs incurred in han- 
dling each type of shipment. 


“Pick-and-Choose” Policy 


This, the protestants said, might be described as a “pick- 
and-choose” policy rather than a policy reflecting considera- 
tion of the public interest and service as a common carrier. 

“The advocates of such policy would accept all of the 
benefits, rights and privileges flowing from the grant of operat- 
ing certificates, use of public highways paid for by the tax- 
payers, etc., but refuse to perform the duties and obligations 
of a public carrier to serve the public interest and, instead, 
attempt to pick and choose with meticulous care the particular 
type of shipment they would prefer to handle and out of 
which they believe they would obtain the greatest margin of 
profit,” said the protestants. 

The protestants observed, among other things, that in a 
great many instances where the published rates of motor 
carriers appeared to be lower than rail rates, the actual rate 
of some motor carriers greatly exceeded the rail rates at 
the present time because of the operation of minimum rate 
provisions, rate stops, and the like. They said that where 
motor carriers published a rate approximately the same as the 
rail rate but one or more of the important motor carriers 
forming the route between the origin and destination shown 
maintained a minimum rate, for example, second or third 
class as compared with the through rate of fourth or fifth 
class, it was clear that no justification existed for any in- 
crease in the second or third class rate maintained by such 
motor carrier as minimum or fourth or fifth class traffic. 

“The fact that the rail rates on fourth or fifth class 
have been increased is certainly not a justification for increas- 
ing the second or third class minimum rate of motor carriers 
which are already higher than the increased rate of rail 
carriers on like traffic,’ said the protestants. 


Ga.-Ala. Textile Group Protests 


The Georgia-Alabama Textile Traffic Association, the Ala- 
bama Cotton Manufacturers Association, and the Cotton Manu- 
facturers Association of Georgia said the scheduled general 
increase would result in rates and charges that were unjust, 
unreasonable, preferential and in violation of section 216 of 
the interstate commerce act. 

“The proposed break-down in the weights on 1. t. 1. traffic 
as scheduled to become effective on shipments weighing less 
than 5,000 pounds,” said the Georgia and Alabama protestants, 
“is a direct departure from one of the oldest established pro- 
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cedures in rate making history for common carriers. This 
practice, in the opinion of the protestants, is such that results 
in violations of the interstate commerce act.” 

The protested general increases, said these protestants, 
had all the markings of an arbitrary move on the part of the 
respondent motor carriers to make such general increases 
primarily based on the fact that the Commission recently, in 
Ex Parte 162, authorized the rail garriers to make a general 
increase in their rates and charges, which became effective 
January 1. They added that if the respondent motor carriers 
were again contending that additional revenue was necessary 
they should be willing to and required to establish such facts 
prior to such general increases being published and made 
effective. The mere fact, they said, that another mode of 
transportation had justified a general increase in its rates 
and charges did not, within and of itself, establish such facts 
on behalf of other modes of transportation. They added: 


It is the opinion of the protestants that the respondent motor car- 
riers are not confronted with an emergency such that would require 
the protested schedules to become effective prior to their justifying 
them. Undoubtedly, respondent motor carriers feel that having been 
successful in making previous general increases without their being 
suspended, a continuance of establishing general increases at will can 
be accomplished by their mere publication. With the additional rev- 
enue as a result of these previous general increases, respondent motor 
carriers are now in a position whereby any further general increases 
can be withheld until such time that the proper record can be made 
to determine whether there is an actual need for additional revenue. 


The Lynchburg (Va.) Traffic Bureau said the carriers 
proposed to increase the present rate from Lynchburg to 
Greensboro, N. C. of $1.07 on shipments weighing 2,000 pounds 
and less to $1.12 a 100 pounds; to increase the rate of 98 
cents on shipments weighing more than 2,000 pounds but under 
5,000 pounds to $1.12 a 100 pounds; and to increase the rate 
of 89 cents on shipments weighing more than 5,000 pounds to 
97 cents. 

“The practice of determining the rate to apply by using 
varying weights is, within itself, discriminatory and prefer- 
ential because the method used in determining the charge for 
shippers making shipments of 5,000 pounds and under is 
different from the method used in determining the charge for 
shippers making shipments of 5,000 pounds and over,” said 
the Lynchburg bureau. 

Protests have also been received by the Commission from 
the Richmond (Va.) Chamber of Commerce, the Tom Huston 
Peanut Co., Columbus, Ga., and the Nehi Corporation, Co- 
lumbus, Ga. 


Motor Conference Files Answer 


The Southern Motor Carriers Rate Conference has asked 
the Commission not to suspend the rates protested by various 
southern industriak groups and to enlarge the issue in MC C-538, 
Increased Rates To, From and Within the South, so as to in- 
clude the rates published by S. M. C. R. C. to become effective 
February 17. It has filed an answer and supplemental answer 
to certain of the petitions for suspension. 


Says Costs Justify Increases 


The proposed increases are justified by the increased cost 
of motor-carrier operations, says the conference, adding that 
several petitions indicate that the writers think that these in- 
creases are a result of Commission action in allowing increases 
in railroad rates in its decision in Ex Parte 162. 

“For the entire duration of the war and during the transi- 
tion period following the war,” said the conference, “the motor 
carriers in Southern Territory have constantly been trying to 
ascertain how they could increase their rates in order to obtain 
necessary revenue to meet their ever-increasing expenses. On 
May 15, 1943, the railroads had certain increases authorized in 
Ex Parte 148, suspended. However, the motor carriers were not 
financially able to withdraw their increases which were on a 
similar basis, and since that time, there has been no direct re- 


lationship between the rates of the motor carriers and the 
railroads.” 


Continuing, the conference said an additional increase by 
motor carriers became necessary in early 1944, and*that on 
February 21, of that year the rates were increased generally 
by an additional four per cent. Again, said the conference, the 
situation became so acute in the first part of 1946, that the 
motor carriers published further increases in their rates appli- 
cable on less-than-truekload and any-quantity shipments, gen- 
erally 20 per cent with a 20-cents-a-100-pounds maximum on 
shipments weighing less than 2,000 pounds and on shipments 
between 2,000 pounds and 5,000 pounds, 10 per cent with a 
maximum of 10 cents a 100 pounds. 


“The situation was so grave,” said the conference, “that 
the Commission allowed these increases to become effective on 
May 20, 1946. However, the Commission instituted an investi- 
gation into these rates in MC C-538, Increased Rates, To, From 
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and Within the South. Thus, it will be seen that during all of 
this time there has been no relation between the rail rates and 
the motor-carrier rates, although the competitive situation was 
not lost sight of.” 


Rail and Motor Rates 


The increase effective last May 20, said the conference, 
amounted to approximately 6 per cent on all revenues. This, it 
said, was not considered sufficient to place the motor-carrier 
industry in a sound financial position, but it was believed that 
that was the maximum increase they could afford to publish at 
that time without some adjustment in the railroad rates. It 
was known at that time, said the conference, that a petition for 
the general rate increase was pending before the Commission 
in Ex Parte 162. 

Following the Ex Parte 162 decision, said the conference, 
there was an adjustment in the increases proposed by the mo- 
tor carriers, in an attempt to obtain adequate revenues to sus- 
tain the industry, and to recognize the competitive situation 
with the railroads, to the extent that little traffic would be di- 
verted to them. As a result, it said, these rates were published 
o become effective February 17. 

The conference presented a table showing the average per 
cent increases in costs of certain items used by motor carriers 
from May 20, 1946, to December 20, 1946, and discussed the 
proposed increased rates with relation to cost increases. 

It said some of the petitions indicated that it was believed 
the 5,000-pound break was arbitrarily arrived at, and added that 
this was not true. It said that in all of the discussions pre- 
ceding the publication of these rates, it was recognized that the 
cost of handling small shipments was much greater than the 
cost of handling larger shipments. 

When the rates now in effect were considered, said the 
conference, there was a different percentage of increase under 
2,000 pounds and between 2,000 pounds and 5,000 pounds. It 
said it was definitely ascertained that on shipments weighing 
around 5,000 pounds, there was a physical difference in the 
handling of those shipments, from shipments weighing less. 

The motor carriers have never had large invested capital, 
said the conference, adding that their capital turnover was ap- 
proximately four times a year, and their borrowing power was 
limited in comparison to the gross business done. Thus, it 
said, the incurring of a loss for even a short period of time 
might cause insolvency of a well managed truck line. 

“In dealing with railroad rates,” said the conference, “ship- 
pers have experienced long delays before increases were allowed 
to become effective. Such delays in the trucking industry would 
be detrimental, not only to the carrier, but to the shippers using 
their services. The Commission has recognized this, in recent 
cases, particularly in MC C-538, .. . and have allowed the in- 
creases to become effective and entered upon an investigation. 
There is no desire upon the part of the respondents here to 
circumvent an investigation of the proposed rates, but a sus- 
pension of the proposed rates would be disastrous.” : 

The conference said the Commission recognized that ur- 
gency in Middle Atlantic Territory by allowing a system of in- 
creased rates to become effective January 6, and entering on 
an investigation of those increased rates, even though there was 
pending at that time an undecided general increase case in 
that territory; namely, MC C-518. 


Exemption of “Incidental” Motor 
Service Questioned 


The Chicago North Shore & Milwaukee Railway Co. has 
filed with the Commission exceptions to the report proposed 
by Examiner Harold L. Seaman, in MC 107420, Blue Bird Air 
Service Contract Carrier Application, in which he recom- 
mended denial of the application on the ground that author- 
ity was not required because the proposed transportation of 
passengers and their baggage, when the Chicago municipal 
airport was closed to air traffic, would be incidental to air 
transportation. 

The North Shore said that to give the phrase “incidental 
to transportation by aircraft” in the exemption clause of sec- 
tion 203(b) of the interstate commerce act the broad inter- 
pretation and definition the examiner recommended, was to 
lose sight of the purpose and intent of the regulatory provi- 
sions of the act and to strain “beyond all normal conception 
the interpretation usually associated with the use of the word 
‘incidental’.” 

The applicant proposed to operate as a contract carrier 
transporting passengers and their baggage, intended for air 
transportation, when the Chicago municipal airport is closed 
to air traffic, between Chicago, Ill., on the one hand, and, on 
the other, Milwaukee, Wis., Burlington, Ia., South Bend, Fort 
Wayne, and Indianapolis, Ind., Toledo, O., and Muskegon, 
Grand Rapids, and Detroit, Mich., over irregular routes. 
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“It isn’t conceivable that the Congress intended to exempt 
from the necessity of obtaining a certificate or permit an 
elaborate motor vehicle carriage extending in a web-like man- 
ner for hundreds of miles around the focal point of Chicago 
as is here proposed,” said the North Shore. 

Pick-up and delivery in a comparatively small commer- 
cial zone as incidental to rail service was probably as good 
an example as any of “incidental” exemptions, it said, but 
that “over-the-road pick-ups and deliveries which extended 
from Chicago to Milwaukee or Detroit or Burlington or Toledo 
had never been and wouldn’t be countenanced.” 

“Under the proposed interpretation,” continued the North 
Shore, “a carrier by air would be free to engage in competi- 
tion with existing road carriers operating under authority 
from the Commission and with rail carriers between points 
where air service now affords no competition. In other words, 
the exception might well become the case of the tail wagging 
the dog.” 

It said it did not take exception to the fact that the denial 
of a certificate (permit) had been recommended as it believed 
no proper showing had been made as to public necessity and 
convenience, at least between Chicago and Milwaukee, but 
said it did “except as to the basis of such denial.” 


7 Greyhound Lines Ask Denial 


Pennsylvania Greyhound Lines, Inc.; Central Greyhound 
Lines, Inc.; Illinois Greyhound Lines, Inc.; and Northland Grey- 
hound Lines, have asked the Commission to deny the applica- 
tion in MC 107420, saying the Commission must necessarily 
dispose of the question of whether or not operating authority 
should be granted to the applicant, if they are correct in their 
contention that the examiner had erred in his conclusion of law 
that the proposed service was partially exempt. 

It was their contention that the exemption provision of 
the statute must be strictly construed and they said this was 
not the first case in which the Commission was called on to 
interpret the meaning of the phrase “incidental to transporta- 
tion by aircraft.” They cited Railway Express Agency, Inc., 
Extension, West Warwick, R. I., 31 M. C. C. 332, in which 
they said the Commission found transportation by motor vehicle 
of express between Providence and West Warwick, 12 miles, 
to be a line-haul operation even though the express shipments 
had had an immediately prior or subsequent movement by 
air, viewing the situation as a joint-line service by aircraft and 
motor carrier. It had held, the protestants said, that as such 
there could be no exemption from the regulatory provisions of 
the act. 

In another case, Port Columbus Cab Co. Contract Carrier 
Application, 24 M. C. C. 237, they said, the Commission found 
that shipments of air express moving by motor vehicle between 
Columbus, O., and its municipal airport were ‘“‘wholly incidental 
to transportation by aircraft.” 


“Tt would appear therefore,” said the Greyhound lines, 
“that the Commission draws the line between ‘incidental trans- 
portation’ and ‘line-haul transportation’ by reference to what 
can reasonably be considered a‘terminal area. That view of 
the Commission’s decisions is strengthened by the decision cited 
by the examiner in support of his conclusion in this case. In 
New York S. & W. R. Co. Common Carrier Application, 34 
M. C. C. 581, the Commission was called upon to interpret the 
provisions of section 202(c)(1) of the act which exempt trans- 
portation by motor vehicle by a railroad, a water carrier or a 
freight forwarder when said motor transportation is incidental 
to the service of such other carrier in the performance within 
terminal areas of transfer, collection or delivery services. There 
the Commission recognized that the motor service was part 
and parcel of the rail carrier service and was subordinate to 
the rail transportation. It provided merely the means whereby 
the rail carrier was enabled to serve its general purpose. Obvi- 
ously a railroad, a water carrier or a freight forwarder per- 
forming a door-to-door service must be permitted the means 
of making its service flexible. Hence the provision for exemp- 
tion within the terminal areas.” 


The Greyhound lines said it was their position that the 
airlines were in no different category in this respect under the 
act, than the railroads, freight forwarders and water carriers. 
It added that all of the decisions of the Commission where this 
matter had been in issue indicated that the exemption provisions 
of the act should be restricted to apply only to transportation 
within terminal areas that should be of reasonable size. No 
different rule was necessary for the airlines, they said, and 
that in the present state of aircraft development the airlines 
were still unable to deliver passengers and freight to downtown 
areas by air, and must supplement their service by motor car- 
rier service operating between the airport and the area intended 
to be served by such airport. 

“It is our contention that the meaning of the phrase ‘in- 
cidental to transportation by aircraft’ must be restricted to 
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that phase. of the operations of the airlines,” said the Grey- 
hound protestants. 

As bearing on the definition of the word “incidental,’”’ the 
protestants referred to State vs. First National Bank, 249 S. W. 
619, a decision of the supreme court of Missouri distinguishing 
between “incidental powers” and implied powers, saying the 
case was important because it ultimately went on appeal to 
the Supreme Court of the United States. 

In the instant proceeding, the Greyhound lines said, the 
applicant had been conducting motor transportation for pas- 
sengers between the Chicago municipal airport and the down- 
town area of the city and that those operations were partially 
exempt from Commission regulation. Now, however, they said, 
applicant proposed to operate not between the airport and the 
city it was designed to serve, but between Chicago, on the 
one hand, and other cities in other states. They said this 
proposed service was by no means within the terminal area 
of the Chicago municipal airport, and that it was entirely 
different from that admittedly partially exempt from regula- 
tion. 

‘What applicant proposes to do in essence is to provide a 
substitute service for that of the airline when emergency con- 
ditions render it impossible for the airline to complete its 
contract for air transportation,” the protestants said. They 
continued: 


The mere emergency character of the proposed service, we submit, 
does not in any significant respect change the essential fact that the 
motor-carrier service between Chicago and the other cities is a substi- 
tute for the air transportation and not a supplement of it. If the pro- 
posed service is held to be ‘‘incidental to transportation by aircraft’ 
then there can be no objection to an airline establishing a joint-line 
service between all points which it holds authority to serve from the 
Civil Aeronautics Board. The latter regulatory agency would not, how- 
ever, hold any jurisdiction over the surface operations and, more im- 
portant, neither would the Interstate Commerce Commission. We sub- 
mit that there would thus be created an anomalous situation which is 
repugnant to the national transportation policy as well as to the gen- 
eral theory of regulation as expressed in the civil aeronautics act of 
1928 and the interstate commerce act. . 


The Greyhound lines contended that the proposed substi- 
tute service could be provided only by motor carriers authorized 
to act as such in their individual capacities or by the airline 
company itself if it held authority from the Commission author- 
izing such motor-carrier operations. The examiner’s recom- 
mendation was the direct antithesis of the principle established 
in Substituted Freight Service, 232 I. C. C. 683, they said. 

They said also that “it is primer law” that the public con- 
venience and necessity.do not require service proposed by a new 
entrant to the field of bus transportation when the service 
of the existing carriers is adequate to meet and fully satisfy 
the public demand. 

After commenting on the fact that airline representatives 
who were witnesses in the case had not familiarized them- 
selves with the availability of charter vehicles, the Greyhound 
companies said they stood ready and willing to provide vehicles 
on short notice at all of the airports involved with the excep- 
tion of Burlington, Ia. 

The Greyhound companies asked that the examiner’s rec- 
ommended report and order be set aside and that the Com- 
mission find the proposed service common carriage fully sub- 
ject to the act; that public convenience and necessity did not 
require “? proposed service, and that the application should 
be denied. 


Middlewest Motor Increases 
Draw Numerous Protests 


The Commission has received a number of requests for 
suspension of Middlewest Motor Freight Bureau MF-I. C. C. 
No. 74 (motor-freight master tariff No. 1030-B) and connecting 
link supplements published to become effective February 21, 
and prosing increases in motor-carrier rates which, it is claimed 
by some of the protestants, are intended to take advantage of 
the increases in rail rates authorized in Ex Parte 162, Increased 
Railway Rates, Fares and Charges, 1946. 

The requests for suspension were received from the fol- 
lowing: 

Duluth (Minn.) Chamber of Commerce, Minneapolis (Minn.) Traffic 
Association, and St. Paul (Minn.) Association of Commerce; Little Rock 
(Ark.) Chamber of Commerce; Chicago Association of Commerce and 
Industry; Public Service Commission of North Dakota; Watertown 
(Wis.) Chamber of Commerce; Mitchell (S. D.) Chamber of Commerce; 
Hutchinson (Kan.) Chamber of Commerce and Witchita (Kan.) Chamber 
of Commerce; Burlington Shippers’ Association, Inc., and Keokuk (Ia.) 
Shippers’ Association; Kraft Foods Co.; Public Utilities Commission 


of South Dakota; State Corporation Commission of Kansas; and five 
motor carriers. 


Typical of reference to the relation between the Ex Parte 
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162 rail increases, was the comment of the Little Rock Cham- 
per of Commerce, which said the decision of the motor car- 
riers to increase rates “to the exact level of increased rail 
rates,” indicated the motor carriers were considering primarily 
competition with rail rates and were measuring the value of 
the service only by comparison with the rail rates and without 
consideration of the cost of service and other proper rate- 
making considerations of motor-carrier service. 

The protestants uniformly contended that the motor car- 
riers should be made to justify the increases before they were 
permitted to go into effect. 

Kraft Foods Co. said the schedules sought increased bases 
of charges, “the complexity of which approaches the ridiculous.” 
It said the increased charges were shown by means of conver- 
sion tables, MF-I. C. C. No. 4 having 32 such tables, each con- 
taining alone or in combination percentage increases ranging 
from nothing to a high of 334% per cent plus flat amounts a 
hundred-weight from nothing to 25 cents. It added that, “con- 
sidering the connecting link supplements, together with the 
master tariff, we find the increases proposed vary further by 
weight group, by the identity of the individual carriers in- 
volved, by the territory involved, and as to whether single or 
joint-line traffic.” After quoting further respects in which it 
said the schedules were ambiguous, Kraft said that “the net 
result is a hodge-podge of base rates and of bases of increase 
without rhyme or reason and without excuse in the motor- 
carrier rate structure.” 

There was made available at the Commission a photo- 
static copy of a letter dated January 31, addressed to Secretary 
Bartel of the Commission by the Middlewest Motor Freight 
Bureau acknowledging an inquiry as to the proposed increases 
published in MF-I. C. C. No. 74. 

The Commission had asked why commodity rates had not 
been increased, among other things, and the bureau replied 
that commodity rates were to be increased, but that because of 
certain difficulties the bureau was unable to increase them as 
of February 21. It outlined the difficulties and said it expected 
to have supplements increasing commodity rates on file with 
the Commission before February 21, scheduled to become ef- 
fective shortly thereafter. 

The 6-page letter goes into detail concerning the proposed 
adjustment, observing that the motor carriers had been expe- 
riencing constantly increasing costs, and explaining at .one 
point that the adjustment for application on class tariffs in 
Western Trunk Line Territory was to remove increases that 
became effective in 1942, coincidental with the Commission’s 
decision in Ex Parte 148, and in lieu thereof to increase rates 
in accordance with the decision in Ex Parte 162. 

The bureau made the following general statement: 


It is anticipated by this adjustment that the motor-carrier industry 
in this territory will again be restored to a sound position and be an 
asset to industry in this territory, a position which was lost during the 
conflict. It is also anticipated that by this adjustment the motor-carrier 
industry in this territory can restore the complete service which the 
industry expects-of this phase of a modern transportation system. 
Without the proposed increases motor carriers will be unable to meet 
the demands of the shipping public, demands which will be on the 
increase rather than the wane. The shipping public has the right to 
expect of the transportation industry services which are ‘‘adequate to 
meet the needs of the commerce of the United States.’’ (From declared 
policy of Congress.) The motor-carrier industry in this territory wants 
to give the shipping public adequate service so their needs will be met. 
Without the proposed increase such service may be hindered. 


Delay in Columbia River Area 
Complaint Laid to Parties 


Chairman Aitchison, replying to a letter from John M. 
Hickson, an attorney of Portland, Ore., in which the latter 
asked when No. 29458, Inland Navigation Co. vs. Amador Cen- 
tral Railroad Co. et al., might be set for hearing, told Mr. 
Hickson that the case could have been heard “long ago” if the 
obmy had been prepared and if the issues had been in proper 
shape. 

The proceeding involves allegations that refusal by de- 
fendants to establish joint through routes and rates between 
ports and points in the area tributary to the Columbia River 
are in violation of section. It is also alleged that refusal of 
the Union Pacific and Oregon Trunk to establish joint through 
routes and rates at or near Celilo Falls, Ore., is in violation of 
section 3. A cease and desist order is asked; establishment 
of joint through routes and rates on a differential basis of 
0 per cent below lowest existing all-rail rate; establishment 
by the U. P. and the O. T. of interchange point near Celilo 
Falls; and that each of the defendants be required to construct 
rail spur connections to water terminals on the Columbia, Snake 
and Willamette rivers. 


Mr. Hickson said he was receiving numerous requests from 
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interveners and others as to the probable date of hearing. He 
said Howard Dent, Jr., The Dalles, Ore., had been diligently 
preparing for trial, but that there was still considerable work 
to be done. He said it now seemed doubtful that either the 
complainant or the interveners would be fully prepared for 
a hearing much before the early part of May of this year, 
‘if such a date will meet with your approval and the con- 
venience of the Commission and yourself.” 

Chairman Aitchison, after acknowledging Mr. Hickson’s 
letter, said: 

It could have been heard long ago if the parties had been prepared 
and if the issues had been in proper shape. As it is, as you indicate 
the complainant will probably not be ready much before the early part 
of May, we will endeavor to have it put in an itinerary about that time, 
and give all concerned as much notice as possible. 


Denial of Reconsideration in 
Barge-Trailer Case Asked 


The Red River Barge Line has asked the Commission to 
deny the petition of the applicant in W-923, Chester D. Bintliff 
and David C. Bintliff, dba Gulf Canal Lines, Inc., Application 
for reconsideration. The applicants sought reconsideration 
largely on the ground that the Commission had placed limita- 
tions on the authority granted, citing the opinion of the Su- 
preme Court of the United States in the Seatrain case, in 
which the court said the Commission did not have authority 
in that case to revoke the outstanding certificate (see Traffic 
World, Feb. 8, p. 403). 

Red River made, in part, the following opening statement 
in its reply to the petition for reconsideration: 


In these proceedings, applicants sought to acquire from the Com- 
mission a broad sweep of operating rights, based on a fantastic pro- 
posal which however concocted was designed to create an impression 
that here was the birth of a system of water transportation which would 
revolutionize the entire transportation industry, and do away with the 
present system of barge line Operations, which in substance was termed 
antiquated, impractical and economically unsound. The record in this 
case clearly and definitely shows that applicants’ proposal was to pro- 
vide a speedy, regularly scheduled service for the transportation of all 
commodities without restriction or limitation between all points along 
their route. From the record in this case, it must be obvious that 
applicants’ whole case was made and based upon two fundamental 
principles. One of these principles was speed in transit and the other 
was the proposal to handle freight on a unique type of vessel equipped 
with trailers which would eliminate handling. ... 


The applicants proposed to use L. C. T. and L. S. M. craft, 
equipped with a: low flat-bed trailer to be delivered to a ship- 
per’s platform and loaded, then placed on the craft and the 
freight and trailer carried to destination where the trailer 
would be taken off and delivered to consignee’s door, freight 
to be unloaded by the consignee. 

Red River said the applicants, on or about July 31, 1946, 
had commenced “in a faint way the operation of this fantastic 
system of transportation and after a few months of struggling, 
awakens to the fact that the venture is a miserable failure, 
and petitions the Commission for reconsideration. . . .” 

After reviewing the testimony in support of the application, 
Red River said it was true there had been what counsel for 
the applicant called a “spontaneous outpouring of public wit- 
nesses,” but said the witnesses had appeared because they were 
“led to believe that the applicant could accomplish something 
miraculous with the proposed system of water transportation 
which he had conceived.” It said the division was justified 
in limiting the authority granted, adding that it had been ‘“‘con- 
siderate and generous in such findings.” The findings of the 
division should be sustained by the Commission, it said, as the 
record showed conclusively that the supporting witnesses were 
interested principally in obtaining the proposed service only to 
the extent of “speed in transit” and the handling of freight on 


a unique type of vessel, equipped with trailers to eliminate 
handling. 


BUS SERVICE IN N. Y.-N. J. AREA 


The Hudson & Manhattan Railroad Co. has petitioned the 
Commission for reconsideration of the order of division 5 of 
December 6, 1946, denying a petition of the H. & M. for the 
institution of an investigation in respect of practices in the 
operation of motor bus carriers between New York City and 
the New York-New Jersey short-haul mass transportation area. 

The H. & M. said that in its original petition it alleged 
and cited facts to show “that the present state of chaotic and 
unbridled cut-throat competition between interstate motor bus 
carriers” in the area involved “is a direct result of the Com- 
mission’s persistence in what petitioner believes to be unlawful 
practices” involving Commission authorizations relating to the 
service involved. 


The H. & M. takes the postion that the matter involved 
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should be passed upon by the entire Commission which, it said, 
should consider the propriety of instituting the general investi- 
gation requested. 


Atlanta Freight Bureau Opposes 


Water Carrier Exceptions Motion 


The Atlanta Freight Bureau, representing shippers and 
receivers of freight in the Atlanta, Ga., industrial area, has 
asked the Commission to deny a motion of coastwise water 
carriers that it include in the scope of Ex Parte 164, Water- 
Competitive Rates and Practices, exceptions to classification 
ratings established by the railroads in Southern Territory in 
1940 (see Traffic World, Jan. 25, p. 259). The bureau asked 
the Commission to reaffirm its order of December 16, 1946, 
when it instituted investigations into transcontinental rail and 
intercoastal water rates, but said it would not investigate clas- 
sification exceptions of any kind. This reaffirmation, the bureau 
said, would negate the alternate motion of the water carriers 
to reopen No. 28550, Reduced Ratings in Exceptions, Southern 
Territory, and MC C-210, Reduced Ratings in Exceptions, 
Southern Motor Carriers, which were discontinued because of 
the pendency of the 1939 class rate investigation. 

The bureau said the 1940 exceptions were in fact consid- 
ered as “classification proper ratings’ and represented what 
the southern carriers believed to be a needed readjustment on 
the particular classes of traffic included in the revision, publi- 
cation of the adjustment in the form of exceptions being a 
matter of expediency in the first instance. It said it was sig- 
nificant that the water carriers had not opposed establishment 
of the revised classification ratings when they were filed or 
later when they were considered in the class rate investigation. 
In fact, it said, “they were parties to and acquiesced in the 
September 1, 1940, readjustment.” 

The bureau said inclusion of the ratings appeared prem- 
ised entirely on an erroneous assumption that the establish- 
ment of the reductions promoted unfair and destructive com- 
petitive practices. Only a few motor carriers claimed the re- 
ductions were for the purpose of diverting high class less- 
carload traffic from the trucks to the rails, it said, and that 
southern shippers did not consider the revised ratings as action 
by the railroads to do undue violence to the motor carriers or 
that the readjustments were to promote destructive competi- 
tion. 

It was significant that the water carriers conformed their 
port-to-port*rates to the .revised ratings, it said, saying that 
joint rail-and-water and rail-water-rail rates became subject 
to the revised ratings to the same degree as the all-rail rates. 
Later, the bureau said it did not readily appear why the ap- 
plication of the revised ratings between north and south At- 
lantic ports was necessary because of “the wide difference be- 
tween the all-water and all-rail rates between those ports,” and 
continued: 


It is significant that the through one-factor rates published on the 
so-termed non-concurrence plan applying from interior eastern territory 
as far west as the Buffalo-Pittsburgh line (as to class rates) to South 
Atlantic ports continued to be and still remain subject to Southern 
classification ratings proper, although these class rates are far below 
the all-rail rates or the motor carrier rates and their continued mainte- 
nance might be well considered in the category of promoting destruc- 
tive competition. However, the water carriers fail to request that they 
be included in the instant proceeding. A statement of these rates from 
representative eastern origins to south Atlantic ports is attached 
hereto. . . . (Not reproduced.) 


The bureau said the national transportation policy did not 
require the Commission to adjust the rates of one transporta- 
tion agency to provide a rate “umbrella” under which some 
other agency could operate as a profit, regardless of whether 
or not it might be in the public interest. 

Referring to the alternate suggestion that No. 28550 and 
MC C-210 be reopened, which plea, the bureau said, the motor 
carriers appeared “to enthusiastically support,” the bureau 
said the movants were grasping at straws. The consolidated 
proceeding was discontinued for reasons well known to the 
Commission and the motor carriers, it said, and need not fur- 
ther be dealt with, adding that “it will suffice to say that the 
water carriers have selected a strange bedfellow, the motor 
carriers, whom they shunned at the time these revised ratings 
about which they now complain were established.” 

Aside from other reasons why southern and northern ship- 
pers should not be subjected to an increased transportation 
bill as a result of the motion of the water carriers, the bureau 
said such a change would not be practicable unless similar 
changes were made through Southern Territory and between 
all of Official and Southern territories, primarily because of 
the provisions of the fourth section of the interstate commerce 
act. In the final analysis, it continued, such action would not 
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be possible without a revision being made throughout the area 
east of the Mississippi River, adding that such a revision would 
run counter to the Commission’ s decision in the class rate in- 
Westigation. The water carriers and supporting motor carriers, 
if they wanted expeditious action, might further their cause by 
supporting that decision before the Supreme Court of the 
United States, the bureau said. 

The bureau said in a matter having such broad implica- 
tions, the public interest as well as carrier interest should be 
recognized. 

“As a selfish proposition,” it said, “the bureau is not con- 
cerned about whether or not the water carriers reinstate serv- 
ice to the interior south, as under changed conditions the 
water-and-rail and rail-water-and-rail routes between eastern 
seaboard territory and important sections of the south are 
uneconomical. Conversally (conversely), these parties have no 
desire to see any injustice inflicted upon the water carriers 
within the range of economical operation.” 

A new and formidable competition had grown up in recent 
years, said the bureau, referring to the service of regulated 
freight forwarders. This competition was just as serious, if 
not more so, than competition that could be expected from the 
rail or motor carriers, it said, and continued: 

It is significant that the forwarder having the greatest volume of 
tonnage between the east and Atlanta, Ga., for the most part moves its 
traffic via motor carrier under a contractional volume rate lower than 
the published rate of the motor carriers or other competing agencies. 
The freight forwarder, in turn, exacts a relatively higher rate from 
the shipper, which enables the forwarder to make a greater profit, 
entirely without benefit to the shipping public. The objective of the 


water carriers here appears to be coincidental with that of the freight 
forwarders. 


HEARING ON DIVERSION RULES 


The National Diversion and Reconsignment Committee has 
announced a public hearing at 10 a. m., February 21, in Room 
2048; 608 South Dearborn street, Chicago, according to Chair- 
man E. Morris. The hearing will be on a proposal to cancel 
exceptions named in railroads’ tariffs publishing diversion and 
reconsignment rules governing shipments of general dead 
freight traffic, which permit services to be performed by the 
railroads free of charge for diversion or reconsignment, change 
in consignee or destination, or holding for orders, of carload 
export and import traffic. 


STATE COMMISSION PERSONNEL CHANGES 


Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, has reported the 
following personnel changes in state commission staffs: 


In Virginia, Commissioner H. Lester Hooker was elected chairman 
of the State Corporation Commission for a term of one year commencing 
February 1, 1947, pursuant to the annual rotation plan of the commis- 
sion. Mr. William C. Seibert has been named commerce counsel of the 
Commission, succeeding Mr. H. E. Ketner, resigned. 

In California, Mr. Kenneth Potter has been appointed by Governor 
Warren upon the Public Utilities Commission to fill the vacancy caused 
by the recent resignation of Commissioner Clark. The appointment must 
be confirmed by the Senate. Mr. Potter is a professor of economics and 
history at Fresno State College. 

In Texas, Mr. William J. Murray has been appointed upon the Rail- 
road Commission, succeeding Commissioner Beauford Jester who has 
been elected governor. Mr. K. C. Miller has succeeded Mr. L. D. Ransom 
as secretary of the commission. 


PRACTICE BEFORE TENNESSEE COMMISSION 


C. E. Widell, transportation director of the Tennessee 
Manufacturers’ Association, Nashville, Tenn., has sent to sev- 
eral members of the Tennessee legislature and to several offi- 
cials of the state a letter setting forth objections to a bill 
pending on the House side of the legislature by which non- 
lawyers would be forbidden from practicing before the Rail- 
road and Public Utilities Commission of Tennessee. 

Mr. Widell said in his letter that the state commission was 
an administrative body, not a law court; that its rules of prac- 
tice and general procedure were designed to meet the needs 
of administrative functions; that men trained and experienced 
in transportation were a recognized part of the commission’s 
work; that rules of law there were merely incidental to fact- 
finding procedure, and that “lawyers may, of course, have a 
place in the field of administrative procedures affecting trans- 
portation, but what we desire to emphasize is that practice 
gw the commission should not properly be termed practice 
of law.” 


MAYFLOWER WAREHOUSEMEN’S ASSOCIATION 

The Mayflower Warehousemen’s Association will hold its 
annual convention on May 26 to 29, in the Empress Hotel at 
Victoria, British Columbia, according to J. F. Dawson, execu- 
tive secretary. 
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Alabama Asks Leave to Intervene 
in Georgia Freight Rate Case 


Governor Folsom, of Alabama, has filed in the Supreme 
Court of the United States a petition for permission for the 
state of Alabama to intervene in the original suit of the state 
of Georgia in that court against certain northern and southern 
railroads and has stated in his petition that Alabama “adopts” 
as its own the complaint of Georgia that the defendant rail- 
roads have conspired unlawfully to establish freight rates dis- 
criminatory against Georgia and other southern states. 

Some observers in Washington regarded Alabama’s inter- 
vention petition as a move to maintain the Supreme Court 
proceeding against the railroads in event of a move by the 
successor té former Governor Arnall, of Georgia, to drop the 
suit. Shortly after the filing of the Alabama governor’s peti- 
tion, there were reports from Georgia that Judge Hendrix of 
the Superior Court at McDonough, Ga., had ruled that Herman 
Talmadge, son of the late Eugene Talmadge, the ex-governor 
who had been elected to succeed Governor Arnall and~ who 
died before the oath of office could be administered to him, 
was constitutionally holding the executive offices of Georgia 
and that his election to the governorship by the state legis- 
lature, after his father’s death, was legal. It was indicated 
that Lieutenant Governor Thompson, contesting Herman Tal- 
madge’s claim to the governorship, would appeal the Superior 
court decision to the Georgia Supreme Court. 

In his petition for leave to intervene in the Georgia suit 
in the U. S. Supreme Court, Governor Folsom said that the 
freight rates about which Governor Arnall complained, on be- 
half of Georgia, were “detrimental and burdensome to the 
commerce, the people, and the economy of .. . the state of 
Alabama as well as of the state of Georgia and other southern 
states. He contended that Alabama’s intervention would “fa- 
cilitate and not impede the due administration of justice.” 


Brief in Highest Court Assails 
I. C. C. Ex-Barge Grain Decision 


That the Commission exceeded its authority and failed to 
conform to the statutory standards when, in its decision in the 
reopened “‘ex-barge grain case” in February, 1945, it prescribed 
and approved ex-barge grain rates to the east from Chicago 
somewhat higher than the corresponding ex-rail and ex-lake 
rates were contentions made in a brief filed in the Supreme 
Court of the United States by counsel for the Inland Water- 
ways Corporation in No. 72, Interstate Commerce Commission, 
Appellant, vs. A. L. Mechling et al. 

Attorneys by whom the ‘Inland Waterways Corporation 
brief was prepared were Luther M. Walter, John S. Burchmore, 
Robert N. Burchmore and Nuel D. Belnap, of Chicago. 

“It (the Commission) has authorized the Pennsylvania 
Railroad to charge more on grain brought from Kan:as City 
to Chicago by the Federal Barge Lines than on grain brought 
from Kansas City to Chicago by the Alton Railroad,” the Inland 
Waterways Corporation declared, “even though it performs 
precisely the same service in either case, and even though each 
of the two connecting carriers bring the grain from the same 
origin and interchanges with the Pennsylvania Railroad under 
the same circumstances and conditions. . . .” 

In the brief it was stated that the proceedings before the 
Commission were instituted in 1939, when the eastern railroads 
proposed to restrict all reshipping rates so as to be inapplicable 
to the reshipment of any grain which moved to Chicago via the 
Illinois Waterways; that, after hearings, the Commission found 
the proposed schedules just and reasonable and not otherwise 
unlawful; that the Commission’s order was set aside by a 
federal district court in Cargill, Inc., vs. United States (1942), 
44 Fed. Sup. 368, but that on appeal to the U. S. Supreme 
Court the district court’s decree was reversed, in Interstate 
Commerce Commission vs. Inland Waterways Corporation, 319 
U. S. 671, decided in June, 1943. 


Differential on Grain to New York 


After observing that the Commission thereafter reopened 
the proceeding for further hearing on the question.as to what 
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would be reasonable and otherwise lawful proportional or 
reshipping rates for application to ex-barge grain, the Inland 
Waterways Corporation said: 


In its report and order on further hearing... the Commission pre- 
scribed and approved ex-barge rates from Chicago certain amounts less 
than the corresponding local rates. To New York, as a representative 
destination, the ex-barge rates was made 5.5 cents lower than the 
local rate of 34.5 cents, or 29 cents. ... The existing ex-rail and ex-lake 
rates of 26 cents from Chicago to New York were not disturbed. They 
are 8.5 cents under the local rate. This means that the prescribed and 
approved ex-barge rate to New York is 3 cents higher than the corre- 
sponding ex-rail and ex-lake rate.... 


The Commission’s report and order were enjoined and set 
aside by the federal district court for the northern Illinois 
district by a decree entered November 26, 1945, and the Inland 
Waterways Corporation asked, in the instant brief, that the 
Supremé Court affirm the decision of the district court. 

Specifically, the government corporation said, the question 
presented by its complaint was: Did the Commission’s findings 
support its conclusion that the relation between the ex-rail pro- 
portionals and the prescribed ex-barge proportionals did not 
result in a discrimination between connecting carriers within 
the meaning of section 3 (4) of the interstate commerce act? 


Differentiation of Connecting Carriers 


The corporation’s “summary of argument” in the brief on 
this point included the following: 


Section 3(4) provides that no common carrier by railroad shall 
discriminate in its rates or charges between connecting carriers. It 
further defines the term ‘‘connecting carriers’’ as including any com- 
mon carrier by water and any’ common carrier by railroad. It is the 
contention of this appellee that railroads are thereby enjoined from 
differentiating in their rates between connecting rail and water carriers 
except where such differentiation is reasonably related to differences 
in the circumstances and conditions surrounding the transportation 
service. We concede that if one connecting carrier originates the inter- 
changed traffic at a point which is nearer or farther from the point 
of interchange than the origin at which the other connecting carrier 
receives the traffic, that fact may be considered by the Commission as 
a differentiating circumstance under the law. Likewise, if the eastern 
railroad performs substantially greater service in transporting grain 
received from one connecting carrier than from the other, that fact 
may lawfully be considered as a differentiating circumstance. The mere 
fact that one connecting carrier is a barge line and the other a railroad 
does not, under the terms of the statute, warrant a difference in rate 
treatment by the eastern railroads... . 

The Commission found that, on the average, the eastern railroads 
performed more service on ex-barge grain than on ex-rail grain in 
respect to terminal service at the gateway, transit service east of the 
gateway, and line-haul service to southern central territory points. It 
further found that the average inbound barge haul from river origins 
is shorter than the average of the inbound rail hauls from all origins. ... 

To average all water lines and then compare the result with the 
average of all rail lines, regardless of competitive relationships among 
them, is to subordinate individual comparisons to irrelevant averages. 
Such collective treatment essentially amounts to treating connecting 
carriers according to types, and that is forbidden by the statute.... 


“Rio Grande” Reorganization Fight 


in Supreme Court Continues 


Motions by adversary parties in the Denver & Rio Grande 
Western reorganization case that the U. S. Supreme Court 
depart from its 25-day rule with respect to the issuance of its 
mandate to the lower courts of jurisdiction, in accordance with 
its decision of February 3 in this case (see Traffic World, Feb. 
8, p. 405), were denied by the Supreme Court on February 10, 
by an order in No. 690, Insurance Group Committee et al. 
Petitioners, vs. The Denver & Rio Grande Western Railroad 
Co. et al. 

“The motion by petitioners for immediate issuance of the 
mandate is denied,” the court said in its order. “The motion 
by respondents to extend the time for issuance of the mandate 
for a period of 35 days after the expiration of the 25 days 
period prescribed for the issuance of a mandate as of course, 
is denied.” 

In its opinion of February 3, with Justice Frankfurter dis- 
senting, the Supreme Court upheld the I. C. C.-approved plan 
of reorganization for the D. & R. G. W., which had been con- 
tested by the debtor road, its stockholders and certain creditors 
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on the ground that the plan did not adequately take into ac- 
count increased earnings and earning power of the railroad in 
and after the World War II years. The Supreme Court vacated 
a federal appeals court order directing a stay of consummation 
of the plan and affirmed a federal district court order denying 
a petition for the setting aside by that court of its earlier order 
approving the plan. 

Parties to the motion for immediate issuance of the Su- 
preme Court mandate in No. 690 were the so-called bondholder 
groups—the Insurance Group Committee, Reorganization Com- 
mittee, Central Hanover Bank & Trust Co., trustee; Guaranty 
Trust Cc. of New York, Trustee, and United States Trust Co. 
of New York, trustee. They said their reasons for asking imme- 
diate issuance of the mandate were set forth in their joint brief 
in which they made contentions to the effect that the respond- 
ents had no new evidence to warrant reconsideration of the 
reorganization plan approved by the district court and that 
prompt consummation of the plan should be permitted. 

The motion of the debtor road and other respondents for 
a 35-day delay in issuance of the Supreme Court mandate con- 
tained the advice that these respondents intended, in any event, 
to file within the 25-day interim between the handing down of 
the Supreme Court’s opinion in No. 690 and the issuance of the 
mandate a petition for rehearing, “pointing out where and why 
they believe that the opinion of this court might properly be 
modified to further justice in this case and to establish a more 
dependable precedent for- future cases.” 

The respondents in No. 690 said in their postponement 
motion that “section 77 of the national bankruptcy act... was 
one of the most critical encroachments upon the rights of 
private property ever undertaken by a peacetime Congress.” 

“On February 3, 1947,” they said, “the Associated Press 
and other like bureaus at Washington put upon the wires for 
publication through the United States two disconnected but 
closely related. news dispatches, one an announcement of the 
decision by this court ordering the district court at Denver to 
put into effect a plan of reorganization based upon an inter- 
pretation of an act of Congress known in fact to have been 
contrary to congressional intent, the other a dispatch revealing 
a conference held that day at the White House between the 
President of the United States and key members of the inter- 
state commerce committee of the United States Senate and the 
judiciary committee of the House of Representatives, having as 
its objective a prompt passage of legislation to give relief from 
what they officially recognize to be a misinterpretation of their 
own legislation by this court... . 

“The purpose of the prefixed motion is to ask the court 
to consider whether in the extraordinary if not wholly unprece- 
dented situation, the Judiciary should not stand by and prevent 
further irreparable forfeitures while the Congress and the Pres- 
ident are proceeding actively to correct critical errors of inter- 
pretation for which the Judiciary is at least responsible. 

“This of course involves the further question whether great 
fiduciary institutions such as the petitioners in this case which 
should be exemplars of fair dealing should be permitted to take 
snap judgment to thwart the Congress and the President of the 
United States.” 


California-Nevada-Utah Petroleum 
Motor Rights Contested 


Lang Transportation Corporation, of Vernon, Calif., has 
filed suit in the federal court for the southern California dis- 
trict, central division, asking it to set aside the order of the 
Commission in MC 70662, Sub. 5, Cantlay & Tanzola, Inc., 
Extension. In that proceeding, on further hearing, the Com- 
mission granted the applicant authority to transport petroleum 
and petroleum products, in tank trucks, except asphalt and 
heavy oils requiring special heated equipment, from points in 
Ventura, Los Angeles and Orange counties, Calif., to points in 
Esmeralda, Nye and Clark counties, Nev., and points in Wash- 
ington, Kane, Iron and Garfield counties, Utah, and return of 
rejected or contaminated shipments. 

Lang asked the court that, as an alternative to setting 
aside the Commission’s order, the court direct the Commission 
to reopen the proceedings for the taking of further testimony 
under present-day peacetime conditions. It also asked a tem- 
porary or interlocutory injunction restraining the Commission 
from issuing a certificate authorizing the involved transporta- 
tion. 

The complaining company said its petition for reconsidera- 
tion had been denied by the Commission. In its petition, it said, 
it argued that, “having been the subject of such vacillating 
treatment by division 5 of the Commission, the full Commis- 
sion should hear and determine final disposition of the matter.” 
The petition, it said, was “perfunctorily denied.” 

Lang alleged that the record in the proceeding was stale, 
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and that operations by Cantlay & Tanzola would be in com- 
petition with it and would deprive it of business. It said it 
had pointed out in its petition that the ‘‘termination of hostili- 
ties virtually terminated the heavy wartime traffic moving to 
and from the points involved.” 

The case was docketed civil action No. 6403-OC, Lang 
Transportation Corporation vs. United States of America and 
the Interstate Commerce Commission. 


Export Coal Permit Refusal Involved 
in Suit Against the Commission 


Associate Justice Goldsborough, of the federal district 
court of the District of Columbia, held an informal hearing, 
February 12, in a suit brought by C. W. Hendley & Co., Inc., 
Baltimore, Md., and George Bone and Frances Bone, a partner- 
ship doing business as B. and M. Construction Co., Pittston, 
Pa., for injunctive orders to restrain the Commission from 
refusing to grant a permit for certain coal shipments under 
service order No. 552, Control Tidewater Coal—Appointment 
of Agent. That order appointed an agent to control the move- 
ment of coal through the ports to avoid congestion. 

Trial of the case was set for February 17, by Justice 
Goldsborough, who, at the same time suspended, pending court 
action in the case, subpoenas that had been issued against 
Commissioner Johnson, Secretary Bartel, Director Clinger, of 
the Commission’s Bureau of Service, Thomas Leonard, of 
the Office of Defense Transportation, and W. R. Godber, of 
New York, permit agent of the Commission under the afore- 
mentioned service order. The subpoenas required the bringing 
to court of pertinent records regarding coal shipments through 
the Greenwich piers, Philadelphia, and other data. 

The plaintiffs had alleged that C. W. Hendley & Co., Inc., 
had agreed to sell the United Nations Relief and Rehabilita- 
tion Administration 100,000 tons of coal which in turn was 
purchased from the B. and M. Construction Co., for shipment 
from Moosick, Pa., to Greenwich piers, Philadelphia, for export. 
They said that between November 30, and December 28, 1946, 
approximately 53,000 tons were shipped but that after Decem- 
ber 31, the Commission’s permit agent, Mr. Godber, refused a 
permit for the balance of the shipments and they cited certain 
losses alleged to result from the action. 

At the informal hearing, J. S. Payne, assistant chief coun- 
sel of the Commission, told the court that it was not apparent 
the plaintiffs had a cause for action and that the Commission 
officials should not be called until it was determined by the 
court that there was such a cause. He said it appeared that 
the plaintiffs had not exhausted the administrative remedies 
available. 

The case is civil action No. 581-47, C. W. Hendley & Co., 
Inc., and B. and M. Construction Co. vs the United States, 
the Commission, and the Treasury Department. 





SERVICE ORDER VIOLATION 


The Commission has been advised that, January 28, in the 
federal court for the eastern Missouri district, judgment was 
entered in favor of the government against the St. Louis-San 
Francisco Railway Co., in the sum of $1,000 and costs, accord- 
ing to a memorandum for the press issued by Secretary Bartel. 

The memorandum said the matter involved use by the car- 
rier of refrigerator cars for the transportation of empty beer 
containers during a specified period without having obtained 
authority therefor as required by Agent Taylor’s second 
amendei order No. 413, issued pursuant to the Commission’s 
service order No. 95. It said a civil suit was brought against 
the carrier under the provisions of section 1(17) of the inter- 
state commerce act and that the case had been investigated by 
the Commission’s Bureau of Inquiry. 


PHILADELPHIA PASSENGER ASSOCIATION 


T. A. Seery, of the Reading Co., was elected president of 
the Philadelphia Passenger Association, at the recent annual 
meeting held in the Sheraton Hotel. Others elected are: 


First vice-president, L. J. McKernan, Union Pacific Railroad; sec- 
ond vice-president, E. B. Saltmer, Baltimore & Ohio Railroad; treas- 
urer, A. E. Rohmer, Great Northern Railway; secretary, L. H. Dahms, 
Rock Island Lines; hostorian, H. R. Scott, Pennsylvania Railroad; and 
directors: H. V. Chamberlain, Chicago, Burlington & Quincy Rail- 
road; C. J. Christman, B. & O.; R. E. Dunn, Pennsylvania; A. W. 
Kushmore, Reading Co.; P. J. Logan, Pennsylvania; F. B. Powell, 
B. & O.; P. C. Servine, Atlantic Coast Line Railway; W. P. Walker, 
Chesapeake & Ohio Railway; and J. C. White, Chicago & North West- 
ern Railway. 


F. X. Ivers, of the Santa Fe Railway, retiring president, 
was named -to the board of governors. 
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C. & O. Official Proposes Changes 
in Rate Bureau Bill, S. 110 


Robert W. Purcell, vice president—law, of the Chesapeake 
& Ohio, has submitted to the Senate interstate and foreign 
commerce committee a draft of changes proposed by him in 
the language of S. 110, the Reed-Bulwinkle bill to immunize 
from the anti-trust laws certain carrier agreements after their 
approval by the Commission. 

In a letter setting forth the changes he recommended, Mr. 
Purcell adhered to the view he expressed in testimony before 
the committee on February 4 that there was no need for legis- 
lation to exempt from the anti-trust laws agreements between 
carriers as to settlement of claims and other matters not in- 
volving rates (see Traffic World, Feb. 8, p. 415). He was asked 
at that time by Senator Reed, of Kansas, to prepare for the 
committee his recommendations as to revisions of S. 110 that 
would meet the objections he had stated concerning the bill in 
its present form. 

The changes proposed by Mr. Purcell retain in the bill, 
with some modifications, provisions for Commission approval 
of agreements concerning “time schedules, the interchange of 
facilities, the settlement of claims, the promotion of safety, or 
the promotion of adequacy, economy or efficiency of operation 
or service’—with the appended observation by Mr. Purcell 
that, in his-opinion, the proposed legislation, even as so modi- 
fied, would “act as an unnecessary deterrent upon competition 
among carriers.” 

“If, however, the committee disagrees with my views,” he 
concluded, “I most heartily recommend the incorporation in 
S. 110 of the modifications suggested above... .” 


Proposals Studied by Shippers, Carriers 


Senator Reed subsequently discussed Mr. Purcell’s recom- 
mendations with shipper and carrier interests and with other 
members of the Senate committee and indicated that efforts 
would be made to bring the legislation before the Senate at 
the earliest opportunity. 

Mr. Purcell said, in his letter to the committee members, 
that the modifications of S. 110 that he was suggesting were 
designed to “make certain that this legislation would not grant 
immunity from the anti-trust laws to carriers entering into 
agreements relating to matters other than rates under confer- 
ence procedures approved by the Interstate Commerce Com- 
mission, unless such agreements also were specifically approved 
by that Commission.” 


Need for Joint Action on Rates 
His letter included the following comment: 


The public interest requires, and the shipping and traveling public 
is entitled to enjoy, the benefits of constant developments in all fields 
and in all phases of transportation service. It is my firm conviction that, 
except as to rate matters, such developments and the resulting benefits 
can best be assured by the stimulation of individual initiative through 
the prohibition or discouragement of joint action among carriers that 
tends to restrict competition. I recognize, of course, that some agree- 
ments and certain other joint action among carriers are requisite for 
the continued development of the integrated rate. structure of our coun- 
try. Complete prohibition of joint action in this field would tend to 
freeze rather than to promote the development of the rate structure. 

While it may be desirable for Congress to clarify the limits of the 
area within which carriers may agree and act jointly in the establish- 
ment and modification of rates, rate adjustments and rate relationships, 
I think that the public interest would best be served by the enactment 
of legislation not only removing all doubt as to the legality of rate 
conference activity, but also requiring simplified procedures to expedite 
the handling of rate proposals, and preserving competition in rate mak- 
ing to the extent that competition is consistent with the establishment 
of rates, rate adjustments and rate relationships that are reasonable 
and that avoid undue discrimination, preference or prejudice. 

With respect to the other matters covered by the bill, such, for 
example, as the settlement of claims, there exists no corresponding 
heed for agreements and joint action among carriers. I do not under- 
Stand that the anti-trust laws prohibit carriers from discussing and 
considering their operating, engineering and other problems or from 
entering into agreements or taking other joint action respecting such 
matters which do not restrain trade or commerce. It is my considered 
opinion that no additional legislation is necessary to define the sphere 
within which carriers may collaborate on such matters or to afford 
them adequate protection against Sherman act prosecutions for such 
collaboration. Under the standards set forth in subsection (2) of the 
Proposed bill, I do not believe that the Commission would be em- 
Powered to approve any agreement among carriers relating to the mat- 
ters, other than those pertaining to rates, enumerated in the sub- 
section into which the carriers are not presently free to enter. 


Proposed Revision of Two Subsections 


The changes proposed by Mr. Purcell dealt only with sub- 
sections (2) and (9) of S. 110. He recommended that those 
sections be worded as follows: 
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“*(2) Any carrier, party to any agreement between or among two or 
more carriers concerning time schedules, the interchange of facilities, 
the settlement of claims, the promotion of safety, or the promotion of 
adequacy, economy, or efficiency of operation or service, or concern- 
ing, or providing rules or regulations pertaining to or procedures for 
the consideration, initiation, or establishment of rates, fares, charges 
(including charges as between carriers), classifications, divisions, allow- 
ances, or routes, may, under such rules and regulations as the Commis- 
sion may prescribe, apply to the Commission for approval of the agree- 
ment, and the Commission shall by order approve any such agreement 
(if approval thereof is not prohibited by paragraph (4), (5), or (6)). 
if it finds that the object of the agreement is appropriate for the proper 
performance by the carriers of service to the public, that the agree- 
ment will not unduly restrain competition, and that it is consistent with 
the public interest as declared by Congress in the national transporta- 
tion policy set forth in this act; otherwise the application shall be 
denied. The approval of the Commission shall be granted only upon 
such terms and conditions as the Commission may prescribe as neces- 
sary to insure compliance with the standards above set forth in this 
Paragraph. 

“*(9) No agreement approved by the Commission under this section, 
and no conference or joint or concerted action pursuant to and in con- 
formity with such agreement as thé same may be conditioned by the 
Commission, shall be deemed to be a contract, combination, conspiracy. 
or monopoly in restraint of trade or commerce within the meaning of 
the anti-trust laws; Provided, however, That the approval by the Com- 
mission of any agreement concerning time schedules, the interchange 
of facilities, the settlement of claims, the promotion of safety, or the 
promotion of adequacy, economy, or efficiency of operation or service 
shall not be deemed to be approval of any subsequent modifications or 
amendment thereof or of any supplemental or other agreement made 
pursuant to any provision contained in the original approved agree- 
ment; and Provided further, That this paragraph shall not apply to 


agreements, or parts thereof, dealing with matters over which the 
Commission has no jurisdiction.’’ 


; Support from Philadelphia Traffic Men 


In a letter to Chairman White, of the Senate interstate and 
foreign commerce committee, Lewis T. Cuthbert, chairman of 
the legislative committee of the Commercial Traffic Managers 
of Philadelphia, has advocated enactment of S. 110, the Reed- 
Bulwinkle bill to exempt from the anti-trust laws I. C. C.- 
approved agreements of carriers of the same type. 

Mr. Cuthbert said that those who clamored “collusion” and 
“conspiracy” among carriers in rate bureau activities failed to 
distinguish between concerted action subject to governmental 
control and final approval and such action in fields where there 
was no provision for such regulation in the public interest, and 
added that the distinction was vast and significant. He pointed 
to existence of thousands of possible routes between traffic 
gateways and destination or origin points, to the policy of the 
railroads and of the law to keep those routes open to traffic, 
and to the requirement of the law that through rates between 
any two points must be the same by any and all established 
routes. He added that establishment of such routes and of 
through rates could not be accomplished without consultation 
and arrangement among railroads. He asserted that shippers of 
the country “have as much at stake as do the transportation 
companies in passage of S. 110.” 


Lawmakers Await Truman's Advice 
on Rail Reorganization Bill 


Senators and House members in Congress interested in en- 
actment of legislation to make possible the salvaging of some 
equity for stockholders of railroads undergoing reorganization 
under section 77 of the national bankruptcy act are awaiting 
a memorandum from the White House, making suggestions as 
to provisions of such legislation that would meet with Presi- 
dent Truman’s approval, before they proceed to introduce a 
bill or bills to effectuate changes in railroad reorganization 
procedure, according to Senator Reed, of Kansas, a supporter 
of the so-called Wheeler-Reed bill (S.1253) passed by the 79th 
Congress and pocket-vetoed by the President. 

Senator Reed, accompanied by Representative Reed, of 
Illinois, and Representative Hobbs, of Alabama, in the course 
of a visit at the White House discussed with President Truman 
their plans for new legislation to provide some measure of re- 
lief for stockholders of railroads in reorganization which accord- 
ing to their views were no longer insolvent and had prospects 
of substantial increased earnings. Senator Reed brought with 
him the President’s “memorandum of disapproval” that was 
made public by the White House at the time of the pocket veto 
of S. 1253, in which the President qualified his objections to the 
bill by stating that it did incorporate principles for which he 
had been one of the sponsors in the Senate and that his with- 
holding of his signature from the bill was not to be taken as an 
indication that he favored the pending reorganization plans. 
The President’s memorandum also contained the statements 
that he agreed with the objectives of the bill which prevented 
undesirable control of railroads, either immediately or within a 








496 


Approximate Scale in Miles: 


° 20 


“NO STATE OF THE UNION 
surpasses Illinois in the romantic 
incidents of early days. 
full of color, action and adventure, 
for above these peaceful plains and 


AS EARLY AS 1659 
THE FRENCH DISCOVERED 
INDIANS MINING LEAD 
im THIS DISTRICT 


HOME OF 
U.S.GRANT 


BLACK MAWES WATCH TOWER 
ooo 


° 
OS ee ee 


STATION On THE 
UNDERGROUND RAILWAY, 


BISHOP HILL 
° 


SETTLED BY A RELIGIOUS 
SECT FROM SWEDEN -! 


GALES! BURG 


KNOX COLLEGE FOUNDED 183S/ 


FT. CREVE-COEUR 
FIRST STRUCTURE 
ERECTED BY WHITE: 
IM ILLINOIS Mi 


u 
WOME OF THE MORMONS- 1839-44 
® NAUVOO 


©1720 
FRENCH-INDIAN 
TRADING POST i) n 


se 
) LINCOLN . 
a LEADS Hts )° t THE OnLy ciry 
COMPANY \ OF 241 USA 
AGAINST gl . WAMED FOR THE 
GREAT E 
= PETERSBURG 
1832 PLOTTED BY 


SOLDIERS & SAILORS HOME LINCOLN THE SURVEYOR 


@ QUINCY 
ON SITE OF ANCIENT 


LINCOLN TOM 
CHIPPEWA VILLAGE 


MEREDOSIA 7 FORMER HOM! 
FIRST STEAM aA iM pkk. AMD RELICS 
(638) e — 
JACKSONVILLE OUSANDS 
TLuNOLs couece 10, SPRINOFIEW 


is 
SPRINGFIELD 
FouNDED 1e2g ANNUALLY 


STATE CAPITOL 
INCE 1637 


: 

i 
UM 

NEARLY A TENTH 
OF THE WHOLE UNION 


ARMY WAS FURNISHED 
BY ILLINOIS - 1861-65 


(260,000 men) 


© LITCHFIELD 
“)) PeniTemtiaay 
LTON SMURTUEFE COLE 


B STAUNTON fi \ 
é \ 
. ’ 
LOTT ASSASSINATEO 


1637 FT. RUSSEL, CENTER 
OF MILITARY OPERATIONS 
GWAR OF 1812 


J EDWARDSVILLE 


These are 


woods once waved the flags of four 


contending nations, while men of the 
white race and the red strove contin- 
ually for mastery . . . the continual - 


S ST.LOUIS MCKINLEY -BRIDG st 


= WORLD'S LARGEST \WOe 
ono 


conflict with savagery, the conspiracy 
of Pontiac, the Wars of the Revolu- 


tion and of 1812 all had their fields 
a me a? 

of battle on Illinois soil; and there is a. 

scarcely a county without its roman- 


tic legends, its interesting traditions 


a : ee 
‘ER of the past.” { ¢ 
@ co ASkiA 
| Sams IW STONE | errno 188-20 
~~ — eel | 


COMPANY 


FRET LEGAL ExecuTON 1821 @ 


pains 1772 of ESTABLISHED HERE ABOUT 


FURST MEWS PAPER 
im LUNOIS 1815 


HERE GRANT 
ASSUMED COMMAND 
OF TROOPS in 

THE CIVIL WAR 


CAIRQ 


sot Ned 


SS 
STRONGHOLD 

/ water NAMED “STARVED ROCK 

({ FROM ROMANTIC STORY OF SIEGE AMD LAST STAKO 

OF ILUM! INDIANS, 1770 ~ NOW A STATE PARK 


GREATEST AGRICULTURAL 
COUNTY IM THE NATION 


MANCIPATOR 
DURING HIS LIFETIME 


a> 
DECATUR 
FIRST POST OF GAR-I 


SO_ VALUABLE WERE THE HUNTING AND FISHING 
MOS OF ILLINOIS, INDIAN NATIONS WERE 
CONSTANTLY WARRING FOR THEIR OWNERSHIP 


U.S. NAVAI 

STATION \®@ 
<— y ry 

FT. SHERIOAN 


= 


Po 


FLOEARBORN MASSACRE 
CHICAGO @ 


DEVASTATED BY 
MOME OF 
Ae = soatnwestern 
AND CHICAGO 


STATE FLAG 
(AvoPTeo i915 


ONSPLAYS SEAL OF ILLINOIS 


FIRST MISSION IN STATE 
FOUNDED BY PERE 


FORMER SITE OF 
MT. JOLIET 
INOIAM COUNCIL PLACE 
LATER NAMED FOR EXPLORER 


IN 1679 KANKAKEE 
LASALLE AND 
SSTREATOR. TONTY ENTEREO 
HLLINOIS VIA 
LAKE MICHIGAN 
AND INDIANA 


ME LEAN CO. 


BW JUDICIAL CIRCUIT WHERE LINCOLN 
FOR 3O YEARS THE 


PRACTISED LAW 1636-46 ATTENDING 


EVERY COURT SESSION 
& BLOOMINGTON 


STATE HEADQUARTERS San, 


Vy, . 
men OK ay sai 


\ 


womelor >) 
UNCLE JOE cao) 
DANVILLE # 


4 > aye 
Peg 000,000 ACRES IN CORN 
S / ' 
Ly =a tutti = T ie = 
x a lin ? asses. 3 
& 


UNIVERSITY OF its, 


B CLINTON ESTABUSHED 1668 


CHAMPAIGN 
URBANA 


SITE OF LINCOLNS 
FIRST HOME JM - 


ILLINOIS 1830 


COVERED WAGON 
SETTLER, WITH 
THE PLOW UNDER 
THE WAGON WHO 
LAID THE REAL 
FOUNDATION OF 
THE PROSPERITY 
OF ILLINOIS 


STATE CAPITOL 
1820-1837 af 


TWO-THIRDS OF ILLINOIS IS 
UNDERLAID WITH RICH 
gene DEPOSITS 


PERENOREE COLLEGE 1628 
GOv, FRENCH 
THE FIRST PERMANENT 
GP? SETTLEMENT BY WHITES IN 
2? ___THE ENTIRE MISSISSIPPI VALLEY 
DATING FROM A JESUIT MISSION 


1700 


LAFAYETTE 
vcore WERE 


CORPORATION 
CHARTERED IN 
STATE 1816 





TRAFFIC WORLD 


ed AS 
A OUPLICATE OF COLUM@US 
FLAGSHIP, BUILT FOR THE 
WORLDS COLUMBIAN EXPO- 
SiTion (1895) MaY BE SEEN 
IN JACKSON PARK CHICAGO. 


ASY transportation af- 

forded by its rivers 
brought the voyageurs of 
early days to the territory 
now known as the State of 
Illinois. 

In later years, transporta- 
tion has continued to play a 
big part in the development 
of its natural resources and 
the building of cities. 

First were the water 
routes, then steam lines, to 
be followed by the modern 
form of motive power - - - 
electricity. 

Today Illinois is served by 
a large and highly developed 
railway system of which the 
greater mileage and princi- 
pal terminals are electrified, 
while congested intermedi- 
ate cities are circled by 
outer-belt lines. 

The Illinois Terminal 
Railroad Company is the 
only independent railroad 
entering St. Louis from the 
East over itsown (McKinley) 
Bridge across the Mississippi 
River. It has in St. Louis, a 
new elevated-subway route, 
with underground freight 
and passenger terminals into 
the very heart of downtown 
St. Louis. This Terminal, 
which is completely electri- 
fied, includes a group of ter- 
minal buildings to facilitate 
the handling, storage and 
distribution of goods by rail 
or truck in all directions 
from St. Louis and: within 
the St. Louis area. 

The Illinois Terminal 
Railroad Company operates 
a modern passenger service 
between St. Louis and Illi- 
nois points. Passenger trains 
are electrically operated — 
without noise or smoke 
—and include reserved seat, 
coach and dining service. 
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lic eabeted Development? 


W. would be very glad to serve you, and believe we can help you 
in the proper selection of industrial sites. 

We serve the heart of Illinois, as well as the St. Louis-East St. 
Louis industrial district, with our own bridge over the Mississippi 
at St. Louis. 

Why not come into the center of population of the United States, 
where markets and raw materials are available? 

Illinois is not only an agricultural State, producing soybeans, 
corn, wheat, livestock, etc., but also produces, for the industrial de- 
velopment of the United States, coal, oil, limestone, fluorspar, etc. 

I think you will agree that better labor conditions can be main- 
tained in the city of 35,000 to 100,000 people than in the congested 
centers of the East. In the smaller city, the individual has more to 
offer his family in the way of clean living, education, religion, etc. 

We would be glad to have our Industrialist call upon you. If you 


are interested, please address— 


Mr. H. G. Powell, Vice-President 
Illinois Terminal Railroad Company, 710 North Twelfth Blvd. 
St. Louis 1, Missouri 


LRAILROAD COMPANY 
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few years, and which prevented forfeitures of securities. Sen- 
ator Reed advised President Truman that Senator Myers, of 
Pennsylvania, though he was unable to attend the White House 
conference, concurred in the views of the congressional delega- 
tion present as to the need for remedial legislation. 

After referring to the objections the President had stated 
in the memorandum of disapproval as to S. 1253, Senator Reed 
suggested that President Truman have prepared for the pros- 
pective Senate and House sponsors of the new legislation a 
memorandum setting forth recommendations of the White 
House as to provisions of such legislation that would meet ap- 
proval of the President. According to Senator Reed, President 
Truman’s reaction was friendly, and the President said he 
would give his callers a memorandum as requested. 





Bill Sets Limitation for Actions 
on Motor, Forwarder Charges 


Senator Cordon, of Oregon, has introduced S. 571, to 
amend the interstate commerce act as amended by prescribing 
limitation periods—generally, a period of three years—on the 
time within which actions may be brought for the recovery 
of undercharges and overcharges by or against motor common 
carriers and freight forwarders. 


As to either motor carriers or forwarders, the bill provides 
that actions to recover undercharges shall be begun “within 
argh from the time the cause of action accrues, and 
not after.” 


For recovery of overcharges, under terms of the bill, ac- 
tions against motor common carriers or against freight for- 
warders must be begun within three years from the time the 
cause of action accrues, subject to qualifications stated in the 
bill. One exception is that if claim for the overcharge has 
been presented in writing to the carrier within the three-year 
period of limitation, ‘‘said period shall be extended to include 
six months from the time notice in writing is given by the 
carrier to the claimant of disallowance of the claim, or any 
part or parts thereof, specified in the notice.” A further quali- 
fying provision is that, if on or before expiration of the three- 
year limitation period as to overcharges a motor common car- 

‘rier or forwarder begins action to recover undercharges in 
respect of the same transportation service, or without beginning 
action, collects charges in respect of that service, the limita- 
tion period shall be extended to include 90 days from the time 
such action is begun or such charges are collected by the 
carrier or forwarder. 

Causes of action would be deemed to accrue on delivery 
or tender of delivery by the carrier or forwarder, and not after, 
and the proposed legislation would apply only to cases in 
which the cause of action might accrue on and after the date 
of enactment, under terms of the bill. ; 





I. C. C. Safety Bureau’s Methods 
Need Strength, House Unit Told 


Representative Price, of Illinois, in an appearance before 
the House interstate and foreign commerce committee on Feb- 
ruary 10 to explain provisions of his bill, H. R. 283, now pend- 
ing before that committee, requiring installation of electronic 
communications equipment by railroads, said that, after having 
made a study of Interstate Commerce Commission accident 
report and safety methods in the last year, he felt that the 
methods of the safety bureau needed strengthening. 


As of August 23, 1946, he said, this bureau of the Commis- 
sion had only one employe with previous experience in radio 
communications and no employe with experience in the use 
of radar equipment. He contended that the Commission should 
conduct experiments in radio and radar control of rail move- 
ments with a view to determining the value of such systems 
of traffic control to the railroads. 

“The science of remote control should be put to work on 
our railroad systems if possible,” he said. “The record of rail- 
road safety is not too bright.” 

Representative Price said it was possible that the Com- 
mission already had authority to enforce requirements for 
installation of safety devices on railroads, but that some doubt 
had been expressed as to this authority, and that his bill would 
give the Commission the authority it might need to enforce 
its safety orders. He said the bill would direct the Commis- 
sion to cause to be introduced in railroad transportation full 
utilization of electronic equipment. He added that the bill 
spelled out “the often affirmed intent of Congress that the 
Commission take every possible action to insure safety” on the 
railroads. The railroads were facing a bitter fight for their 
existence in the postwar era, he remarked. He declared that 
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Congress must “take immediate action to eliminate, as far as 
possible, the causes of accidents.” 

Another “witness” before the committee in its hearing of 
authors of bills pending before it was Representative King, 
of California. He discussed, first, his bill, H. R. 1699, to create 
the All American Flag Line, Inc., as the airline to represent 
the United States in foreign air transport service. He noted 
that such a bill had been introduced by Senator McCarran, of 
Nevada, in the 79th Congress and again in the 80th Congress, 
and explained that the purpose of the legislation was tc 
enable this country, through an airline representing joint effort 
and financing by private air carriers and the federal govern- 
ment, to compete successfully with foreign air carriers in over- 
seas transport. Mr. King also discussed briefly H. R. 1699, his 
bill to establish an independent Civil Aeronautics Authority. 
He said that, in the short time since introduction of the bill, 
he had not had opportunity to prepare a comprehensive analysis 
of its provisions for presentation to the committee. Representa- 
tive Hinshaw, of California, suggested that the bill would re- 
quire extensive consideration, as it was, in his opinion, a “long 
and intricate’’ bill. 

Representative Hinshaw,, in discussion of H. R. 1540, his 
bill to create an independent Air Safety Board, said that a 
like bill had been introduced in the Senate by Senator McCar- 
ran and that he had introduced it on the House side on Senator 
McCarran’s request. He suggested that the committee defer 
consideration of the measure until it had completed its current 
investigation of aircraft accidents. 


Motor Carrier Industry Seeks 
Relief from Wage-Hour Action 


“The motor carrier industry, both interstate and intrastate, 
has been continually confused and put to unanticipated expense 
by developments under the fair labor standards act,” said 
Roland Rice, general counsel of the American Trucking Asso- 
ciations, Inc., in testimony before the House judiciary subcom- 
mittee holding hearings on H. R. 584, proposing wage-hour act 
revision. “Uncertainty of jurisdiction over our employes has 
become a difficult and costly problem. 

“Although it has long been the policy of the law to encour- 
age compromise of claims and settlement of disputes out of 
court, the Supreme Court has held that no compromise of a 
claim based on a dispute over coverage of the wage-hour law 
is' valid. The result of this decision is that today there is no 
incentive whatsoever for an employer to make a good faith 
settlement of an employe’s claim that he has not been paid in 
accordance with the act. If he should do so, and the agreement 
is that the employe is entitled to, say, one hundred dollars, and 
that sum is paid him and a waiver executed, the employe may 
still sue, recover whatever is determined to be due him under 
the act, plus an additional equal sum as liquidated damages 
and an attorney’s fee, assuming, of course, that the act applies. 
As a result of this situation court dockets will be cluttered with 
cases which otherwise would undoubtedly be settled out of 
court.” 

Mr. Rice urged revision of the law to permit a compromise 
between employer and employe of claims arising under federal 
laws, with a one-year limitation on actions to recover wage 
claims. Only Congress could stop the wave of portal-to-portal 
pay suits, said he, urging it to lose no time in enacting legis 
lation to remedy that situation. 


GARBAGE DISPOSAL FROM SHIPS, ETC. 


The House agriculture committee, has favorably reported 
H. R. 597, a bill introduced by Representative Elliott, of Cali- 
fornia, to protect American agriculture, horticulture, livestock, 
and the public health by prohibiting the unauthorized importa- 
tion into, or the depositing in the territorial waters of the 
United States, of garbage derived from products originating 
outside of the continental United States. 

The committee said in its report that the purpose of the 
bill was to provide a means of controlling the handling of 
garbage from vessels, railway cars, aircraft and other vehicles 
and the disposition thereof into the territorial waters of the 
United States or onto land within the United States, ‘“‘so as 
to reduce to a minimum the risk of diseases from such refuse, 
and to afford maximum protection to American agriculture 
and to the public generally.” 

“Under the provisions of the bill,” said the committee, 
“the burden of making proper disposition of garbage is upon 
the shipping interests. Unless garbage from carriers is dis- 
posed of in accordance with the provisions of the bill, the 
owners, operators, masters or other persons in charge of the 
vessels, railway cars, aircraft, or other vehicles, are liable. Pro- 
vision is made for the licensing of garbage collectors by the 
Secretary of Agriculture, who shall have the authority to col- 
Ee ~ : of garbage in accordance with the provisions 
of the bill.” 
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House Committee Seeks Light on 
Russian Ship-Loan Reply 


Merchant marine subcommittee told by Undersecretary 
Clayton that State Department asked Russians to return 
95 ships loaned under lend-lease agreement and that 
reply was “unsatisfactory” but could not be revealed. 
Chairman Weichel may ask Secretary Marshall to 
testify. Details of loans of U. S.-owned ships to Britain 
and Russia related. Undersecretary says ocean freight 
rates are too high 


The question of why Russia has not returned to this country 
95 American-owned merchant ships loaned to it under lend-lease 
arrangements in wartime was left over for further inquiry as 
the House subcommittee investigating loans of ships to foreign 
countries closed its hearings on February 7, subject to call of 
its chairman (see Traffic World, February 8). 

Representative Alvin F. Weichel, of Ohio, subcommittee 
chairman, announced he would call Secretary of State Marshall 
for testimony, if necessary, to reveal the contents of a reply 
sent by the Russian government to the State Department’s 
request for return of the ships. This reply had been described 
as “unsatisfactory” by Undersecretary W. L. Clayton, of the 
State Department, who informed the committee that he did not 
have authority to disclose the contents of the reply because of 
international diplomatic usage barring the publication of notes 
from one government to another. 

Undersecretary Clayton concluded his testimony with re- 
spect to negotiations surrounding the loan of ships to both 
Russia and Britain in the course of which he asserted that 
ocean freight rates were too high and that shipowners of all 
countries were now making “unheard of” profits. The sub- 
committee also heard testimony on these and other subjects 
from Admiral W. W. Smith, chairman of the Maritime Com- 
mission, Maitland S. Pennington, vice-president of the National 
Federation of American Shipping, and others. 

In the meantime, the House merchant marine committee 
has before it a joint resolution proposed by Representative 
Weichel calling for the return to the United States of all 
U. S.-owned merchant ships and the return to the United States 
flag immediately on completion of any voyage of any such 
vessel in progress on the date of adoption of the joint resolution. 

Mr. Weichel said the hearings had disclosed that approxi- 
mately 415 ships owned by the U. S. government and paid for 
by U. S. taxpayers had been ‘freely given” to foreign nations 
and that these ships had been competing against the American 
Merchant Marine since the end of the war. He added that the 
State Department and the Maritime Commission had given 
these foreign nations a “very cheap charter’ under which no 
percentage of voyage profits was paid the U. S. government 
for the use of the ships although the Maritime Commission was 
requiring of American citizens who chartered similar ships a 
payment of voyage profits. He asserted that the ship sales act 
passed in the 79th Congress did not give any government agency 
authority to charter ships to foreigners let alone turn them 
over to foreigners at a lower price than to American citizens. 


British Ship Loan Agreement 


With respect to the ships loaned to Britain, of which, at 
present, it had been testified, there were now 306 in that coun- 
try’s possession, Undersecretary Clayton said that the original 
loan had been made under the so-called ‘“‘Land-Leathers agree- 
ment” of December 9, 1944, between the United States and 
Britain, which was “an implementation of the policy set forth 
in a letter from President Roosevelt to Prime Minister Church- 
ill,” dated May 23, 1943. He said that about the time of 
V-J Day the President adopted the general policy of bringing 
lend-lease transfer on a non-payment basis (so-called “straight 
lend-lease transfers”) to a close and that in line with the 
policy, through War Shipping Administrator Granville Con- 
Way, changed the terms and conditions of the Land-Leathers 
charters to a cash payment basis, effective beginning December 
1, 1945. The action, he said, was formalized in an exchange of 
letters dated February 15, 1946. 


The last-named date was less than a month before enact- 
ment by Congress on March 8, 1946, of the ship sales act. Mr. 
Clayton said that time-consuming negotiations preceded the 
final formalization and that while they were in progress hear- 
Ings were commenced in Congress on a bill “relating to dis- 
posal of war-built vessels owned by the United States Govern- 
ment. 

“While not required to do so by law,” continued Mr. Clay- 
ton, “the President in revising the terms of the Land-Leathers 
Charters followed as closely as possible the tentative outline 
of Congressional policy contained in the then current version 
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of the bill under discussion. It should be noted that the Govern- 
ment of the United Kingdom was not required to pay charter 
hire under the existing arrangements on these vessels as em- 
bodied in the Land-Leathers agreement. Nevertheless, in order 
to assure continuation of the charters, the Government of the 
United Kingdom agreed to pay cash charter hire. 


Ship Sales Act Discussed 


“Enactment by Congress of the ship sales act on March 8, 
1946, had no legal effect upon the vessel charter arrangements 
which had previously been consummated by the Governments 
of the United States and of the United Kingdom. Although 
the Land-Leathers agreement had been shown to Congress and 
the Congress was clearly empowered to terminate it at any 
time, it did not elect to do so; and, since the wording of the 
ship sales act was clearly prospective in effect, not retroactive, 
existing arrangements such as the Land-Leathers agreement 
were presumably intended by Congress to remain undisturbed.” 

After quoting from a Senate commerce committee report 
on “Sale of Certain Government-Owned Merchant Vessels’ 
(Senate Report No. 807, 79th Congress, 1st session) showing 
what he described as “evidence of this congressional intent,” 
Mr. Clayton said existing arrangements were to remain un- 
disturbed despite the “unequivocal congressional intent” con- 
tained in the ship sales act that no war-built vessels were to 
be chartered in the future to foreign governments. 

“Assurances were asked of the executive branch of the 
Government and given by it at the time of passage of the ship 
sales act,” said Mr. Clayton, “that the future disposal of ves- 
sels then out on charter to foreign: governments on lend-lease 
would be carried out in conformity with the ship sales act. 
This serves to illustrate the understanding of Congress that 
such charters would continue and that, upon the termination 
of the charters and return of the vessels, disposal thereon 
would be in accordance with the congressional policy set forth 
in the ship sales act.” 

Mr. Clayton-said the President had adopted a general pol- 
icy of not transferring ships to foreign governments, regard- 
less of the fund with which the ships were procured, for any 
period longer than the duration of the war and six months. 
He added: 

“The Land-Leathers agreement not only conformed to this 
policy, but went further in providing for immediate termina- 
tion of the agreement by proclamation of the President or by 
concurrent resolution of the Congress. Since neither the Con- 
gress nor the President has as yet proclaimed the end of the 
War, or taken any action terminating the Land-Leathers 
agreement, the existing arrangements under the agreement are 
in strict accord with the above congressional and Presidential 
policies limiting the duration of charter of. vessels to foreign 
governments.” 

Large Ship Subsidy Not Favored 


Responding to a question of Representative Fred Bradley, 
of Michigan, chairman of the House merchant marine commit- 
tee, Mr. Clayton said he had never been in favor of any pref- 
erential treatment for foreigners in the purchase or sale of 
ships. He said he was in favor of American supremacy on the 
high seas if it could be maintained in competition as it was 
> years ago and could be accomplished without a huge sub- 
sidy. 

In reply to a question by Chairman Bradley as to whether, 
in view of Britain’s lower wages to seamen, “we were not cut- 
ting our own throats” by making the loaned ships still avail- 
able to the United Kingdom, Mr. Clayton said he did not 
think so. 

He said it would be time to complain about the absence of 
these ships when the shipowners were not making “unheard of 
profits in peacetime.” Any American steamship owner or oper- 
ator complaining of competition at this time would be “laughed 
out” of court, he said. He said he hoped that the present trend 
of steamship profits would decline rapidly so as to permit a 
downward adjustment in the world freight level. He said that 
if more vessels were pulled out of layup there would be more 
competition in the shipping business and that that might have 
a tendency to lower the freight rates. 

Mr. Clayton said in 1939 the British had 17,200,000 tons 
dry cargo as compared with 13,200,000 on June 13, 1946, and 
that as a result of the Roosevelt-Churchill agreement, had 
concentrated on war vessels while the United States had taken 
over the merchant shipbuilding program. He said that Britain 
had signified its intention of purchasing 115 of the U. S. ships 
it now held and would no doubt submit the remainder for 
redelivery to this country by the middle of 1948. He added 
that the British had agreed that all non-Liberty ships would 
be returned by the middle of 1947. 

Chairman Bradley asked Mr. Clayton if the foreign govern- 
ments were maintaining the chartered ships and Mr. Clayton 
said that under their agreements they were required to do so. 
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__ Mr. Clayton said the United States had a pool of about 16 
million tons of laid up ships and that we did not have to get 
aga from Britain in order to supply U. S. operators with 
vessels. 


With respect to the purchase of ships by the British, he 
said if We worked out arrangements with the British there 
would be fixed terms and the British could not cancel before the 
dates fixed. Representative Weichel said he would like to see a 
“fast” arrangement for the benefit of the United States Treas- 
ury. Mr. Clayton said he could not see a disadvantage to the 
treasury when we have a pool of 16 million tons. 


Ship Loans to Russians 


With respect to the loan of ships to the Russian Govern- 
ment, which now has approximately 95 U. S.-owned vessels, Mr. 
Clayton was asked about the terms and conditions under which 
the loans were made. He said the ships were transferred to the 
Russians under terms of the Soviet master lend-lease agree- 
ment. Under the agreement, he said, it was provided that at 
the end of the emergency as determined by the President of the 
Unitd States, such articles as should not have been destroyed 
and as should be needed in defense of the United States or of 
the western hemisphere or should otherwise be needed by the 
United States, would be returned to the U. S. There was no 
agreement similar to the Land-Leathers agreement in the case 
of Britain, he said, only the documents relating to the delivery 
and receipt of the ships. He said that the Russian government 
did not obtain title to the ships and that only “custody ahd 
possession” were granted the Russians, the United States still 
Yetaining the legal title to the ships. 


Mr. Weichel asked Mr. Clayton what had been done since 
the end of the war to obtain the return of the these ships. Mr. 
Clayton said that on March 18, 1946, a note was sent to the 
Russian embassy in Washington referring to legislation “re- 
cently enacted” and announcing that the United States was 
ready to talk about the purchase of such ships by the Soviet 
Government. They were asked, he said, if not interested in the 
purchase, to return the vessels to United States ports within 60 
days. There were three Liberty tankers among the group that 
were not for sale, he said, and the Russians were requested 
to return these within 60 days. 


Reply Held Unsatisfactory 


Asked by Mr. Weichel what the State Department had re- 
ceived by way of a reply, Mr. Clayton said that he was not 
permitted to make public a reply to a U. S. note by Russia or 
any other foreign government and that all he could say was 
the reply was “unsatisfactory.” Mr. Weichel asked if the State 
Department were not going to tell Congress what the Russian 
reply was, and if not, by what authority. Mr. Clayton said that 
to make the reply public would be a violation on international 
usage and that he did not have authority to make public the 
contents of the reply. It was at this juncture that Mr. Weichel 
announced that in order to obtain the text of this reply Congress 
would have to consult the Secretary of State. 

“All the merchant vessels transferred by the United States 
to the U. S. S. R. for the carriage of lend-lease cargo were for 
use on the Pacific route,” said Mr. Clayton. “All transfers of 
merchant vessels to the Government of the U. S. S. R. under 
the lend-lease act were financed out of lend-lease funds appro- 
priated directly to the President.” 


Two important restrictions were placed on the loan of the 
vessels to the Russians, he said, adding that these were: (1) 
The U. S. S. R. had no right to retransfer the vessels to third 
parties without the consent of the President of the United 
States; and (2) the President had the power to demand, on 
termination of the emergency as declared by him, the return 
of such vessels as were not lost or destroyed by war. 


Mr. Clayton said that subsequent to the note of March 18, 
1946, there had been “conversations” on lend-lease negotiations 
in general in which these ships were mentioned and that notes 
were dispatched on September 6, and October 31, 1946, request- 
ing further negotiation with respect to lend-lease matters, in- 
cluding ships. On January 2, 1947, said Mr. Clayton, General 
Walter Bedell Smith, U. S. Ambassador to Moscow, called at 
the Soviet foreign office to announce that the United States 
desired to complete these negotiations. 


Mr. Clayton requested that the State Department be per- 
mitted to work out the Russian and British ship-loan problems 
a ga diplomatic channels in accordance with the agreements 
made. 

The subcommittee heard testimony of Guy Labonty, a ship 
engineer of 38 years experience on the seas, employed by the 
subcommittee as an investigator. He reported on the condition 
of two ships he had investigated, one in New York harbor, the 
other in Baltimore. He said they were not maintained in good 
condition by the government to which they were loaned. 
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Ship Operators Submit Views on 
Proposed Labor Legislation 


Almon E. Roth, president, National Federation of American 
Shipping, testifying February 11 before the Senate committee 
on labor and public welfare on proposed labor legislation, said 
the American shipping industry was opposed to any legislation 
that would prohibit industry-wide or area-wide collective bar- 
gaining, as well as legislation that would enforce compulsory 
arbitration and the closed shop in the maritime industry. 

The shipping industry, said, he favored: 


The establishment of an impartial and independent federal con- 
ciliation and mediation agency, outside of the Labor Department. 

Amendment to the national labor relations act to exclude supervisory 
employes from the definition of the term ‘employe,’ with such an amend- 
ment to leave the employer free to refuse to bargain collectively with 
supervisory employes in cases where such bargaining is not in the 
public interest. 

Legislation to outlaw all sympathetic strikes and secondary boy- 
cotts. 

Legislation to outlaw jurisdictional strikes, and strikes to enforce 
recognition. 

Shipping endorses the principle that unions should be equally re- 
sponsible with employers in law and equity, and therefore favors amend- 
ment of the Norris-LaGuardia act to make unions amenable to the in- 
junctive process against ‘‘unlawful strikes and unlawful practices,”’ 


Explaining the shipping industry’s views with respect to 
industry or area-wide collective bargaining, Mr. Roth told the 
Senate committee that: 


The enactment of Senate bill 133 (prohibiting industry-wide bar- 
gaining) would annul practically every important collective bargaining 
agreement in the maritime industry. The ensuing result would be utter 
chaos in collective bargaining. .. . 

This bill would mean that each steamship company would have to 
stand by itself and act separately from all others in dealing with off- 
shore unions. We know, to our sorrow, from past experience what the 
results would be. There would be a diversity of wage rates and work- 
ing conditions among ships operated from the same coast, plying be- 
tween the same ports, tying at the same docks, and employing in turn 
the same men, Experience has shown that such a condition leads to the 
playing off of one steamship company against another by the unions, 
to extreme labor unrest and eventually to the disruption of steamship 
operation.”’ 


Compulsory Arbitration 


Turning to the shipping industry’s, views in regard to com- 
pulsory arbitration, Mr. Roth declared that “certain issues are 
too vital to be arbitrated. We have learned from bitter ex- 
periences that arbitration awards of basic issues sometimes have 
dire long-time results on labor relations in the field of shipping.” 

Mr. Roth asserted that compulsory arbitration would vitiate 
true collective bargaining, explaining that “there is no solid 
basis for collective bargaining if either party can compel the 
other to go to arbitration. With compulsory arbitration unions 
would know that they could ask for the moon, and probably 
get some of it, and certainly lose nothing.” 


“Furthermore,” said he, “compulsory awards are not equally 
enforceable against employers and unions. The history of ar- 
bitration, particularly in the shipping industry, has taught us 
that an arbitrator’s award is always binding on the employer, 
but seldom enforceable against a union. In other words, arbi- 
tration is a one-way street.” 


The Closed Shop 
With respect to the closed shop, Mr. Roth said: 


The shipping industry is opposed to the closed shop or any variation 
thereof which abridges the right of the employer to select and dis- 
charge his employees, and to determine their capability for the job. 
Control of the job should not be turned over to a union organization. 

I know of no other industry in which it is so important that the 
employer should have the right to select and discharge, and to deter- 
mine the qualifications of his employees, as it is in shipping, the ship- 
ping industry’s spokesman emphasized. The licensed officers of a vessel 
are charged with grave responsibilities, not only by the shipowner but 
by the Government. 

They are charged with responsibility for safety of the crew and the 
passengers. They are responsible for the delivery in good condition of 
cargoes worth millions of dollars. Dereliction of duty, or even a mis- 
take of judgment may subject their employer to enormous claims for 
damages, 

It is highly essential for the safety of passengers that strict disci- 
pline be maintained at all times during the voyage. To all practical 
intents and purposes, the licensed officers constitute the management 
once the vessel leaves the port. 


Mr. Roth said that “the demand for the closed shop springs 
not from any need of labor unions to protect their members 
against abuses by employers, but from their desire for pro- 
tection against jurisdictional raids by rival unions. The answer 
to this problem is not to establish the closed shop, but to require 
that unions avail themselves of the procedures in the national 
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labor relations act, and comply with the decision of the Na- 
tional Labor Relations Board.” 


Many Unions 


Explaining some of the labor problems which he said had 
been harassing the industry, Mr. Roth said that ‘‘a ship operator 
must keep 16 (sixteen) unions satisfied at all times or his ship 
is tied up. .. . With such a complicated structure of collective 
bargaining on the union side, it is easy to understand why the 
shipping industry has been plagued with so much jurisdictional 
strife. Furthermore, the waterfront in recent years has borne 
the brunt of the communist effort to infiltrate into the American 
union movement and to create and use industrial strife as a 
means toward the end of social revolution.” 

Mr. Roth said that the entire future of the American mer- 
chant marine “depends in large measure upon stability in labor 
relations,” and that “unless we can be assured of such stability, 
the American merchant marine is headed for the same state of 
decadence and inadequacy into which it fell in the period im- 
mediately following the end of the last war.” 


House Acts to Continue Check 
on Maritime Agency’s Books 


Powers of the House committee on merchant marine and 
fisheries to investigate present and future activities, policies 
and expenditures of the Maritime Commission were revived, 
for the duration of the 80th Congress, after having been exer- 
cised in three previous Congresses, as the House on February 10 
adopted a resolution (H. Res. 36) authorizing and directing the 
merchant marine committee or any subcommittee thereof to 
continue the study and inquiry instituted originally under 
authority of H. Res. 281 of the 77th Congress. . 

Representative Bradley, of Michigan, chairman of the mer- 
chant marine committee, introduced on the same day a resolu- 
tion (H. Res. 87) calling for provision of $50,000 for his com- 
mittee from the House contingent fund to cover expenses of 
the investigation authorized by H. Res. 36. 

On calling up the latter resolution in the House, Repre- 
sentative Allen, of Illinois, a member of the committee, said 
the resolution would enable the committee to determine whether 
the programs of the Maritime Commission were being executed 
efficiently, expeditiously and economically. 

He said that in the House rules committee hearing on 
H. Res. 36 it was brought out that the General Accounting 
Office made “forced adjustments of more than $8,000,000,000 
in balancing accounts for expenditures of $21,000,000,000 by the 
Maritime Commission and the War Shipping Administration.” 

“It has been estimated,’ Mr. Allen continued, “that 200 
accountants would require six months to put the Maritime Com- 
mission’s books in order for an audit.” Although the merchant 
marine committee’s chairman emphasized that he wishes no 
witch hunt, he points out the taxpayers deserve an accurate 
accounting, and I agree with him. 

“It is probably too late to recover any money that might 
have been improperly expended, but continuation of the in- 
vestigatory powers of the merchant marine and fisheries com- 
mittee . .. would provide constant and continuing congressional 
surveillance of the present and future activities, policies and 
expenditures of the Maritime Commission, and might prevent 
a recurrence of that agency’s lax accounting methods, which 
are a perfect cover-up for criminal fraud... . 

“By now it should be obvious to all of us that Congress is 
the only safeguard against the waste, corruption and fraud 
which rises inevitably with bureaucracy. The difficulty of fix- 
ing responsibility for malfeasance in such a labyrinth of re- 
dundant government functions is an invitation to unscrupulous 
federal officials to commit fraud. It is a sad admission that ad- 
ministration of our government has degenerated to such a 
Btnte. .. i. 

Representative Sabath, of Illinois, speaking in support of 
the resolution, said he believed the committee had done “a 
fairly good job” but that it should have additional power and 
additional time to complete the investigation. He said he hoped 
a real investigation would be made as to all unjustifiable, un- 
warranted and reckless expenditures by the War Department, 
the Navy Department and the Maritime Commission. 

“I feel that such investigation should be made,” he said, 
“so that the country may know the real war profiteers, the 
officers and officials who were responsible for the reckless use 
of taxpayers’ moneys and the mulcting of millions, yes billions, 
of dollars of government funds.” 

BEAVER-MAHONING CANAL PROJECT 

Representative Graham, of Pennsylvania, has inserted in 
the Congressional Record a statement made by him at a public 
hearing by the Board of Engineers for River and Harbors on 
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a revived proposal for construction of the so-called Beaver- 
Mahoning Canal, described by Mr. Graham as the “Lake Erie 
and Ohio River Canal.” 

“The building of this particular canal,” said Mr. Graham 
in his statement, “has been agitated over a number of years 
by manufacturing interests in the city of Youngstown, Ohio... . 
It is hard to conceive of a single benefit that would accrue to 
the people and communities of the Twenty-fifth Congressional 
district (Pennsylvania) as a result of the construction of this 
canal. . . . The remedy of the Youngstown interests lies in 
securing a cheaper freight rate which is a matter to be deter- 
mined by the Interstate Commerce Commission, yet to gain 
this advantage these interests are active in promoting a canal 
which will burden the taxpayers of this country to the extent 
of millions and millions of dollars at a time when we are 
already tax-ridden beyond the point of endurance... .” 


M. C. SHIP OPERATION EXTENSION 


Chairman Bradley, of the House committee on merchant 
marine and fisheries, has introduced H. J. Res. 114, proposing 
continuance until July 1 of this year of the authority of the 
Maritime Commission to operate ships for government account 
in domestic services, as recommended by President Truman in 
a recent letter to the Speaker of the House (see Traffic World, 
Jan. 25, p. 268). In the absence of new legislation, the com- 
mission’s authority to operate ships would expire on March 1. 

Under terms of the Bradley resolution, any temporary 
authority issued or to be issued “by an appropriate government 
agency” to the Maritime Commission to provide service as a 
carrier by water might be valid for a period not extending 
beyond July 1, and the March 1 expiration date of the commis- 
sion’s ship-operating authority contained in title I of the third 
deficiency appropriation act of 1946 would be amended by 
striking out “March 1, 1947,” and inserting in lieu thereof 
“July 1, 1947.” 


STATE DEPT. ASKS SEAWAY LEGISLATION 


The Senate foreign relations committee and the House for- 
eign affairs committee have received from the Department of 
State a compilation of pending legislation measures in the 80th 
Congress in which the department is interested, comprising a 
list of “urgent items in order of priority” and a separate list of 
‘important items for this session of Congress without regard 
to priority.” The “urgent items” list contained no measures of 
particular concern to transportation agencies, but in the “im- 
portant items” list the proposal stated first was “congressional 
action on the Canadian-American agreement on the St. Law- 
rence waterway and power project.” 

Among other matters presented by the State Department in 
its “important items” listed were: legislation for payment of 
Mexican railroad workers’ claims (presumably in connection 
with wartime railroad maintenance work performed by “im- 
ported” Mexican labor on southwestern roads); appropriations 
for completion of the Inter-American Highway, and legislation 
for regulation by the Civil Aeronautics Board of overseas air 
transport rates of American-flag airlines. 


Various Transport Groups Named 
in Additional Lobby List 


Registration statements of nearly 50 individuals engaged 
in full-time or part-time congressional “lobbying” activity 
relating to legislation affecting their respective interests in 
transportation fields have been published in the Congressional 
Record, together with the statements of other registrants, 
pursuant to provisions of the federal regulation of lobbying 
act—title III of the legislative reorganization act of 1946. The 
new list supplements one published in the Record shortly after 
the opening of the 80th Congress (see Traffic World, Jan. 11, 
. 105). 
7 Fourteen of the registrants in the supplemental lobbyist ‘list 
represent organized rail labor groups. Associations of rail, 
motor, water and air carriers, a few individual rail and water 
carriers, and three railroad investor organizations also are 
represented. The list also includes spokesmen for proponents 
and opponents of the St. Lawrence seaway project. 

Following are the organizations, individuals, and salaries 
and expense allowances received by each individual, as shown 
in the supplemental lobbyist list: 


National St. Lawrence Association (described in one statement as 
an organization supporting ‘‘the agreement between the United States 
and Canada relating to the development of the Great Lakes-St. Lawrence 
Basin for the development of navigation and power): N. R. Danielian, 
Washington, $1,000 a month; Claude Barrere, New York City, $500 a 
month; W. C. Cowling, Detroit, no salary; expense allowance for each, 
‘“‘Actual out-of-pocket expense while on travel status.’’ 

New York State Conference in Opposition to the St. Lawrence 
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Project: J. Cole Greenway and Carroll B. Huntress, both of New York 
City; no salary for either, but each is reimbursed for expense in con- 
nection with work performed for conference. 


Water Carrier Representative 


Lake Carriers Association, Cleveland, O.: Gilbert R. Johnson, L. C. 
Sabin, Lyndon Spencer, and A. T. Wood, all of Cleveland, receiving, 
respectively, $27, $33, $33 and $21 a day for work done for the associa- 
tion, plus, in each case, an allowance for ‘‘actual traveling expenses.”’ 

American Waterways Operators, Inc., Washington: Chester C. Thomp- 
son, salary of $18,000 a year, plus ‘‘actual expenses.’’ 

Upper Mississippi Waterway Association, Minneapolis: Arthur D. 
Strong, Minneapolis, $275 a month, average of $2,500 a year for expenses. 

Intracoastal Canal Association of Louisiana and Texas: Dale Miller, 
Washington, D. C., $6,000 a year for representing this association and 
a like amount from each of two other interests represented. 

National Federation of American Shipping, Inc., Washington: Mait- 
land S. Pennington, $12,500 a year plus actual incidental expenses neces- 
sary in connection with duties for federation. 

Sea Air Legislative Committee, Washington: Tirey L. Ford, Robert 
E. Kline, W. Bruce McNamee and Harry R. Stringer; each has ‘‘undeter- 
mined”’ salary, amount depending on services rendered and time spent 
in legislative activities, and each has allowance for ‘‘actual expenses 
as incurred.’’ 

Seatrain Lines, Inc.: Wilbur La Roe, Jr., Frederick E. Brown and 
Arthur L. Winn, Jr., partners comprising Clark & La Roe law firm, 
Washington, firm receives annual fee of $7,500 from Seatrain Lines 
plus incidental expenses. 

Alaska Transportation Co., Seattle, Wash.: Gerald D. Morgan and 
Leonard J. Calhoun, comprising Morgan & Calhoun law firm, Washing- 
ton: compensation of $100 a day for work as counsel, plus travel and 
incidental expenses. 


Railroads and Associations 


Western Association of Railway Executives, Chicago: Joseph H. 
Hays, $14,400 annual salary for work specified in separate statement; 
Frank E. Haas, $600 a month; allowance to each for ‘‘actual expenses 
incurred.’’ 

Tennessee Railroad Association: Bascom F, Jones, Nashville, Tenn., 
$7,500 a year for work specified in separate statement, plus ‘‘out of 
pocket expenses.”’ 

Chesapeake & Ohio Railway Co.; Tom J. McGrath, Washington, 
maximum compensation of $1,000 a month, plus travel and incidental 
expenses. 

Atchison, Topeka & Santa Fe: James P. Reinhold, Washington, 
salary of $11,199.96 a year as officer of the company, plus ‘‘all neces- 
sary expenses.’’ 

Spokane, Portland & Seattle Railway Co., Southern Pacific Co., and 
Union Pacific Railroad Co.: Harold J. Turner, Portland, Ore.; no ‘‘stated 
or determinable’’ amount of compensation for work done in connection 
with federal legislation; allowance of actual expense for office and 
travel. 

National Conference of Railroad Investors: Robert E. Smith, New 
York City; $500 a month while engaged in work for conference, plus 
expenses estimated at $300 a month. 

Railroad Security Owners Association: Harry E. Proctor, Washing- 
ton; salary of $8,000 a year as secretary of Oliver & Donnelly law firm; 
allowance for necessary expenses. 


Protective Committee for Chicago, Rock Island & Pacific Railway 
Co. 7 Per Cent and 6 Per Cent Preferred Stock: Malcolm Mecartney, 
Chicago; $75 a week ‘‘on account of fees’’ as associate counsel of com- 
mittee, plus travel, living and incidental expense when away from 
Chicago on work of committee. 


~ Rail Labor Unions 


International Association of Machinists: William V. Dameron, Wash- 
ington, $6,000 a year plus expense money of $5 a day; J. E. Poulton, 
Washington, $6,000 a year plus expense allowance of $5 a day; Joseph 
P. Cunniff, Pittsburgh, $350 a month plus $9 a day for expenses; 
J. W. Penisch, McKees Rocks, Pa., $4,800 a year as district officer plus 
$250 a month for expenses; Joseph P. McSnarron, Sayre, Pa., $350 a 
month plus $9 a day for expenses; George R. Nelson, Washington, $5,000 
a year plus $5 a day for expenses; William E. Nestor, Hornell, N. Y., 
$400 a month plus $180 a month for expenses; W. G. Finn, Washington, 
$6,000 a year plus $5 a day for expenses; Samuel Robert Wheeler, 
Roanoke, Va., $300 a month plus $8 a day for expenses. 


Order of Railway Conductors of America: C. W. Vance, Cedar 
Rapids, Ia.: compensation of $12 a day, plus $6 hotel allowance and 
additional money for incidental expenses. 

_ Brotherhood of Railroad Trainmen: Harry See, Washington, ap- 
proximately $14,800 a year, plus actual expenses; G. W. Nelson, Wash- 
ington, $8,800 a year, plus actual expenses. 


Switchmen’s Union of North America: T. L. Joyce, vice president, 
Scranton, Pa., $7,404 a year plus incidental expenses. 


Railway Employes Department, A. F. L.: R. R. Laugherty, general 
representative, Washington, $6,000 a year plus $10 a day expense allow- 
ance. 


Other Interests 


Air Transport Association of America: Robert Ramspeck, executive 
vice president, Washington; $25,000 a year salary; no predetermined 
amount for expenses. 

National Association of Motor Bus Operators: Jack Garrett Scott, 
Washington; separate statement as to compensation filed; allowance for 
necessary expenses. 

International Longshoremen’s and Warehousemen’s Union (C. I. O.): 


William H. Glazier, Washington, $80 a week plus $10 a week for taxi 
fares and phone calls. 





TRAFFIC WORLD 


Airline Association, C. A. A. Head 
Oppose Separate Safety Board 


As hearings by the House interstate and foreign commerce 
committee and by a subcommittee of the corresponding Senate 
group in connection with their investigations and studies of 
airline accidents and safety in aviation remained in progress 
the week of February 10, testimony in opposition to legislative 
proposals for establishment of an independent Air Safety Board 
to investigate aircraft accidents was presented by two spokes- 
men for the Air Transport Association of America and by T. P. 
Wright, head of the Civil Aeronautics Administration. 

Witnesses for the Air Line Pilots Association had recom- 
mended, earlier in the hearings, the restoration of an independ- 
ent Air Safety Board, such as the one that existed from August 
22, 1938, to June 30, 1940 (see Traffic World, Feb. 8, p. 414). 
A bill (S. 269) introduced in the Senate by Senator McCarran, 
of Nevada, and another, H. R. 1540, introduced in the House 
by Representative Hinshaw, of California, would carry into 
effect that recommendation. 

Airline association officials who objected to the Air Safety 
Board proposal were Milton W. Arnold, vice president, opera- 
tions and engineering, of the Air Transport Association, and 
Robert Ramspeck, executive vice-president of the association. 
In asserting that the A. T. A. of A. did not favor an inde- 
pendent safety board, Mr. Arnold said that such a board would 
duplicate activities of the C. A. A. and the Civil Aeronautics 
Board and would divide responsibility for air safety. As to con- 
tentions that it was not desirable to have airline accidents 
investigated by the same agency that promulgated air safety 
regulations (the C. A. B.), Mr. Arnold said the C. A. B. had 
had no tendency to conceal errors on its part, in making its 
investigations. He observed that there were no independent 
safety boards for rail, motor or water carriers. 


1946 Air Safety Record 


Mr. Wright, in testimony before the Senate subcommittee 
headed by Senator Brewster, of Maine, said that while the old 
Air Safety Board existed as an independent agency until July 
1, 1940, there were three fatal air accidents in which 12 pas- 
sengers were killed, though it was true that in the 17 months 
from March 26, 1939, to August 31, 1940, there were no aircraft 
accidents. However, he averred, aircraft operation was not as 
extensive then as it was now, and the record of no accidents 
in the flying of 1,370,000,000 passenger-miles in the 17-months 
period cited was overshadowed by the airlines’ 1946 record of 
no passenger fatalities in the flying of 3,930,347,000 passenger- 
miles between March 3 and October 8. 

An independent Air Safety Board, he contended, would 
duplicate on a part-time basis some of the work that was now 
performed by 500 employes in the C. A. A. “field force.’ He 
said the C. A. A. had between 11,000 and 12,000 employes. 

He expressed support of the C. A. A. for S. 3, a bill provid- 
ing for training of air traffic control tower operators, and S. 4, 
providing for advance training of a maximum of 25 employes 
of the C. A. A. at federal government expense. 


Installation of Landing Aids 


Mr. Wright said that Instrument Landing Systems (I. L. S.) 
would be installed at airports in 166 cities in the United States 
and that such installations now had been completed at 32 of 
these cities. He added that the C. A. A. planned to complete 
the installations within 18 months. He said Ground Control 
Approach (G. C. A.) landing systems would be installed at 24 
“large, crowded” airports. He submitted estimates of cost of 
other air navigation aids, including fog dispersal equipment 
(FIDO), at a designated number of airports in each instance, 
totaling $22,820,000. 

Glenn L. Martin, president of the Glenn L. Martin Co., of 
Baltimore, Md., aircraft manufacturer, said in testimony before 
the Senate subcommittee that it had taken the scheduled air- 
lines less than 20 years to develop a standard of passenger 
safety which the railroads had not attained in “three times as 
many decades.” 


500 m.p.h. Standard in 1952? 


He said there were now being designed jet transports ‘for 
introduction five years from now when cruising speeds of .500 
miles per hour probably will be standard.” He maintained that 
air terminals and landing aids must be improved at a pace that 
would match the airplane’s progress and declared that “there 
must be a coordinating agency in the government which sees 
to it that all phases of aviation, aircraft, airports, terminals, 
airways and landing aids accomplish steady and comparable 
progress.” Development of airplanes was now ahead of airport 
development, he said. 

“We are lagging so far in development of air terminals 
that it will adversely affect the safety of commercial airline 
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operation, as well as the financial experience of both the termi- 
nals and the airlines,” said Mr. Martin. “Much could be gained 
.. . by establishment of terminal corporations, privately financed 
and controlled by experienced private management. .. . With 
such management, terminals would derive substantial profits 
from restaurants, concessions and other by-products of terminal 
operations which city-owned terminals never could accomplish. 
_.. Airport land, runways and traffic control equipment should 
remain under government ownership and control, to be con- 
tinually modernized with all scientific advancements which 
ote og aid national defense, as well as commercial travel and 
trade.” 

Mr. Martin said that G. C. A. and I. L. S. systems of 
directing safe airplane landings in all weather conditions must 
be put in operation at all airports as soon as they could be 
installed and crews trained to handle them. 

Turbine jet engines would be used in cargo planes first, 
for about a year, before being applied to passenger plane 
service, he indicated. 

He said rates of pay for carrying air mail should be in- 
creased materially, and he advocated “at least a modest rise 
in the rates for airline passenger travel.” He thought there 


was a need for a strong Air Safety Board “not connected with 
the C. A. A.” 





















Cc. A. B. Regulations Endorsed 


Oliver Echols, president of the Aircraft Industries Associa- 
tion, of Washington, D. C., endorsed Mr. Martin’s views as to 
a need for coordination of national air policy. Arthur E. Ray- 
mond, Santa Monica, Calif., vice-president, engineering, of the 
Douglas Aircraft Co. and member of the A. I. A. aircraft tech- 
nical executive committee, in his testimony before the Senate 
subcommittee, said that the aircraft industry had participated 
in development and analysis of the new civil air regulations 
and had endorsed their promulgation by the C. A. B. These 
regulations, including aircraft performance requirements, he 
said, insured a standard of aviation safety “higher than any- 
thing ever contemplated a few years past.’ He recommended 
that, for substantial improvement of air safety, there be devel- 
oped airborne equipment for avoiding obstacles or collisions, 
that weather reporting be improved, and that greater use be 
made of air navigation and traffic control aids. 

William A. M. Burden, Assistant Secretary of Commerce, 
said that, though it was true that airline accidents were more 
prominently displayed in newspapers than other accidents, it 
must be remembered that “aviation is news.” He suggested 
that the committee might recommend to the Senate appropria- 
tions committee consideration of supplemental appropriations 
for the C. A. A. 

Francis W. Reichelderfer, chief of the U. S. Weather 
Bureau, pointed to a need for development of an “in-flight” 
weather reporting system, under which weather reports would 
be dispatched by pilots aloft. He said there was:a need, also, 
for a network of radio stations to transmit weather information 
promptly to airline pilots. 

Mr. Ramspeck, in testimony before the House committee, 
said that the scheduled airlines of the United States in foreign 
and domestic operations in 1946 made a record total of 2,474,700 
take-offs and landings with only eight resulting in passenger 
fatalities. He outlined activities of the A. T. A. of A. for promo- 
tion of greater safety in air transport and said that the airlines, 
though they were proud of their safety record, were not satis- 
fied with it and were expending and would continue to expend 


vast amounts of time, effort and money to continue improve- 
ment. 































































































































FREDERICK COMMITTEE CONSULTANT 
Dr. John H. Frederick, consultant to the special subcom- 
mittee on transportation of the House committee on interstate 
and foreign commerce, who supervised the preparation of the 
subcommittee’s report in the national transportation inquiry, 
will continue as consultant, and is assisting the committee in its 
inquiry into the aviation accident situation. 









PAY OF LOCOMOTIVE INSPECTORS 

Chairman White, of the Senate interstate and foreign com- 
merce committee, has introduced, by request of the Commission, 
S. 562, a bill to amend the locomotive inspection act of February 
17, 1911, as amended, so as to adjust the salaries of locomotive 
inspectors and certain other employes in the Commission’s Bu- 
reau of Locomotive Inspection to levels commensurate with 
those of similarly “graded” employes in other bureaus. 













MONEY FOR TRANSPORTATION OF MAILS 
An additional appropriation of $82,223,350 for the Post 
Office Department for the fiscal year 1947 has been requested 
of Congress by President Truman, including an appropriation 
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of $10,500,000 for railroad transportation and mail messenger 
service, due largely to increased mail volume, anticipated diver- 
sion of small shipments from express to parcel post due to the 
establishment of a minimum express rate, and diversion of 
normal freight and express shipments to parcel post and emer- 
gency transportation of mail due to the truckers’ and maritime 
strikes in New York City in October and November of 1946. 
The requested total appropriation also includes $11,691,000 for 


foreign mail transportation, and $1,216,000 for foreign air mail 
transportation. 





MONEY FOR AERONAUTICAL RESEARCH 


An additional appropriation of $7,479,000 for the National 
Advisory Committee for Aeronautics, the government’s aero- 
nautical research agency, for the present fiscal year has been 
requested in a message sent to Congress by President Truman. 
The money is needed, according to the message, for laboratory 
building construction costs due to increases in such costs that 
have materialized since the original estimates for the projects 
were made. 


MONEY FOR D. OF J. RATE ACTION 


President Truman has transmitted to Congress a request 
for additional appropriations for work of the Department of 
Justice, including $60,500 for salaries and expenses of the anti- 
trust division “for the employment of temporary personnel 
from April 1 through the remainder of the fiscal years, in con- 
nection with reparations of railroad freight charges paid by 
the government during the war.” 








MONEY FOR RETIREMENT BOARD 


President Truman has transmitted to Congress an estimate 
of additional appropriation for the present fiscal year of $2,- 
204,600 for the Railroad Retirement Board, principally to meet 


“increased work loads” arising from enactment of the Crosser 
railroad retirement benefit bill. 


TOBEY-FLETCHER DISPUTE 


Senator Tobey, of New Hampshire, in a letter to the clerk 
of the Senate interstate and foreign commerce committee, 
asked that a letter he had received from R. V. Fletcher, pres- 
ident of the Association of American Railroads, challenging 
Senator Tobey’s statement to the effect that Mr. Fletcher some 
years ago claimed for the A. A. R. the power to permit certain 
legislation then pending in the Senate to be passed, be made a 
part of the record of the hearings on S. 110, Senator Reed’s 
version of the Bulwinkle bill to exempt certain carrier agree- 


ments from application of the anti-trust laws (see Traffic 
World, Feb. 8, p. 384). 


In his letter to Edward Jarrett, clerk of the committee, 
Senator Tobey said: 


I have today received a letter from Mr. R. V. Fletcher, president 
of the Association of American Railroads, which I enclose. I ask you 
to make the letter a part of the record in the pending Bulwinkle bill, 
as in all fairness I desire to have Mr. Fletcher given full opportunity 
to have his position stated fully in the record. 


I do not desire to alter in any way the statement which I made 
the other day to which he refers. 


A. C. L. LOSS PREVENTION MEETING 

More than 150 officials, supervisory officers and agents of 
the Atlantic Coast Line Railroad gathered February 14 in 
Savannah, Ga., for the annual system loss and damage pre- 
vention meeting, under the direction of A. L. Batts, freight 
claim agent at Wilmington, N. C. The principal speaker was 
R. J. Doss, traffic vice-president, of Wilmington. Robert Scott, 
director of safety and insurance, presented the’ president’s an- 
nual safety awards to 19 supervisory officers whose departments 


achieved the best safety records based on chargeable injuries 
per million man-hours. 


COLORADO PERFECT SHIPPING LUNCHEON 

R. V. Fletcher, of Washington, D. C., president of the 
Association of American Railroads, will be the speaker at a 
luncheon March 19 in the Shirley Savoy Hotel, Denver, Colo., 
sponsored jointly by the Denver Chamber of Commerce, the 
Central Western Shippers Advisory Board, the Denver Traffic 
Club, Denver Commercial Traffic Club, Colorado Traffic Con- 
ference, Manufacturers Association of Colorado, and a number 
of railroads. 

The luncheon will launch the April perfect shipping month 


campaign in Colorado. Mr. Fletcher will speak on “Freight 
Loss and Damage.” ae 
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Federal Agencies, Coal Interests 
Air Views on Car Shortages 


Representatives of Office of Temporary Controls, di- 
rector of Office of Deferise Transportation, spokesmen 
for northern West Virginia coal mine operators and 
miners and witnesses for railroads serving that area 
testify before Senate interstate and foreign commerce 
subcommittee in hearings on Reed and Revercomb 
resolutions. Head of O. D. T. expresses displeasure 
with C. P. A. action giving priority to steel for tank 
cars but not for other types of rail freight equipment, 
predicts only 75 per cent of demand for transportation 
will be met this year, as against 85 per cent in 1946. 
Bituminous interests contend B. & O. has insufficient 
supply of hoppers, resulting in production losses and 
unemployment at mines served by it 


In making their decisions on allocation of steel for freigat 
car construction, officials of the War Production Board and its 
successor agency, the Civilian Production Administration, 
should have heeded his advice rather than the advice of oth- 
ers, because he “spoke for the United States in transporta- 
tion,” said Director Johnson, of the Office of Defense Trans- 
portation, in a Senate subcommittee hearing in which he took 
issue with some of the statements made by spokesmen for the 
Office of Temporary Controls, the existing “over-all” agency 
for the handling of priorities and allocation of materials in 
short supply, who also testified at the hearing. 


Director Johnson made that assertion in a statement, 
partly in the nature of rebuttal, commenting on testimony pre- 
sented earlier by Major General Fleming, administrator of the 
Office of Temporary Controls; Harold Stein, O. T. C. commis- 
sioner of war mobilization and reconversion, and John C. 
Houston, Jr., commissioner of the C. P. A. in its present status 
as an agency within the O. T. C. Their presentation followed 
the hearing, by a Senate interstate and foreign commerce sub- 
committee headed by Senator Reed, of Kansas, of testimony 
offered earlier by Director Johnson and S. L. Felton, of the 
American Railway Car Institute, with respect to a box car 
shortage investigation by S. Res. 47, a resolution introduced 
by Senator Reed (see Traffic World, Feb. 8). 


O. T. C. Administrator’s Testimony 


General Fleming said he had been unfamiliar with the 
freight car situation prior to his appointment as head of the 
O. T. C. on December 12, 1946. He said that, as a result of 
O. T. C.-sponsored conferences with the steel industry and 
with freight car builders, there had been drawn up a program, 
now in effect, that would “materially increase the output (of 
freight cars) in the months ahead.” He left detailed discussion 
of this program to Messrs. Stein and Houston. 


Mr. Stein said that former Reconversion Director Steel- 
man had directed the C. P. A. in the summer of 1946 to assist 
in promotion of repair of bad order cars, and that from that 
time until some time in November, 1946, the bad-order car 
total was reduced to 67,294 from a total of 82,808. As a result 
of other action of the Office of War Mobilization and Recon- 
version, he said, a directive had been issued by the C. P. A. to 
steel producers to assure delivery of 530 tank cars before De- 
cember 31, 1946, and delivery of an additional 665 tank cars 
to the railroads by March 31, 1947. 

The former C. P. A. administrator, J. D. Small, did not 
feel that it was “feasible” to “‘channel” steel for the produc- 
tion of new freight cars, but thought it desirable to avoid, 
wherever possible, “any disturbance to voluntary steel mill 
schedules and contractual arrangements between the steel 
mills and their customers,” Mr. Stein said. He added that he 
thought Mr. Small’s position that this could not be done was 
wrong. He said one factor that retarded freight car output in 
1946 was that, in view of a lag in orders for new cars from 
the railroads, the car builders were reluctant to speed de- 
livery of cars, in the fear that they might “produce themselves 
out of business.” 

__Construction of the cars now scheduled to be built, he 
said, would maintain the car builders’ production until the 
middle of 1948 “at the contemplated rate.” He said that in 
order to effectuate construction of 50,000 freight cars by the 
Reconstruction Finance Corporation for the railroads, on a 
ten-year financing plan, as Director Johnson had proposed, it 
would have been necessary for the railroads to certify to the 
R. F. C. that they were unable to obtain financing elsewhere, 
at a time when rail equipment trust certificates were “selling 
at the highest price in history.” Even without such R. F. C. 
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financing, he said, there were now unfilled orders for 75,000 
domestic freight cars. 

Mr. Stein stated that the 18,000 freight cars for export 
that had been built were equal, from the standpoint of quan- 
tity of materials consumed, to about 8,000 domestic cars. He 
said ?- no steel was being allocated now to freight cars for 
export. 


Anticipated Production 


Under the domestic car construction program now initiated, 
he said, he expected an output of 7,000 new cars in March, 
possibly 8,800 in May, and more than 9,000 in June, depending 
on the availability of component parts. 

Mr. Houston, in his testiomny, said that there was now 
functioning an “industry advisory committee for distribution 
of steel for freight cars.” Under action taken by the C. P. A., 
he said, car builders might now apply to the War Assets Ad- 
ministration for materials from W. A. A. surplus stocks. He 
said steel was in short supply “because” the demand is terrific.” 

Asked by railroad transportation received, in the first half 
of 1946, only 7.2 per cent of the total available supply of steel, 
though in the first six months of 1945 the railroads’ share had 
been 9 per cent of the total, Mr. Houston said he could not 
answer that question. 

General Fleming interjected that if all the cast iron that 
was needed to provide wheels and air brakes for 7,000 new 
freight cars a month was made available for those purposes, 
there would have to be sharp cuts in the production of cast 
iron soil pipe, and a shortage of such pipe was now “holding 
up” veterans’ housing. Mr. Houston said that “the real bottle- 
neck” in the new freight car program was the production of 
wheels for the cars. At present, he said, 40 per cent of the pig 
iron production went for housing, with another 10 per cent for 
“other housing items.” 

“There is very little, practically nothing, that we can do 
now in the way of issuing any directives of priorities to help 
the (new freight car) program,” said Mr. Houston. “We put 
it up to the steel industry on the basis that it was their obliga- 
tion to the country to go along on this program voluntarily.” 

Director Johnson began his comment by indicating dis 
agreement with Mr. Houston on the car situation. 

“We will load 942,000 cars per week, and if you will put 
up nerd per diem under the Commission, we will better that,” 

e said. 

“Will you have a bill drawn?” asked Senator Reed, refer- 
ring to Director Johnson’s earlier proposal for legislation to 
give the Commission emergency powers to increase the per 
diem (daily rental) paid by one railroad for the use of a freight 
car of another road. 


“With a great deal of pleasure,” said Director Johnson. 


R. F. C. Financing of Cars 


The O. D. T. head said that he and Reconversion Director 
Steelman had agreed on the proposal for financing of construc 
tion of 50,000 freight cars by the R. F. C., and that President 
Truman had written to the R. F. C. asking that agency “to do 
it if they could find a way to do it.” Director Johnson added 
that Administrator Small had promised that he would have 
those cars “on the tracks by December 31, 1947.” Mr. Stein 
said that that was true. 

Director Johnson said that, when former Chairman Krug, 
of the War Production Board, and his aides were saying that 
the freight traffic volume would decline after VE-Day and 
VJ-Day, he told them that the traffic would increase, and that 
he was the man they should believe until he was proved in- 
correct. 

“The railroads did not believe that, evidently, or they 
would have prepared better for the situation by placing more 
car orders at the beginning of last year or the end of 1945,” 
said Mr. Houston. 

“But the President did not appoint the railroads to tell you 
how much the transportation was going to be,” said Director 
Johnson. “He appointed me, and I told you.” 


Tank Cars for Fertilizer for Japan 
Later, Director Johnson said: 


They (the O. T. C. witnesses) brought in this tank car business, 
they got some priorities on tank cars. They can’t get them on box 
cars. You know what this is about. That is the army’s fertilizer for 
Japan and Manchuria. They put directives on that, to build the tank 
cars. And when we want cars to haul things here in America, you can- 
not get any priority. It throws things out of balance. . . . There is no 
more coal and no more wheat and no more steel when the railroads 
cannot carry it.... 


He assured the subcommittee that the steel priorities for 
1,100 tank cars would “make a dent” in the steel supply. 

He predicted that “it is going to be some months before 
we get 7,000 new cars a month.” 

“We have hauled some bananas from New Orleans up into 
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the middle northwest in trucks,” he said. “The trucks moved 
more goods in November and December than at any time in 
their history.” 

He said the United States would be able to satisfy only 
about 75 per cent of its demand for rail transportation this 
year, as against 85 per cent last year, and added that ‘“‘we ought 
to be up and abreast of our transportation with what production 
is in 1949,” but that “if we do not step on it, we will not be 
there.” 

Mr. Houston explained that the tank cars for which priori- 
ties had been issued were to be operated by U. S. railroads, 
and that the army had reported a great need for fertilizer for 
“food production in the areas of occupation.” 


Coal Car Shortage Inquiry 


In its next session, the subcommittee’ took up consideration 
of S. Res. 44, introduced by Senator Revercomb, of West Vir- 
ginia, calling for investigation of coal car shortage at West 
Virginia coal mines. In an introductory statement, Senator 
Revercomb said the investigation might be narrowed to the 
northern area of his state’s coal fields. That area, he said, 
was served jointly by three railroads: the Baltimore & Ohio, 
the Monongahela (owned jointly by the Pennsylvania, the New 
York Central and the B. & O.), and the Western Maryland. 

Director Johnson, of the O. D. T., was a witness again in 
the course of this phase of the Reed subcommittee’s inquiry. 
Among other witnesses were: Dan H. Wheeler, deputy solid 
fuels administrator, Department of the Interior; Captain N. H. 
Collisson (U. S. N. R.), coal mines administrator, Interior 
Department; C. F. Davis, president of district 31, United Mine 
Workers of America; George S. Brackett, president of the 
Northern West Virginia Coal Association, Fairmont, W. Va., 
and Thomas T. Rees, president, Tioga Coal Corporation, Rich- 
wood, W. Va. 

Mr. Wheeler submitted statistical information as to car 
placements by the three railroads named by Senator Rever- 
comb at stated times in 1946. Coal Administrator Collisson 
said that in October of last year an average of 94.3 mines on 
the B. & O. were idle each working day, with an average of 
9,215 men idle each working day and with an average daily 
production loss of 72,775 tons. He submitted a list of recom- 
mendations, including proposals that other railroads be en- 
couraged on a voluntary basis to lend coal cars to the B. & O., 
that shipment of coal for export be limited to a 600-mile radius 
from the port, and that the B. & O. contract with other rail- 
roads for the repair of bad order cars. 


Mr. Davis said the B. & O. did not own sufficient open top 
rolling stock to supply mines on its own road and furn‘sh its 
allotment to the Monongahela; that, as of June, 1946, the B. & O. 
owned 41,300 such cars and had 700 cars on order; that it now 
had an additional 8,000 new cars on order, but that it needed 
a total of 66,000 open top cars. Testimony generally in accord 
with that view was presented by Messrs. Brackett and Rees, 
and the latter proposed that orders diverting cars from other 
roads to the B. & O. be issued. 


No. Surplus Cars Anywhere 


Director Johnson declared, in his testimony on S. Res. 44, 
that the open-top car supply had been acute in all parts of 
the country in 1946, except in the periods of coal strikes, and 
that the same condition had prevailed so far in 1947. The idea 
of there being surplus cars of any kind now in America was 
beyond comprehension, he averred. 

“Had it not been for the fact that coal cars were idle for 
almost a quarter of the past year, while the mines were shut 
down,” he said, “I feel sure that the high weekly rate of pro- 
duction and rail loadings during other periods would have been 
much lower and the car supply much easier. During the all- 
time high year of 1944, the railroads handled a sustained pro- 
duction of approximately 12,000,000 tons of bituminous coal 
weekly with only isolated instances of coal car shortages.” 


He said that the Norfolk & Western had recalled 1,300 of 
the cars it had loaned to the B. & O., after production capacity 
in the southern coal fields had increased, leaving 700 still on 
lease to the B. & O. after January 21, but that after a meeting 
at the O. D. T. to find ways and means of further assistance to 
the B. & O., the Central of New Jersey, an anthracite road, 
had agreed to lease 1,400 cars to the B. & O. 


Continuous production, without strikes. in 1947 would go a 
long way in solving the coal car problem, he said. 


With respect to a suggestion that coal cars be diverted from 
other lines in the area on which the shortages were not as 
acute as on the B. & O., Director Johnson said that such orders 
would simply shift production from one place to another, and 
that he did not think that “social distribution” was a matter 
requiring I. C. C. attention. . 

_ Senator Myers, of Pennsylvania, said he did not think that, 
in the absence of a surplus of cars on its line, a provident rail- 
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road should be penalized by diversion of its own cars to another 
road that had a shortage of cars. ; 

“The most important problem before the people of this 
country,” said Director Johnson, “is to rebuild our railroad 
cars, at great sacrifice to our other economy. . . . Unless we 
secure more equipment in this country, it is quite possible that 
the entire economy will suffer. Shortage of equipment can be, 
but should not be, an effective brake upon our expending indus- 
trial production.” 


West Virginia Presentation Ends 


The phase of the subcommittee hearing dealing with the 
coal car shortage in West Virginia ended with presentation 
of testimony by C. W. Van Horn, vice president, operations 
and maintenance, of the B. & O.; A. T. Lowmaster, of Rich- 
mond, Va., executive vice president of the Chesapeake & 
Ohio; C. P. Blair, of Roanoke, Va., superintendent of trans- 
portation, Norfolk & Western, and Robert E. Quirk, of 
Washington, D. C., attorney, representing a group of coal 
mine operators identified as the Property Owners Committee. 

In his discussion of the coal car supply problem encoun- 
tered by the B. & O., Mr. Van Horn said that in the period 
of World War II coal mining operations on that railroad and 
its lateral lines had risen to a total of 586, representing an 
increase of 204, or over 51 per cent, above the number in 
1941, and comprising 401 deep mines and 185 combined deep 
and strip mines. Daily carloadings for coal operations on the 
B. & O., he said, had increased from 3,457 a day on January 1, 
1940, to 6,386.9 in December, 1946, or more than 80 per cent. 
He stated that coal shipments from West Virginia had increased 
from 11,149,745 tons in 1940 to 27,048,762 tons in 1945, while 
the total shipments on the B. & O. of 47,156,051 in 1945 had 
risen 90 per cent above 1940. 


New Cars Limited by Priorities 


At the end of 1940, he said, the B. & O. had over 35,000 
hoppers in service, and between that year and 1946 it put 
in service an additional 7,225 hoppers at a cost of $19,447,898. 
This number of new cars constituted all that could be obtained 
by the B. & O. under the priority system affecting car con- 
struction materials, he testified. He noted that the B. & O. 
now had on order an additional 8,000 coal cars, and said that 
that number was 40 per cent of the total of hoppers on order 
for all the railroads. The 8,000 new cars would cost a total 
of $27,750,000, he stated. Mr. Van Horn reported that in the 
period from January 1, 1940, to February 1, 1947, the B. & O. 
had spent $119,313,262 for new rolling stock. 

The 57 days of work lost in 1946 because of coal miners’ 
strikes meant that an accumulation of 8,730,065 tons of coal 
had to be superimposed, in the period of coal production, on 
the day-to-day movement of coal, he added. He said that this 
“abnormal situation” was further complicated now by the 
threat of another strike in April of this year, and that because 
of that strike threat industry and the railroads were doubling 


their efforts to build up stock piles already seriously depleted 
by the 1946 strikes. 


Many Owned Cars Off-Line 


Another element in the B. & O. coal car supply situation, 
he said, was the fact that on January 1 of this year there 
were 21,314 B. & O. hopper cars on “foreign” lines as against 
14,028 hoppers of “foreign’’ ownership on the B. & O. lines. 
He indicated that the railroads purchasing fuel from mines 
on the B. & O. lines were not supplying their own cars for 
the movement of this coal, and Senator Revercomb suggested 
that the railroads buying such coal be required to furnish 
to the B. & O. a number of hoppers equal to that required 
for movement of coal by the B. & O. to them. 


Mr. Lowmaster said that the C. & O. had added to its 
coal car supply a total of 12,991 cars in six years including the 
World War II period; that there was no coal shortage of any 
consequence on the C. & O., and that as of January 1 of 
this year the C. & O. owned 61,246 coal cars, mostly hoppers. 
He said he thought the per diem for rental of cars of other 
lines should be increased, but that he felt the railroads them- 
selves could take care of the arrangement and that he would 
hate to see the Commission or a legislative body “have to 
go into the matter.” He stated that car construction costs 
had gone up 50 to 100 per cent in the war years. He estimated 
~ ieee charge for transportation of coal to be about 

mills. 

Mr. Blair, in his testimony, stated that as of September, 
1939, the Norfolk & Western owned 42,040 coal cars, and 
that at the end of 1946 this ownership had increased to 
48,813 cars. He referred to leasing of cars, when available, by 
the Norfolk & Western to the B. & O. and the Illinois Central. 
He said the ratio of Norfolk & Western ownership of cars in 
1946 to that of 1939 was 113.7, while the ratio of its coal 
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car loadings, 1946 to 1939, was 138.2. For the Baltimore & 
Ohio, he said, the car ownership ratio, 1946 to 1939, was 114.6, 
while the ratio of its coal car loadings, 1946 to 1939, was 221.6. 


Opposition to Car Pool Plan 


With reference to suggestions that had been made for 
the establishment of a coal car pool, Mr. Blair said: 


Under a car pool, the individual railroads must rely upon distribu- 
tion agency of some sort to spread the available equipment, or order it 
spread. Such an agency cannot possibly be informed of all the details 
of operation of the individual railroads and in the end is forced to the 
position of acting in the direction of equalizing shortages, nothing 
more. . . . In the absence of a pool, each railroad with information as 
to where its cars are going under load knows what to expect in the way 
of return of empties through each junction through which the loads are 
handled. ... There is every reason to anticipate that the cars set 
aside for repairs would sharply increase under a car pooling arrange- 
ment. 


Dealing with a proposal for diversion of coal cars from 
roads amply supplied to a road or roads having a short supply, 
Mr. Blair said: 


If owners of cars are to be denied their use in times when they are 
most needed, the incentive for providing an adequate supply for times 
of active demand will be destroyed. . . . Railroads which in the past 
have failed to follow a policy of adequate provision will be encouraged 
to rely on others to supply their needs. 


Mr. Quirk said that the Property Owners Committee, com- 
prising coal mine operators in West Virginia whose mines 
were located on the C. & O., Norfolk & Western and Vir- 
ginian lines, hoped that the Senate committee would take 
no steps- that would diminish the car supply. He said he 
thought that Mr. Lowmaster, Mr. Blair and others had made 
it clear that whenever their lines had surpluses of coal 
cars, they willingly leased them or loaned them to other 
railroads that needed them. 


Johnson Submits Data 


In response to a request by Senator Revercomb for such 
data, Director Johnson sent to the Senate interstate and foreign 
commerce committee a compilation showing the number of 
coal cars and other freight cars exported by the United States 
to foreign countries in the years 1944, 1945 and 1946. According 
to Director Johnson’s statement, the totals of freight cars of 
all types shipped abroad from this country were 681 in 1944, 
including no open top cars; 4,456 in 1945, including 1,536 open 
top cars, and 16,652 in 1946, including 4,098 open top cars. 
Director Johnson said that, as to the amount of materials used 
in their construction, cars built for foreign use were usually 
rated 50 per cent of American freight cars. 

“Service orders which have required the eastern railroads 
to send empty cars to the west for grain loading have most 
seriously hampered eastern shippers, and should Senator Reed’s 
subcommittee arrive at the conclusion that more empty cars 
should be diverted from the east to the west, the result will 
be disastrous to use eastern shippers and our national economy,” 
said Lewis T. Cuthbert, of Lansdale, Pa., chairman of the legis- 
lative committee of the Commercial Traffic Managers of Phila- 
delphia, in a letter addressed to Senator Hawkes, of New 
Jersey, a member of the subcommittee. 

Mr. Cuthbert said that his own company—the American- 
Franklin-Olean Tile Co.—suffered because two New York talc 
mines that supplied it and that ordinarily required 10 box 
cars a day were now receiving only three or four cars a day. 
He said the box car shortage was a major problem for prac- 
tically all the manufacturers and shippers in Philadelphia, in- 
cluding the Manufacturers Association of Montgomery County, 
Pa., of whose traffic and shippers’ committee he served as 
chairman. 


Criticism of I. C. C., O. D. T. 


Senator Young, of North Dakota, placed in the Congres- 
sional Record of February 10 the text of a resolution adopted 
by the Farmers Grain Dealers Association of North Dakota, 
alleging that “impractical” direction of transportation by the 
O. D. T. had resulted in “discrimination against producers of 
this section in favor of eastern manufacturers and processors” 
and that evidence clearly indicated that “arbitrary O. D. T. 
orders have been the cause of maldistribution of available box 
car supply and consequent backing up of food supplies in the 
country.” The resolution placed the association on record as 
favoring removal of all controls over box car supply and dis- 
tribution and as advocating that authority be given the various 
railroad units to govern and allocate their equipment accord- 
ing to the needs of their own patrons in keeping with a normal 
connecting-line arrangement necessary to the operation of all 
American railroads.” 

In remarks in the House, February 10, Representative 
McGregor, of Ohio, asked the House interstate and foreign 
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commerce committee to investigate what he described as “a 
recent mandatory directive issued by the Interstate Commerce 
Commission and the Office of Defense Transportation” by which 
railroads were “compelled” to deliver to the Chicago area “a 
minimum of 1,500 or 1,600 empty box cars per day for dis- 
tribution to western states.” He said the “directive” would 
not allow these cars to be loaded en route, “although a large 
percentage of the products to be loaded in these cars is to be 
shipped to the general areas where the empty box cars are 
going.” The result, he said, was a real and growing emergency 
in the eastern and east central states—one in which industries 
were closing, thousands were forced out of work, and various 
“programs so essential to our economic life,” especially the 
housing program for veterans, were being disrupted. 


To Hear Eastern Shippers February 18 


Senator Reed announced on February 11 that, after hearing 
testimony of witnesses for the A. A. R. and individual rail- 
roads, his subcommittee would meet on February 18 to hear 
shippers from New England, New York, Ohio, Pennsylvania 
and New Jersey, and that further hearings on the allotment 
and availability of critical material for an increased supply of 
freight cars would begin February 25. 

“At that time,” he said, “it is expected that the committee 
will request the appearance of Major General Philip B. Fleming, 
administrator, Office of Temporary.Controls, and his associates; 
the American Steel Institute; the presidents of railroads unable 
to buy a sufficient amount of steel to repair their bad order 
cars, and the top executives of important steel companies whose 
responsibility it is to provide these materials for vital use of 
the country.” 


Rails and Shippers Asked for Data 
in Car Service Investigation 


The Commission, division 3, has issued notices in No. 
29669, Car Service—Freight Cars, asking both railroads and 
shippers for specific data regarding car supply and distribution, 

Railroads are requested to transmit to the Bureau of Trans- 
port Economics and Statistics on or before March 11, “complete 
and adequate information” on 10 enumerated points in con- 
nection with whether each respondent has an adequate supply 
of plain, ventilated, and automobile box cars, and refrigerator, 
stock, ordinary gondola, flat, hopper and covered hopper cars 
throughout the year to meet “current reasonable requests for 
such equipment by the shipping public” (see Traffic World, 
February 8, p. 388). 

The investigation in No. 29669 into car-hire arrangements 
was instituted at the suggestion of Director Johnson, of the 
Office of Defense Transportation, who charged there was undue 
delay in handling and returning freight cars to owning carriers. 

Points concerning which the Commission desires informa- 
tion from the railroads are: ° 


1. (a) Number of each class of freight car enumerated above owned 
or leased by each respondent on January 1, 1941. 

(b) Number of each class of freight car enumerated above owned 
or leased by each respondent on January 1, 1947. 

(c) Age distribution by five year periods of each class of freight car 
enumerated above based on date of installation, owner or leased by 
each respondent on January 1, 1941. (Include all cars over thirty years 
old in one group.) 

(d) Age distribution by five year periods of each class of freight car 
enumerated above based on date of installation owned or leased by each 
respondent on January 1, 1947. (Include all cars over thirty years old 
in one group.) 

2. Number of each class of freight car enumerated above, installed 
each calendar year by each respondent for each of the years 1941 
through 1946. 

3. Number of each class of freight car enumerated above, retired 
from ownership records each calendar year by each respondent for each 
of the years 1941 through 1946. 

4. (a) Number of each class of freight car enumerated above, owned 
or leased by each respondent and held for heavy repairs on January 1, 
1947. 

(b) Number of each class of freight car enumerated above, owned 
or leased by each respondent and held for light repairs on January 1, 
1947. 

5. Number of each class of serviceable freight car enumerated above, 
owned or leased by each respondent on January 1, 1947. 

6. Number of each class of freight car enumerated above, on order 
from car builders or railroad shops January 1, 1947. 

7. Percentage on respondent’s line of each class of freight car (in- 
cluding system and foreign) enumerated above to the total of each such 
class owned or leased on the first day of each of the months of June 
through December in each of the years 1941 through 1946. 

8. Number of carloads (revenue and nonrevenue separately) orig- 
inated on each respondent’s line for each of four thirteen week periods 
(ending March 30, 1946; June 29, 1946; September 28, 1946, and Decem- 
ber 28, 1946) classified according to the A, A. R. car service division 
commodity groups (grain and grain products, livestock, coal, coke, 
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forest products or 
commodities). 

9. Number of carloads (revenue and nonrevenue separately) orig- 
inated during the week ended March 1, 1947, on each respondent’s line; 
classified by (a) commodities according to the A. A. R. car service 
division commodity groups (grain and grain products, livestock, coal, 
coke, forest products, ore, less-than-carload merchandise, and miscel- 
laneous commodities) and (b) according to the number of cars of each 
of the classes of equipment enumerated above which were used for 
transporting each such group of commodities. 

10. Number of carloads (revenue and nonrevenue separately) re- 
ceived from connections which were terminated on each respondent’s 
line for the week ended March 1, 1947, classified (a) according to 
A. A. R. car service division commodity groups (grain and grain prod- 
ucts, livestock, coal, coke, forest products, ore, less-than-carload mer- 
chandise, and miscellaneous commodities) and (b) according to the 
number of cars of each of the classes of equipment enumerated above 
which were used for transporting each such commodity group. 





less-than-carload merchandise and miscellaneous 


Notice to Shippers Issued 


The division also issued a notice in which the attention of 
shippers was directed to that part of the amended order institut- 
ing the instant proceeding which read ‘and whether such cars 
are being unfairly and inequitably distributed among shippers.” 
It said that since information relating to that part of the 
amended order was presumed to be particularly within the 
knowledge of shippers, the Commission desired that shippers 
proposing to participate in the proceeding be prepared to intro- 
duce any material evidence in their possession pertinent to 
the issues quoted, in addition to offering any evidence which 
they deemed to be relevant to the other issues outlined in the 
amended order. 

Hearing Date Set 


The Commission has issued a notice reassigning No. 29669, 
first assigned for hearing before Examiner Claude A. Rice, for 
hearing before division 3, consisting of Commissioners M/ller, 
Johnson and Mitchell, and Examiner Rice, March 18, in Wash- 
ington, D. C., at 9:30 a. m. No change was made in the date 
of the hearing. 


A. A. R. Car Service Division 
Makes Annual Report 


“The battle of transportation did not end when the Imperial 
Japanese Army and Navy received Hirohito’s command to cease 
fring in August, 1945,” says the car service division of the 
Association of American Railroads in its annual report for 1946. 
“On the contrary, the railroads of the United States during the 
ensuing 12 months—the first postwar year—have seen times 
more hectic than any which existed during the war. While the 
railroads themselves had no problem of reconversion from a 
war-time to a peace-time basis, their traffic and resultant rev- 
enues were affected by the necessity for such reconversion on 
the part of industry. 

“The widespread strikes which developed in the wake of 
reconversion further affected the railroads adversely, a problem 
accentuated by labor difficulties of their own, resulting in a 
short-lived, nation-wide railroad strike in May of th‘s year 
(1946) and very greatly increased costs of operation following 
the settlement of the strike. 

“Railroad weekly carloadings have varied during 1946 from 
a figure which was the lowest for any week since 1940 to a 
figure which was the highest for any week since 1941, and in 
fact had only been exceeded in one week since 1930. 

“At the present time demands for transportation exceed the 
available car supply, and for the first time since 1922 daily car 
shortages are being reported which are admittedly of serious 
proportions, although they fall far short of the shortages which 
existed in the years following the conclusion of World War I.” 

In a summarization of accomplishments in 1946 and work 
‘programmed for 1947,” the division said: 


Since the primary function of the car service division during periods 
of car stringency relates to the distribution of freight cars, one measure 
of accomplishment would be the extent to which the cars have been 
equitably distributed. Having in mind that in times of good agri- 
cultural production, as we have had this year and for the past several 
years, the flow of traffic in this country is predominantly from west 
to the east and south, it follows that in times of heavy car demand any 
car shortage developing would be felt more strongly in the west than 
in the east and south, due to the heavier releases of cars from loading 
in those areas than in the west. In full recognition of this natural 
tendency of cars to gravitate to the east and south the car service 
division has so ordered the movement of empty cars as to offset this, 
or to put it another way, to equalize the car shortage as between the 
different sections of the country and the different railroads. Current 
reports of car shortage show that this goal has been, and is being, met, 
and shippers in the west are, on the whole, faring as well as those in 
the east and south. By spreading the shortage it is our corisidered 
ludgment that the shortage has been partially ameliorated. This is 
lo say, if no orders as to distribution of cars had been issued, the 
shortage of cars in the west would at the present time be much more 
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serious than is the overall shortage for the whole country, based on 
current distribution of cars. 

It is undoubtedly no exaggeration to say under present difficult 
conditions that if the railroads did not have an organization such as the 
car service. division to supervise the countrywide handling of freight 
cars, some means would have had to be found to accomplish the same, 
or a similar, result. This might very well have been the establishment 
of a government agency with full authority to control the distribution 
and handling of the nation’s freight car supply. Under such conditions 
the benefits accruing to the railroads, by having this controlled by 
their own organization,-might be lost. Such benefits include flexibility 
in the administration and carrying out of orders, the possibility of 
quick changes in orders when conditions warrant, and the approach to 
the problem through cooperation, rather than government order. 


Work Programmed for 1947 


The work of the car service division in 1947 will follow the present 
pattern subject to such changes as the day-to-day exigencies of the 
situation may warrant: 

(a) Continuation of supervision of the country-wide handling of 
freight cars to the end that all shortages shall be alleviated, but if this 
is not possible shortages shall be equitably distributed; 

(b) Shippers and receivers will be urged to contribute to efficiency 
of car handling by prompt loading and unloading of cars, cleaning of 
cars, and heavier loading of cars; 

(c) Railroads will be urged to increase the supply of available cars 
by purchase of new equipment and by reduction of the number of bad 
order cars if possible to the low level maintained during the war; 

(d) On the basis of general information and on the basis of specific 
information developed by field investigators, railroads will be urged 
to remove all possible car delays for which railroads are responsible; 

(e) The division will continue to act as the liaison between the 
railroads and the armed services in connection with troop movements 
and material movements so that the requirements of the Army, Navy, 
Marine Corps or Coast Guard may continue to be satisfactorily met. 

(f) The division will continue to act as the agency of the railroads 
handling the daily distribution of embargo notices and as the agent 


of the railroads in connection with Interstate Commerce Commission 
service orders. 


The division said it was the aim of the railroads to provide 
a transportation service and car supply which was fully ade- 
quate to all needs, including seasonal peaks, and the railroads 
deplored as much as anyone the current shortages which make 
it impossible to furnish every car he desired at the precise time 
the cars were wanted. . 


“On the other hand’, continued the report, “even under 
present conditions, the railroads are furnishing currently the 
necessary equipment to handle over 90 per cent of the traffic 
being offered and deplore equally any tendency to over-em- 
phasize the seriousness or extent of the car shortage. There are 
those whose memories are short who are declaring that the 
present situation with respect to car supply is the most serious 
that the country has ever faced.” 


Saying that this was not so, the report set forth average 
daily car shortage figures totaling 21,382 for September 21, 
1946, as against 179,239 for October 31, 1922. 

Continuing, the report said, in part: 


To a large extent, if not entirely, the current car supply difficulties 
may be due to efforts on the part of industry to make up for losses 
sustained both by them and the railroads during the strike periods 
earlier this year. During the 9week period in the months of April 
and May, 1946, the railroads originated 5,847,504 carloads of freight 
as compared to 7,671,686 during the corresponding period of 1945, or 
a decrease of 1,824,182 cars, an average of 202,686 carloads per week. 
Except for two or three days during this period when the railroads 
themselves were affected by strike the railroads could have handled the 
same traffic they handled in 1945 and more. Perhaps if these two mil- 
lion carloads of traffic had moved in April and. May there would not 
now be any car shortage at all. 


Roads Urged to Order Cars 


The report revealed that A. A. R. member roads had been 
urged to place additional orders for 91,235 cars on March 1, 
1946, as the result of a study made by the car service division 


_ at the direction of the A. A. R. board of directors. The cars 


would have been in addition to 37,162 cars on order January 1, 
1946, and 16,063 which were reported as being in contemplation 
to be ordered for 1946. Later, on July 16, after further con- 
sideration, it was recommended that 50,000 box cars be ordered 
immediately, with a further suggestion of 21,550 cars which 
it was recommended should be provided for service not later 
than October 1, 1947. The original recommendation called for 
53,500 box cars. The 50,000 bov cars suggested in July were 
allocated among the railroads for ordering. Of that total, said 
the report, tentative acceptances were received for 33,000, and 
of that number specific orders had been placed for 9,100 up to 
September 1. This left a balance of 23,900 cars compared with 
the acceptances, and 40,900 as compared with the original 
recommendation of 50,000 cars, said the report. The report 
stated that the situation justified serious consideration to the 
placement of additional orders for freight cars, particularly 
box cars. 
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N. Y. Shippers Hit Movement 
of Empty Box Cars Westward 


The Commission’s order requiring eastern railroads to de- 
liver daily a specified number of empty box cars to western con- 
nections, was termed ‘a notorious example of waste transporta- 
tion,” by Joseph A. Quinlan, vice-president of the St. Regis 
Paper Co., at the February 6 meeting of the executive com- 
mittee, transportation council of Associated Industries of New 
York State, at the Buffalo Athletic Club, Buffalo. The box car 
situation was the leading subject at the meeting, which drew 
the largest attendance in the committee’s history. 

Mr. Quinlan said that the empty westbound box cars were 
by-passing warehouses and shipping rooms loaded with freight 
waiting to be moved in the same direction as the empty car 
movement. He asserted thdt the railroads were being deprived 
of badly needed revenues and New York state shippers were 
being forced to reduce employment and curtail production. 
Senator Irving M. Ives, of New York, met with the committee 
to obtain information on imminent shutdowns and actual cur- 
tailments of production due to the inability of manufacturers 
to obtain raw materials and to ship finished products. The com- 
mittee asked Senator Ives to attempt to obtain some relaxation 
of the present order. 

The transportation council voted to participate in a hearing 
scheduled by the Public Service Commission of New York 
State for March 11 at Syracuse, in No. 12882, a case instituted 
by the commission to determine the justness and legality of 
the proposed Ex Parte 162 increases in the state. The council 
will support the efforts of the governor and state attorney 
general “to protect New York traffic from greater rate in- 
creases than applicable in other territories.” 


Oppose Motor Rate Increase in State 


The council adopted a report of its special motor carrier 
committee, headed by F. W. Burton, traffic director of the 
Rochester Chamber of Commerce, recommending d:sapproval 
of the proposal of the New York Motor Carrier Conference 
proposal for a general five per cent increase in rates effective 
February 17 within the state. The council also recommended 
that the State Public Service Commission “be urged to fully 
investigate the 15 per cent and 4 per cent adjustment of rates 
permitted to become effective June 1, 1946, and the current 
increases, and to determine the propriety of and reasonableness 
of such rates by thorough examination of the revenues, operat- 
ing expenses and accounting methods of the motor carriers.” 

The committee discussed a proposal from the Port of New 
York Authority that the railroads serving New York be urged 
to permit the l.c.l. export freight through the Union Inland 
Freight Station as a means of speeding up delivery to the 
steamship piers. The consensus of the committee was to refuse 
active support to this proposal, on ground it would not improve 
the service at this time. 

A special committee was appointed to carry out a previous 
motion to establish a regular traffic department and employ a 
full-time traffic manager. 


Fertilizer Transport Problems 
Outlined in House Report 


A shortage of high-pressure tank cars “estimated at 
roughly 1,000 cars for all industries using them” affected the 
fertilizer industry to the extent that there was a shortage of 
at least 144 cars for the February movement of anhydrous 
ammonia, and there appeared to be no possibility of any sub- 
stantial relief in the high-pressure tank car situation for ‘the 
next several months,” the House agriculture committee’s sub- 
committee to survey the 1947 fertilizer situation said in a 
preliminary report issued by it February 10, entitled “1947 
Fertilizer Supplies.” 

The subcommittee said that transportation difficulties were 
hampering fertilizer production and distribution at every phase 
of operations, but that, in this respect, the plight of the fer- 
tilizer industry was “probably no different from that of other 
equally essential industries.” 

“Box cars are necessary to the transportation of all solid 
fertilizer ingredients and of the mixed fertilized itself,” the 
report continued. “The potash industry is currently 400 box 
cars behind in moving its product to fertilizer manufacturers. 
. . . With replacements still falling short of retirements and 
every major industry crying for more cars, there simply aren’t 
enough box cars to go around, and there seems to be no likeli- 
hood of improvement in the situation in time to be of help to 
farmers with their spring fertilizer problems.” 

It was explained in the report that low-pressure tank cars 
were used by the fertilizer industry for shipping sulfuric acid 
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and liquid nitrogen solutions, while high-pressure tank cars 
specially built to withstand pressures up to 300 pounds to the 
square inch, were the only suitable means of transporting 
anhydrous ammonia—the basic ingredient of chemical fer. 
tilizer nitrogen—since the ammonia was a liquid gas which 
had to be kept under pressure, else it would revert to its gase. 
ous form. The subcommittee said that the low-pressure tank 
cars—the “ordinary” type, used also for movement of gasoline 
and similar liquids—had been in heavy demand but that there 
were about 100,000 of them in service and that, with the end 
of winter bringing reduced need for transportation of fuel oil, 
it was not believed that low-pressure cars would continue to 
be a serious bottleneck to fertilizer production. 

On the subject of high-pressure cars, the report included 
the following: 


Several hundred high-pressure tank cars owned by the army are on 
lease to private companies and have been in use carrying ammonia or 
liquefied petroleum gas (propane). A short time ago the fertilizer in. 
dustry was alarmed by the announcement that the army intended to 
withdraw all these cars from private service in order to expedite its 
own nitrate-production program. This would have been a tremendous 
handicap to civilian fertilizer production. At the hearing it was stated 
that the army’s withdrawal policy has now been modified and that 
army high-pressure tank cars will be withdrawn from private service 
only as rapidly as other high-pressure cars can be diverted to the 
transportation of ammonia... . 

Users of these cars have been asked to go on a 7-day week in load- 
ing and unloading such cars, so as to eliminate any delay, and rail- 
roads will expedite their movement. Even so, they will remain a 
potential bottleneck to fertilizer production through the spring and 
early summer. 


The subcommittee made recommendations, among others, 
that the program for converting tank cars from petroleum 
service to use in fertilizer production be “pushed with all pos- 
sible speed,” and that the fertilizer industry, government 
agencies, railroads and all others concerned in fertilizer pro- 
duction and distribution cooperate earnestly and intelligently 
in a program of timed distribution, “so that fertilizer will be 
available in specific areas for the planting and dressing of 
major crops at the time it will do the most good.” 


JANUARY FREIGHT CAR ORDERS 

Freight car orders placed in January totaled 9905, as 
compared with a monthly average of 5,744 during 1946, S. M. 
Felton, president of the American Railway Car Institute, an- 
nounced. “Heavier ordering by the railroads reflects greater 
confidence in their financial outlook,” Mr. Felton said. 

Of the new orders, 3,400 are box cars and 4,842 are hop- 
pers. More than 20,000 box cars and 18,000 hoppers are now 
on order. The total backlog of orders as of February 1 was 
75,578, including orders placed with the car: building industry 
and in railroad shops, compared with 40,670 a year ago. 

Production during January again was disappointing, said 
Mr. Felton. Deliveries totaled 2,982, of which 1.227 were box 
cars, as contrasted with a potential capacity production by the 
car builders of 14,000 cars monthly. He blamed continued 
shortages of steel and other materials. 
















FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 3,065 
freight cars and an average daily shortage of 28,254 freight 
cars for the week ended February 1, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 120; flat, 245; gondola, 44; hopper, 70; and miscellaneous 
cars, 2,586. 

The shortage was made up as follows: Plain box, 20,318; 
auto box, 22; flat, 63; gondola, 3,288; hopper, 4,001; and mis- 
cellaneous cars, 562. 






RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class | 
steam railways, exclusive of switching and terminal companies, 
totaled $49,343,069 in coaches and $34,376,385 in parlor and 
sleeping cars for October, 1946, as against $85,191,097 in 
coaches, a decrease of 42.1 per cent, and $56,291,461 in parlor 
and sleeping cars, a decrease of 38.9 per cent, for October, 1945, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics, of passenger traffic statis 
tics, other than commutation, statement M-250. 

For the 10 months ended with October, 1946, passengel 
revenues amounted to $602,663,408 in coaches and $425,911,35) 
in parlor and sleeping cars, as compared with $832,894,082 in 
coaches, a decrease of 27.6 per cent, and $527,800,914 in parlor 
and a cars, a decrease of 19.3 per cent, for the like 1 
period. 

Revenue passengers carried for October, 1946, totaled 30, 
377,993 in coaches and 3,113,658 in parlor and sleeping cars, 4 
against 41,646,640 in coaches and 5,049,904 in parlor and sleep; 
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ing cars for October, 1945. For the 10 months ended with Oc- 
tober, 1946, revenue passengers carried totaled 347,344,758 in 
coaches and 38,294,736 in parlor and sleeping cars as compared 
with 425,015,161 in coaches and 49,683,788 in parlor and sleeping 
cars for the like 1945 period. 


Revenue Freight Loading 


Revenue freight loading the week ending February 8 totaled 
767,481 cars, according to the Association of American Rail- 
roads. This was 8.1 per cent below the preceding week; 7.6 per 
cent above the corresponding week last year, and 1.5 per cent 
above the corresponding week of 1945. 


Loading by groups of commodities was reported as follows: 
Grain and grain products, 47,304 cars, 6.360 below preced- 


_ing week, and 3,540 below corresponding 1946 week. 


Live stock, 11,276 cars, 468 below preceding week and 7,072 
cars below corresponding 1946 week. 

Coal, 176,356 cars, 21,954 below preceding week and 9,810 
below corresponding 1946 week. 

Coke, 14,366 cars, 269 below preceding week and 6,122 
above corresponding 1946 week. 

Forest products, 48,122 cars, 2,691 below preceding week 
and 12,534 above corresponding 1946 week. 

Ore, 11,295 cars, 1,605 below preceding week and 5,417 
above corresponding 1946 week. 

Merchandise, l.c.l., 113,159 cars, 5,922 below preceding 
week and 7,093 below corresponding 1946 week. 

Miscellaneous, 345,603 cars, 28,301 below preceding week 
and 57,683 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 
Four Weeks of January........ 3,168,397 2,883,863 3,003,655 
Week of February 1............ 835,051 723,301 739,556 
MI 355 og:cc a oeammakasawed 4,003,448 3,607,164 3,743,211 


Tax Credits Swell 1946 
Rail Net Income 


Class I railroads of the United States in the year ended 
December 31, 1946, had an estimated net income after interest 
and rentals of $287,000 000, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. 

For the year 1945, net income of those roads, after interest 
and rentals was $447,384,678, said the A. A. R. and that net 
railway operating income, before interest and rentals, of the 
Class I carriers in 1946 amounted to $619,284,724, compared 
with $849 228,195 in 1945. 

It continued: 


Taxes and net earnings for the year 1946 are after taking credit in 
the accounts for carry-back tax credits. For the month of December, 
such credit were approximately $71,000,000 and for the year 1946 they 
amounted to $170,000,000. Both the net railway operating income and 
the net income for December and the year 1946 would have been cor- 
respondingly reduced had these carry-back credits not been made. 

The rate of return earned on net property investment, after depre- 
ciation, averaged 2.74 per cent in 1946, compared with a rate of return 
of 3.64 per. cent in 1945. 

Net property investment is the value of road and equipment as 
shown by the books of the railways including materials, supplies, and 
cash, and after deducting accrued depreciation. The earnings reported 
above as net railway operating income represent the amount left after 
the payment of operating expenses and taxes, but before interest, 
rentals and other fixed charges are paid. 

This compilation as to earnings in 1946 is based on reports from 
all Class I railroads, representing a total of 227,620 miles. 

Total operating revenues in 1946 amounted to $7,627,313,394 com- 
pared with $8,898,608.723 in 1945, a decrease of 14.3 per cent. Operating 
expenses for the year 1946 amounted to $6,357,550,666 compared with 
$7,053,079,988 in 1945, a decrease of 9.9 per cent. 

Thirty-six Class I railroads failed to earn interest and rentals in 
1946, of which eighteen were in the Eastern District, seven in the 
Southern Region, and eleven in the Western District. 


Eastern District 


Class I railroads in the Eastern District in 1946 had an estimated 
net income, after interest and rentals, of $60,000,000, compared with 
$166,858,287 in 1945. 

Those same roads in 1946 had a net railway operating income, be- 
fore interest and rentals, of $208,601,753, compared with $340,097,265 
in 1945. 

Operating revenues of the Class I railroads in the Eastern District 
in 1946 totaled $3,402,744,674, a decrease of 9.6 per cent compared with 
1945, while operating expenses totaled $2,926,763,791, a decrease of 7.6 
per cent. ; 

Southern Region 
Class I railroads in the Southern Region in 1946 had an estimated 


net income, after interest and rentals, of $33,000,000, compared with 
$45,708,431 in 1945. 
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Those same roads in 1946 had a net railway operating income, be- 
fore interest and rentals, of $92,623,447, compared with $118,121,226 in 
1945. 

Operating revenues of the Class I railroads in the Southern Region 
in 1946 totaled $1,061,620,515, a decrease of 13.7 per cent compared with 
1945, while operating expenses totaled $880,765,181, a decrease of 7.3 
per cent. 

Western District 

Class I railroads in the Western District in 1946 had an estimated 
net income, after interest and rentals, of $194,000,000, compared with 
$234,817,960 in 1945. : 

Those same roads in 1946 had a net railway operating income, be- 
fore interest and rentals, of $318,059,524, compared with $391,009,704 
in 1945. 

Operating revenues of the Class I railroads in the Western District 
in 1946 totaled $3,162,948,205, a decrease of nineteen per cent compared 
with 1945, while operating expenses totaled $2,550,111,694, a decrease 
of 13.1 per cent. 


DOUGLASS HEADS LABOR PANEL 


President Truman has designated Frank P. Douglass, chair- 
man and sole member at present of the National Mediation 
Board, as chairman of the National Railway Labor Panel, a 
position held previously by H. H. Schwartz whose term as mem- 


‘ber of the mediation board expired February 1. The panel was 


set up under executive order of the President to provide for 
appointment of emergency boards to investigate disputes be- 
tween management and labor on the railroads without labor 
having to take a strike vote, for the period of the war. Mr. 
Schwartz, formerly United States senator from Wyoming, has 
announced he will return to his home in Caspar, Wyo., to prac- 
tice law. 


RAIL EMPLOYMENT 


’ Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,334,095 at the middle of 
January, a decrease of 4.26 per cent under January, 1946, and 
a decrease of 1.43 per cent under December, 1946, according 
to a rail employment compilation based on preliminary reports, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. The January, 1947, employment was reported 
as follows: 


Executives, officials, and staff assistants, 15,094; professional, cleri- 
cal, and general, 224,985; maintenance of way and structures, 240,702; 
maintenance of equipment and stores, 372,432; transportation (other 
than train, engine, and yard), 173,804; transportation (yardmasters, 
switch-tenders, and hostlers), 17,142; transportation (train and engine 
service), 289,936. 


STRIKE NOTICES AIMED AT TRUCKING INDUSTRY 


The American trucking industry was the target for 15.3 per 
cent of all union notices of intention to strike which were filed 
in January with the Labor Department, as compared with 25.7 
per cent in December, 1946, according to an analysis by the 
industrial relations department of the American Trucking Asso- 
ciations, Inc. Union notices against all industries for January 
totaled 504. Of these, 77 were directed against the trucking 
industry, as compared with 85 out of a total of 331 filed in 
December. ' 

The January notices involved 217 trucking companies and 
three employer associations, compared with December notices 
involving 278 trucking companies and eleven employer associa- 
tions. Twenty-one of the January notices involved more than 
one company, compared with 37 in December. All the January 
notices against the trucking industry were filed by the Inter- 
national Brotherhood of Teamsters. 

Illinois, which led all states with nine notices in December, 
ranked first again in January with 11. Indiana was second with 
nine; lowa third with seven, and Missouri fourth with six. No 
notices at all were filed in 26 states. 


KATY DIESEL PURCHASE 


Continuing a program which will eventually equip all of 
its yards with diesel power, the Missouri-Kansas-Texas Rail- 
road recently put five new diesel switch engines in. operation 
at its Ney Yards in Fort Worth, Tex. Dieselization of the yards 
is complete. Steam power in the Dallas yard was replaced with 
diesels several months ago. 


CHANGES IN DOCKET 


Hearing in MC-C 882, assigned for February 11, at Washington, 
D. C., was cancelled and reassigned for March 11, at Washington, D. C., 
before Examiner Carpenter. 

Hearing in MC 52633, Sub. 33, assigned for February 12, at Jackson- 
ville, Fla., was cancelled. 

Hearing in MC 104303, Sub. 2, assigned for February 13, at Tampa, 
Fla., was postponed to February 14, at Floridian Hotel, Tampa, Fla., 
before Examiner Yardley. 

Hearing in MC 107535, assigned for February 14, at Tampa, Fla., was 
postponed to a date to be fixed. 

Hearing in MC 107663, assigned for February 11, at New York, N. Y., 
was postponed to a date to be fixed. 
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Florida Truck Operators 
Pay Tribute to Rodgers 


Though the war has been over for more than 18 months, 
the trucking industry is still in desperate need of more than 
$2,000,000,000 worth of equipment, Ted V. Rodgers, national 
president of the American Trucking Association, told members 
of the Traffic Club of the Miami Chamber of Commerce, Febru- 
ary 11, in the McAllister Hotel. 

There are more than 5,500,000 trucks operating on the 
highways of the nation, said Mr. Rodgers. These vehicles are 
transporting more than 90 per cent of the milk and 60 per cent 
of the nation’s meat supply. 

The A. T. A. president urged that the Commission institute 
an immediate inquiry into highway freight rates, to insure 
truckers a fair return on their investment. He said the A. T. A. 
is launching the greatest safety drive in its history this year, 
under the slogan “Safety Is No Accident.” Safety, he said, is 
a well-planned preventive program that reaches every person 
who sits behind the wheel of an automobile or truck. 


Farewell Tribute to Rodgers 


In a farewell tribute to Mr. Rodgers, who has announced 
he will retire as A. T. A. president at the end of his present 
term, more than 1,000 trucking operators from every part of 
Florida staged a mammoth barbecue and stage show in Miami’s 
city auditorium, February 12. Earlier in the day, Mr. Rodgers 


met with the board of directors of the Florida Trucking Asso- 
ciation. 


Highway Interline Problems 
in Chicago Area Discussed 


Following numerous complaints from shippers in the Chi- 
cago area charging that motor carriers are giving poor service 
on interline freight shipments, W. Y. Blanning, director of the 
Commission’s Bureau of Motor Carriers, held a series of meet- 
ings with shipper and carrier representatives in Chicago, Feb- 
ruary 10 and 11. Mr. Blanning met separately with district 
directors of the Commission, and with small groups of shipper 
and carrier executives on February 10, and on the following 
morning conferred with the executive committee and members 
of the Central States Motor Freight Bureau, after which he 
returned to Washington. Frank Purse, Chicago district director 
of the Bureau of Motor Carriers, participated in the various 
meetings. 

The problem of handling interline shipments has become 
increasingly critical in recent months, according to shippers, 
who have accused the motor carriers of refusing to handle such 
shipments. They cited numerous instances where freight has 
been delayed for many days before any motor carrier would 
accept the shipment, and claimed that on oecasion some carriers 
will refuse to participate in interline shipments to certain points 
though the same carriers will handle their own freight at 
such: points. 

The carriers, on the other hand, cited equipment and man- 
power shortages, and terminal congestion, and said the motor 
carrier industry is anxious to cooperate,on any program which 
promises to expedite such service. 


Carrier Committee Named 


The Commission, while realizing that such shortages, com- 
bined with inadequate terminals, are responsible for much of 
the difficulties in the problem of interline shipments, believes 
that the time has come to make an effort to improve the situ- 
ation. Following its discussion with Mr. Blanning, the C.S.M. 
F.B. appointed a committee of seven, headed by Alex Scherer, 
of Scherer Freight Lines, Ottawa, Ill. This committee will 
study thé best methods of meeting the interline problem, and 
will report to the April meeting of the C.S.M.F.B. executive 
board meeting, after which the carriers hope to submit to the 
Commission a rounded program. Mr. Scherer pointed out to 
the Commission representatives some of the difficulties involved. 
Some of the motor carriers are key-point operators, making 
stops at only the larger towns, while the distributing operators 
serve all the smaller communities. Because two or more oper- 
ators must split the revenue received from a joint haul move- 
ment, many carriers prefer to use their overtaxed equipment 
for local shipments where the income is greater. As a result, 
some carriers have flagged out of joint line tariffs, or have 
given scant consideration to interline traffic. 

There are several actions the Commission could take in 
the present situation, shippers pointed out to Mr. Blanning. 
The Commission might withdraw operating rights to a certain 
point, if the carrier doesn’t serve those points, though continu- 
ing to list service to such points. Or, if a carrier seeks an 
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extension of its operating rights, the Commission might inquire 
as to the quality of service it is giving to the points now served 
or listed by the carrier. 

Though some shpipers said they would welcome a Commis- 
sion investigation of motor carrier practices in the handling of 
interline shipments, Mr. Blanning indicated that he is not ready 
to recommend such an investigation. He came to. Chicago, he 
said, to confer with both shippers and carriers, and to ascertain 
what the situation is. 

It is probable that the carriers themselves, through the 
Scherer committee on interline problems, will first be given 
a chance to work out a program to meet the situation, before 
further steps are taken by the Commission. 





Paperboard Proposal Opposed 
at C.S.M.F.B. Committee Hearing 


Representatives of the paper box industry turned out in 
force the morning of February 12 at the public hearing before 
the standing rate committee, Central States Motor Freight 
Bureau, in the Palmer House, Chicago, to oppose a carrier 
proposal, No. 9764, to “cancel the 1. t. 1. class 55 rating on all 
paper, paperboard, fibreboard, pulpboard and strawboard ma- 
terials and articles when corrugates, as carried in Items 1579, 
—- 3560, 6840, 6900, 7100, 7110, 7260 and 8100 of tariff 

H. A. Hollopeter traffic director of the Indiana State 
Chamber of Commerce told the chairman, C. L. Lawson, that 
the same proposal was up several years ago in I. & S. No. 2064, 
when the Commission by a decision on March 3, 1943, decided 
it was not reasonable. 

G. R. Gordon, traffic manager of the Container Corporation 
of America, Chicago, opposed the proposition on behalf of his 
own company and other container companies in Fort Wayne 
and Louisville. If the proposal becomes effective, he said, his 
company will ask the Commission for suspension. “There will 
be a critical shortage of paper for some time, and consequently 
there will be many l1.t.]. and l.c.l. shipments of paper,’ stated 
Mr. Gordon. 

Frank L. Ruland, assistant general traffic manager of the 
Gaylord Container Corporation, St. Louis, and other representa- 
tives of the industry concurred in the statements of Messrs. 
Hollopeter and Gordon. 

A carrier proposal to amend item 3160-A of tariff 255-C, 
which names a rate of 37 cents, minimum weight 20,000 pounds, 
from Louisville to Chicago on aluminum bars, moldings, sheet 
or slab, “by adding thereto aluminum billets, ingots, or pigs,” 
was supported by James E. Lewis, district traffic manager at 
Louisville for the Reynolds. Metal Co. Mr. Lewis said that the 
rail rate on aluminum billets from Louisville to Chicago was 
36 cents, which was increased to 43 cents by the Ex Parte 162 
decision. Though the present truck rate is 41 cents, it will be 
raised to 2 cents above the rail rate on February 28, when the 
general 14 per cent motor rate increase in Central Territory 
becomes effective, said Mr. Lewis. He stated that the railroads 
have filed a proposal similar to the present motor carrier pro- 
posal which is docketed as No. 9761. The claim liability on 
aluminum is practically nil and the heavy shipping weights 
discourage pilferage, said he. 

Speaking on docket No. 9758, a carrier general class rate 
increase proposal to cancel previously established increases 
of 6 and 4 per cent, and 2%, 1, and 20 cents, and to increase 
the rates resulting from paragraph 1 by 25 per cent, James 
Daugherty, representing Michigan paper mills, said that the 
proposal attempted to do indirectly what the Commission had 
condemned, that is, to charge rates higher than the Classifica- 
tion basis. Specifically, he opposed paragraph 4 of the proposal, 
reading “In addition to increases proposed under paragraph 2, 
on shipments of less than 5,000 pounds add 20 cents a 100 
pounds.” The proposal as a whole was approved by Mr. 
Dougherty who said that the motor carriers, by adopting such 
a proposal, could wipe out the confusion existing in the present 
motor tariffs. 

In response to questions from shippers, Chairman Lawson 
announced that the general 14 per cent rate increase in Central 
Territory would become effective February 28 on commodities 
and March 3 on classes. He explained that the various emer- 
gency increases adopted by the board were restricted to meet- 
ing valid competitive rates, were generally confined to narrow 
limits, and were published in advance to give shippers an oppor- 
tunity to protest prior to the effective dates of such emergency 
increases. 


Appeal Docket Hearing 
At the hearing on dockets which have been appealed to 


the C. F. A. central committee, held February 11 in the Palmer 
House, only one item, No. 9636, was criticized by shippers. 
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The proposal would amend the tariffs on iron and steel articles 
by restricting the 1.t.l. rating so as not to apply on articles 
age’ to therein exceeding 20 feet in length or 7 feet 6 inches 
in width. ; 

Carl Kuhn, traffic manager of Joseph T. Ryerson & Son, 
Inc., Chicago, said the proposal would mean fourth class rating 
on iron and steel articles over 20 feet in length. Whereas the 
mill now has the option of furnishing steel of various lengths, 
within specified minima and maxima “under the proposal we 
would have to tell the stockman to take out the steel over 20 
feet long, which would mean extra handling,” he said. “We 
would not undertake to specify the lengths on the bills of 
lading, but would leave it up to the carrier.” 

The railroads have waived restrictions on lengths of iron 
and steel, through an exception, stated Mr. Kuhn. The average 
length of truck trailers coming into the Ryerson plant is 24 
feet and seldom less, he said. 

Fred Eiselstein, traffic manager, U. S. Steel Supply Co., 
Chicago, supported Mr. Kuhn’s objections to the proposal. 
“When we call a truck carrier, we indicate to him the maxi- 
mum length of our shipment, and we know the equipment used 
by the various carriers,” he said. “If the truckers want the steel 
business, it would be folly to put in a rule like this.” 

Mr. Eiselstein said his Chicago plant was averaging loads 
of 14,000 pounds on every highway truck. 


Cc. M. F. A. AND SATURDAY SERVICE 


The recommendation that all over-the-road operators limit 
Saturday pickup and delivery service in Chicago as much as 
possible, consistent with their own operations, originally issued 
by the board of directors of the Central Motor Freight Associa- 
tion on January 9 (see Traffic World, January 18, p. 200), was 
reaffirmed by the board at its February 5 meeting. After 
considerable discussion, the board decided that its original rec- 
ommendation should stand without any deletions or additions. 

The recommendation urged operators to “at least as a 
minimum limit their pickup and delivery operation of freight 
to shipments over 5,000 pounds,” and “to keep their docks 
open for the receipt or delivery of freight tendered to them or 
called for by shippers, and that they continue to receive and 
deliver all interline freight, regardless of size.” 


AUTOMOTIVE EXCISE TAX COLLECTIONS 


Collections of federal automotive excise taxes in 1946 
amounted to $898,431,411, an all-time record and an increase 
of 5.9 per cent over collections for 1945, according to the 
National Highway Users Conference. The portion of these taxes 
paid by highway users is estimated by the conference at $806,- 
184,481 or 89.7 per cent. Adding all such collections since 1917, 
when such taxes were first imposed, the conference finds that 
a grand total of $8,214,489,386 has been paid, of which it is 
estimated highway users have paid 90.6 per cent or $7,438,- 
620,406. The excises were repealed in the late 20’s, were again 
enacted in 1932 and further increased in World War II. 

The taxes collected in 1946 were on gasoline, lubricating 
oil, crude petroleum processed, transportation of oil by pipeline, 
automobiles and motorcycles, trucks, passenger automobiles for 
hire, tires, parts and accessories for autos, inner tubes, auto 
parts and accessories, and motor vehicle use. 


1946 Truck Tire Production 
Under 1945 But Met Demand 


The American tire industry established an all-time produc- 
tion record of 66,734,441 passenger car and motorcycle tires in 
1946, the Civilian Production Administration said February 10, 
adding: 


This was an increase of 136 per cent above the 28,292,112 units 
produced in 1945, and surpassed by more than 15,000,000 the pre-war 
record of 51,000,000 passenger car and motorcycle tires achieved in 1940. 

A total of 19,030,059 passenger car and motorcycle tires were manu- 
factured in the fourth quarter of 1946. Previous peak production was 
16,651,169 units in the third quarter of the same year. 


“The 15,837,039 truck and bus tires produced in 1946,” said 
W. J. Sears, C. P. A. rubber division director, ‘were three per 
cent less than the record of 16,354,445 units built in 1945 which 
Saw the peak of military demand. This decrease was due to the 
fact that the wartime backlog and current demand for large 
truck and bus tires had been fairly well met by the middle of 
1946. Thereafter, rubber manufacturers concentrated on pas- 
senger car and small truck tires.” 

Commenting on other tire production, C. P. A. said: 

Along with the high rate of passenger car and motorcycle tire pro- 


duction the industry was able to build 4,811,814 tractor and implement 
tires in 1946, an increase of 79 per cent over 1945 production. Bicycle 
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tire = was 9,061,296 units in 1946, an increase of 79 per cent 
over 1945. 

Demand for airplane tires dropped sharply in 1946 and only 258,739 
units were produced, a decrease of 68 per cent from 1945 production. 
Likewise the demand for camelback, the material used to retread tires, 
dropped in 1946 so that production of 76,246 long tons was sufficient to 
meet requirements. This was a 44 per cent decrease from the 1945 
production level. 

“The rubber manufacturing industry, during the fourth 
quarter of 1946,” said Mr. Sears, “apparently ran at full capac- 
ity for peacetime operation of existing facilities. The backlog 
and current demand for passenger car tires has been fairly well 
satisfied. Although it may not be possible for the motorist to 
buy the brand of tire he wants the moment he wants it, he can 
almost always find a tire to fit his car when he needs it.”’ 

“The industry has scheduled an all-out production rate for 
the first quarter of 1947. If the record production level of the 
fourth quarter of 1946 can be maintained, the distributing pipe- 
lines of the tire industry will be reasonably well filled to supply 
the motorist with the tires he will need for his 1947 summer 
driving.” 


BUTYL IN TRUCK TIRE TUBES 


Butyl, the special purpose synthetic rubber with high air- 
retaining properties, may now be used in the manufacture of 
tire tubes of all sizes and types, says the Civilian Production 
Administration, adding: 


Until now, the supply of butyl has not been sufficient for unre- 
stricted use in tubes and it has been prohibited in tubes of 7:00 inch 
cross section and larger. This restriction was removed by Direction 1 
to Appendix II of Rubber Order R-1. 

Manufacturers now have the choice of using butyl or natural rubber 
in tubes for truck and bus tires. Because natural rubber remains in 
short supply, its use in passenger car tubes and certain special types 
of small tubes is still prohibited, CPA said. 

Butyl (called GR-I when produced in government facilities) is a 
special purpose rubber with properties of air retention superior to those 
of natural rubber. Tube manufacturers now may offer truck or bus 
tubes of American-made butyl which require only occasional checking 
of air pressures. 


GROWTH OF NATURAL RUBBER SUPPLY 


“According to the best evidence that I have been able to 
obtain, it appears that perhaps in late 1947, and almost cer- 
tainly by early 1948, natural rubber production will have in- 
creased to the point where it will be possible to satisfy world 
rubber needs largely from natural rubber,” said President 
Truman in a message to Congress in which he recommended 
expeditious action by Congress for establishment of “appro- 
priate committee arrangements to consider the problems of 
maintaining a synthetic rubber industry in the United States 
and to draft such legislation as is found necessary to accom- 
plish this objective.” 

His message supplemented an earlier message in which he 
asked for a one-year extension of certain of his powers under 
the second war powers act. He said that the time would soon 
arrive when it would no longer be necessary to use government 
controls to insure equitable distribution of natural rubber or 
to produce the maximum number of commodities from synthetic 
rubber. When that time came, he said, continued controls 
would be used only for the purpose of insuring the maintenance 
of a minimum synthetic rubber industry in the States. 


FRUEHAUF BUYS CARTER MANUFACTURING CO. 


The Fruehauf Trailer Co. of Detroit has acquired all of 
the outstanding stock of the Carter Manufacturing Co., Inc., 
and Carter, Inc., of Memphis, Tenn., manufacturers of Carter 
trailers for over 20 years. In announcing the purchase Harvey 
C. Fruehauf said that the present management will continue 
to operate both companies, with N. A. Carter, Sr., as president, 
and N. A. Carter, Jr., as vice-president. The elder Mr. Carter 
is a former president of the Truck-Trailer Manufacturers As- 
sociation. Mr. Fruehauf stated it will be the policy to con- 
tinue to produce Carter trailers at the Memphis plant, and to 
service them at all Carter and Fruehauf branches. 


TARCO’S FOLDER FOR TRUCK OPERATORS 


A new reference file folder describing the necessary forms, 
records and reports required of motor truck operators by the 
Commission has been issued by Tallman, Robbins & Co., of 
Chicago. The four-page folder lists the many forms and re- 
ports which truck operators must use, such as log books and 
holders, driver’s physical examination certificates, the required 
I. C. C. report forms, and a summary of complete accounting 
records. Complimentary copies may be obtained from the com- 
pany. 














A. A. R. Mississippi River 
System Bulletin Issued 


The Association of American Railroads has issued a bul- 
letin entitled, What Do You Get for Your Billions” a sum- 
marization of a more extensive presentation of the subject in a 
report on “Transportation of the Mississippi River System” of 
the water transport subcommittee, Railway Committee for the 
Study of Transportation, Association of American Railroads. 

The report deals with public expenditures on the water- 
ways system in question, the statement being made that the 
construction, improvement, and maintenance of the Mississippi 
River system for navigation have already cost the tax payers 
$1,200 000,000, of which the overwhelmingly greater part has 
been poured out since 1921. 

Alluding to the declaration that river transportation is in- 
herently “cheap,” the bulletin asserts that most transporta- 


tion on the Mississippi River system is not cheap, when all 
costs are considered. 


“On the contrary, it is so costly that it can exist only by 
saddling on the taxpayers of the country a large part of the 
burden of its real cost,” it is asserted. 

Another declaration is that transportation on. the Missis- 
sippi River system did not relieve the railroads of any burden 
during war emergencys. On the contrary, when the war needs 
came, the railroads were called on to handle much traffic 


which in the easier days of peace had moved by river, the 
A. A. R. said. 


Its conclusions and recommendations set forth in the bul- 
letin follow: 
Conclusions 


The salient conclusions which flow from a study of facts pertaining 
to transportation on the Mississippi River System may be summarized 
as follows: 

1. The increasing growth of private transportation on the Missis- 
sippi River System, made possible by expenditures of public funds for 
channels used without charge, adversely affects all common-carrier trans- 
portation and shippers dependent upon such transportation. 

2. The present procedure of investigating proposed waterway im- 
provement projects without providing an opportunity for the Interstate 
Commerce Commission fo express its judgment upon the economic 
soundness of such projects results in threat of injury to essential 
agencies of transport. 

3. The broad scope of exemptions provided in the Water Carrier Act 
of 1940 (Part III of the Interstate Commerce Act) results in the major 
portion of water transportation not being subject to regulation. This 
makes successful and fair regulation by the Interstate Commerce Com- 
mission of railroads and of those water carriers which are subject to 
regulation an almost impossible task. 


4. The operations of the Federal Barge Lines, owned and operated 
by the United States government, have failed during each of the seven 
years 1939-45 to provide revenues sufficient to pay even their operating 
expenses, and early in 1946, Mr. Henry A. Wallace, Secretary of Com- 
merce of the United States, in a statement to members of a committee 
of the House of Representatives, estimated that there would be similar 
failures in the fiscal years 1946 and 1947 exceeding $1,000,000 in each 


year. The United States Board of Investigation and Research reached 
this conclusion: 


‘In view of the record made by this subsidized enterprise over an 
extended period, it is questionable whether this experiment in govern- 
ment operation of a transportation service should be continued.’’ 


5. Failure to impose reasonable user charges for the use of the 
navigable waterways of the Mississippi River System results in advan- 
tage to the water carriers and discrimination against competitive forms 
of transportation. 


6. The benefits derived from expenditures of tax funds for free 
river channels are confined very largely to a few large shippers and 
do not accrue to the general public whose taxation provides these 
channels. 


Recommendations 


To correct some of these inequalities of treatment at the hands of 
the government between the railroads and water carriers on the Mis- 
sissippi River System there should be: 

1. Collection of reasonable charges for the benefits enjoyed by those 
who use navigable inland waterways, improved at public expense for 
commercial ‘transportation. 

2. Elimination of exemptions in the water carrier act of 1940 to 
bring within the jurisdiction of the Interstate Commerce Commission 
all transportation for hire on the inland waterways. 

3. Requirement by law that the Interstate Commerce Commission 
shall pass upon the economic soundness, in the public interest, of pro- 
posed construction of new waterways and improvements of existing 
waterways. 

4. Withdrawal of the federal government from competition with 
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its own citizens in the transportation business on the inland waterways 
by disposing of its barge-line operations. 


Freas Report in Harbor Case 
Discussed in Briefs 


The City of Los Angeles and its Board of Harbor Commis- 
sioners have filed a joint brief as respondents in No. 640, In 
the Matter of Terminal Rate Structure—California Ports, as- 
serting that a study of harbor terminal costs which allowed for 
a return on municipal property used in port operations was ‘‘en- 
tirely defensible.” 

The proceeding involves an investigation, instituted by the 
Maritime Commission at the request of the California Associa- 
tion of Port Authorities, to determine a formula for the segre- 
gation of costs as between services performed for vessel and 
cargo, and for each. On behalf of the commission, Howard G. 
Freas made a study of terminal operations at the Pacific coast 
ports and recommended a formula for cost finding (see Traffic 
World, Feb. 8, p. 429). 

The Los Angeles authorities directed their brief to what 
they said seemed indicated by questions asked Mr. Freas in 
the hearing in San Francisco before Chief Examiner G. O. 
Basham, in December, -1946. The questions asked, they said, 
indicated that certain of the interveners and by one of the com- 
mission attorneys, raised doubts as to the propriety of including 
the present fair value of lands owned by the City of Los An- 
geles and devoted to wharfinger operations in figuring a 7 per 
cent return from such operations. 

The respondents said the formula developed and recom- 
mended by Mr. Freas (disregarding the portion relating to the 
apportionment between various operations) included basically 
two primary groups, namely, carrying charges, and operating 
charges. After referring to a number of cases respect’ng costs, 
the respondents said Mr. Freas was correct in his report, both 
procedurally and legally, in determining to include as a part 
of the rate base “a return’ on the present fair value of the 
lands used by the various ports in their wharfinger operations 
and in disregarding in arriving at that present fair value the 
original cost of said lands, because such cost was too remote 
and would not have reflected the present fair value, and in 
disregarding the fact that the public ports were using certain 
land that had always been in public ownership, for which there 
was no original cost figures. The public ports, as owners of 
the lands devoted to wharfinger operations, were entitled to 
have the present fair value of those lands included, regardless 
of how such lands were acquired, and regardless of whether 
those lands cost the individual ports anything or not, said the 
respondents. 

In a discussion of return for both the public and the private 
ports and terminals, the respondents declared that there were 
no provisions of any law that qualified in any manner the right 
of the City of Los Angeles and the Board of Harbor Commis- 
sioners thereof to fix rates and charges that would show a rea- 
sonable return on capital invested in wharfinger facilities in the 
Port of Los Angeles. Their conclusions follow: 


From the aforesaid discussion of Mr. Freas’ report and from the 
authorities quoted and cited, it can be seen that, in compliance with the 
law, Mr. Freas had no option but to include all of the properties at all 
of the ports devoted to wharfinger operations at their present fair 
value and to allow each a reasonable return thereon in arriving at a 
rate base. A formula for cost finding to be used in establishing a rate 
base which does not give consideration to all of the lands devoted to 
wharfinger operations and to a return upon capital investment would 
result in a rate base that would be indefensible on the ground that 
the application thereof would be subject to the objection that the re- 
sulting rates based thereon would be confiscatory. 

The City of Los Angeles and the Board of Harbor Commissioners, 
by filing this brief and by appearing in this proceeding, are not to be 
deemed to have acknowledged or conceded that the Maritime Commis- 


sion has any jurisdiction over the fixing of rates and charges of public 
ports. 


The brief said that in view of the fact that these respond- 
ents at the time of filing this brief were not in a position to 
determine what, if any, other specific objections might be raised 
and urged to Mr. Freas’ study and formula, they respectfully 
requested that they be given permission to file, if deemed nec- 
essary or advisable by them, a brief in reply to those which 
might be filed by February 15 by counsel for the commission, 
other respondents and interveners. 


MARINE SURPLUS PROPERTY 


The Maritime Commission has included a group of vessels 
which are available for sale at fixed prices in its illustrated 
monthly catalog, the “Maritime Surplus Seller.” Hundreds of 
surplus marine items are also listed in the February issue, says 
the commission adding: 


Included in the February listings are coastal tankers, tugs, various 
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types of landing craft, motor torpedo boats, and various patrol craft 
ranging in price from $4,000 for one of the famous speedy PT boast to 
$225,000 for a 1,200-ton Diesel tanker, and $265,000 for new, sturdy, 
ocean-going tugs. Largest single type offering comprises more than 
250 Navy LCI’s which can now be purchased for $10,000 each ‘‘as is, 
where is.”’ 

The vessels are located in various ports throughout the country and 
are available for immediate delivery on a first come, first served basis. 
Information relative to the location of these vessels and their avail- 
ability, may be obtained from Maritime Commission offices in Portland 
(Maine), Boston, New York, Philadelphia, Baltimore, Norfolk, Charles- 
ton, Savannah, Jacksonville, New Orleans, Mobile, Chicago, Galveston, 
San Pedro, San Francisco, Portland (Oregon) and Seattle. 





Ship Conference Agreements 


The Maritime Commission has announced approval, under 
section 15 of the shipping act, 1916, as amended, of Agreement 
No. 7594 between N. V. Stoomvaart Maatschappij “Nederland” 
and N. V. Rotterdamsche Lloyd, two Dutch lines, together 
constituting the Java Pacific Line, and Silver Line, Ltd., estab- 
lishing a joint cargo and passenger service in the trade be- 
tween U. S. and Canadian Pacific coast ports and the Hawaiian 
Islands, and ports in the Philippines, Indo-China, Netherlands 
East Indies, Singapore, and other Far East ports and African 
ports. The agreement provides for equal participation between 
the parties, including, so far as practicable, equality in the 
number of vessels employed by each. In case either party ex- 
tends its services, the other party has the right of 50 per cent 
participation therein. The agreement is to continue until June 
30, 1947, and thereafter indefinitely unless cancelled in accord- 
ance with its provisions. 

Under terms of Agreement No. 7910, filed with the Mari- 
time Commission for approval, Moore-McCormack Lines, Inc. 
(Pacific Republics Line) and Westfal-Larsen & Co. A/S (West- 
fal-Larsen Co. Line), parties thereto, propose creation of a 
conference to be known as the Pacific Coast River Plate Brazil 
Conference covering the establishment and maintenance of just 
and reasonable rates, charges, and practices in connection with 
the transportation of cargo, either direct or by transhipment, 
in the trade between U.S. and Canadian Pacific ports and ports 
in the Argentine, Uruguay and Brazil. Provision is made in 


the new agreement for cancelation of outstanding agreement 
No. 6400. 


Asserting that they desired to establish fair and equitable 
rates and practices to prevent unjust discrimination between 
shippers and ports, and otherwise stabilize conditions for the 
benefit of shippers and carriers alike, member lines of the 
Continental North Atlantic Westbound Freight Conference and 
member lines of the French North Atlantic Westbound Freight 
Conference have filed an agreement with the Maritime Com- 
mission, designated as No. 7920, for approval under section 15 
of the shipping act, under terms of which each group agrees 
to protect the rates of the other conference on cargo tendered 
to it, in the trade from European ports between Hamburg and 
Bayonne, both inclusive, to U. S. north Atlantic ports between 
Portland, Me., and Hampton Roads, both inclusive. The agree- 
ment is to remain in effect until December 31, 1947, and to con- 
tinue thereafter unless cancelled by either group. 


RICHMOND YARD BID INVITATION 


_. The Maritime Commission has announced it has reissued 
invitations to bid, to be submitted February 28, for the use 
of the maritime Richmond shipyard, located at Richmond, Va., 
one * four yards being held in national defense by the governs 
ment. 

Proposals are invited for a 10-year period beginning April 
1, 1947, for use in shipbuilding, ship repairing, ship breaking 
(scrapping) or related maritime industry through which the 
shipbuilding capacity of the yard will be retained for national 
emergency use, says the announcement, which adds: 


An earlier invitation to bid, setting forth a minimum of $75,000 per 
month, brought no response. The present invitation does not set up a 
minimum yearly rate, but leaves it for competitive bidding to estab- 
lish. However, the commission reserves the right to reject any and all 


bids and to make such award as may be most advantageous to the in- 
terests of the United States. 


t 
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ALCOA SERVICE TO VENEZUELA 


The inauguration of a more frequent service from Balti- 
more to Venezuela and the Netherlands West Indies was an- 
nounced by the Alcoa Steamship Co. The new schedule calls 
for sailings at ten-day intervals, commencing February 21. 
The service was formerly a fortnightly one. Ships operating 
under the new schedule will make direct calls at La Guaira, 
Guanta, Puerto Cabello and Maracaibo, Venezuela, as well as 
Curacao in the Netherlands West Indies. 





Air Mail Rate Adjustments Before 
Civil Aeronautics Board 


Asserting it was now faced with a “truly critical financial 
emergency,” occasioned by a recent disastrous decline in pas- 
senger traffic on its system, Pennsylvania-Central Airlines 
Corporation has filed a petition with the Civil Aeronautics 
Board, in docket No. 464, asking for immediate establishment 
of a temporary rate of 30 cents a revenue plane mile, without 
regard to base mileage or base poundage, for transportation of 
mail on its system, for the period of the “present emergency,” 
effective from and after January 14, 1947. 

This decline, the airline said, was attributable, in part, to 
a prolonged series of airline accidents which had been widely 
publicized in the press. Although none of the accidents had 
occurred on its system, the airline said it had felt the adverse 
public reaction to such accidents as much as the system of any 
other carrier. 

Due to-adverse factors in its operations, the airline said 
that in a petition filed January 14, 1947, it had requested the 
board to reconsider an order issued by it establishing the pres- 
ent rate of .3 mill a pound mile for mail transportation on its 
system, and had asked for authorization of a rate of 18.12 cents 
a revenue plane mile for the period between June 1, 1942, and 
December 31, 1946, and 30 cents a revenue plane mile effective 
on and after January 1, 1947. But, since the filing of that peti- 
tion, it said it had experienced ‘‘a catastrophic further decline” 
in passenger traffic in January, 1947. Even though it had re- 
duced its schedules drastically, the airline declared that its 
passenger load factors averaged only 40 per cent in January, 
and it added that there was no prospect of any immediate sub- 
stantial increase in the extremely low volume of such traffic. 

Its cash position was now most critical, said the airline, 
as a result of grave losses prior to December 31, 1946, and the 
decline in January. It attached an affidavit to its petition 
showing that as of December 31, the airline had no working 
capital, that its current assets totaled $6,678,029 while its cur- 
rent liabilities amounted to $8,999,633. Unless. it was awarded 
an immediate and substantial increase, it said it would exhaust 
its cash and available securities in the latter half of February, 
which, as of December 31, amounted to $2,798,000, and would 
thereafter be unable to conduct operations. It said it was 
unable to obtain needed cash in any manner other than through 
the requested mail rate increase, and added: 


A diligent inquiry has disclosed that it is impossible for petitioner 
to obtain the necessary cash by a sale of stock at this time. Even if 
petitioner’s stock could be sold, the sales of such stock to the public 
could not possibly be consummated in sufficient time to provide the 
necessary cash in the present emergency. Petitioner is prevented from 
pledging presently owned property and equipment because of pro- 
visions in the indenture covering its 15-year 3% per cent convertible 
income debentures. As a matter of fact, petitioner has a current lia- 
bility of $4,000,000 which is owed to banks on notes payable May 1, 
1947. If petitioner’s cash and credit position is not improved in the 
manner requested herein, the banks holding these notes may refuse to 
extend them and may demand payment on May 1. In this event, re- 


financing will be impossible and petitioner will have to default on such 
notes. 


The airline requests establishment of the “emergency” rate 
requested until such time, it says, as the board shall enter a 
further order establishing other temporary or permanent rates 
for the transportation of mail on its system. 


Chicago & Southern 
Chicago and Southern Air Lines, Inc., in a petition filed 


‘with the board, in docket No. 2564, has asked the board to 


reconsider the temporary base rate of 50 cents an airplane mile, 
which it accepted under a “‘show cause” order, determined for 
transportation of mail, on and after November 1, 1946, over its 
Latin American routes, pending establishment of a final rate, 
now applying on its New Orleans-Havana segment. Such rate, 
it said, was inadequate to relieve its financial burden, and re- 
quested authorization of a rate of $2.17 until such time as 
service was inaugurated beyond Havana to San Juan, thereafter 
to be decreased to $1.64. 

Commenting on the appeal, Tirey L. Ford, chairman of 
the Sea-Air Committee, National Federation of American Ship- 
ping, declared that there was no reason whatsoever for the 
public to be denied service “over this route.” 

“Furthermore,” said he, “there is no reason for one penny 
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The Timken Roller Bearing 
application has proved very 
successful under Union Pacific 
R. R.""Challenger" high-speed freight cars 
during the last 5'/2 years and now is being 
used under some of the new light-weight 
body box cars just built for Rock Island Lines. 


Yes, freight will move faster and faster as more and more Timken 
Roller Bearing cars go into service. The Timken Roller Bearing 
Company, Canton 6, Ohio. 
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TRAFFIC WORLD 


of government money being paid out of the public weeny to 
provide this service.’ 


On last May 22, Mr. Ford said the board denied an appli 


cation of Waterman Steamship Corporation to serve this route 
and awarded it to C. & S. 


“In doing so,” he said, “the board side-stepped the question 


of the legal eligibility of the steamship company and made its 


selection on its own judgment as to the carrier most able to 
render the service.” 

Waterman, who originally filed for this route in 1940, was 
ready to begin service on 40 hours’ notice without government 
financial aid as a prerequisite, said he. And, he added, C. & S. 
did not begin any service over the route until November, 1946, 
“and has not, as yet, rendered any service beyond Havana.” 
Because of this, he declared, Waterman on July 26, 1946, filed 
a petition for a temporary permit over this route and on Janu- 
ary 17, 1947, an examiner for the C. A. B. filed his report which 
stated ‘‘on the assumption that Chicago and Southern will soon 
inaugurate the service which has been authorized by the board, 
it is recommended that the applicant in this case (Waterman) 
be denied.” 

“He side-stepped the question of a steamship company’s 
legal right to fly,” said Mr. Ford. 

“The C. A. B. now has a clearcut sea-air issue before it— 
the Waterman application is pending—Waterman’s fitness, will- 
ingness, and ability has been admitted. 

“In its current application, Chicago and Southern throws 
in the sponge unless granted substantial additional payments 
from the public treasury—-Waterman’s service would require 
no such payments. 

“If the Civil Aeronautics Board is, as is stated in both the 
original Latin-American case and the examiner’s report, decid- 
ing between the relative fitness, willingness, and ability of two 
eligible candidates, we do not see how it can now possibly avoid 
giving the route to Waterman. 

“If, however, the C. A. B. feels that a steamship line as 
such is ineligible to receive an overseas or foreign air permit, 
then it should decide the case squarely on that issue and give 
the steamship lines their first opportunity to test this issue 
in court.” 


Pioneer Air Lines, Inc. 


By an order in docket No. 2202, Pioneer Air Lines, Inc. 
(formerly Essair, Inc.), the board has directed the airline to 
show cause why it should not fix, determine and publish a rate 
of 35 cents an airplane mile as a fair and reasonable temporary 
rate of compensation to be paid for transportation of mail over 
its system on and after August 1, 1945, pending determination 
and establishment of a final rate. 


All American Aviation 


In No. 1906, All American Aviation, Inc., the board issued 
an order directing the carrier to show cause why it should not 
make final findings and conclusions in this proceeding that fair 
and reasonable rates of compensation for transportation of mail 
by the carrier for route No. 49 shall be as follows: 

For the period May 28, 1945, to August 31, 1946, both inclu- 
sive, a rate of 48.46 cents an airplane mile without reference 
to base mileage, and on and after September 1, 1946, a rate of 
46.77 cents an airplane mile, to be applied to the mileage flown 
on a maximum schedule of two round trips a day over the 
entire route. 


Florida Airways Seeks Adjustment 


Florida Airways, Inc., of Orlando, Fla., has filed a petition 
with the Civil Aeronautics Board, docketed as No. 2801, asking 
for determination of a fair and reasonable rate of compensation 
for transportation of mail over its so-called route No. 75 
between the terminal points of Orlando, Jacksonville and Talla- 
hassee, Fla., via intermediate points, as to which operations were 
instituted on January 10, 1947. The airline asks establishment 
of a temporary rate of 35 cents a revenue plane mile pending 
determination of a final rate to be fixed by the board on the 
basis of reasonable and necessary costs of operation. 









AKRON AIR SERVICE CONTROVERSY 
By separate orders issued against American Airlines, Inc. 


(No. 2789), Eastern Air Lines, Inc. (No. 2790), Pennsylvania- 


Central Airlines Corporation (No. 2791), and United Air Lines, 
Inc. (No. 2792), which have been consolidated into one pro- 
ceeding, designated as docket No. 2332, the Civil Aeronautics 
Board has directed each of the carriers named to show cause 
why, at public hearing, later to be set, the use of the Canton- 
Akron Memorial Airport for the purpose of serving Akron, O., 
should not be disapproved. By complaint filed with the board, 
the City of Akron alleged that the carriers had served notice 
of intention to discontinue service to Akron through the Akron 
Municipal Airport located in and owned by the City of Akron, 
and that they proposed instead to serve Akron through the more 
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"Our Freight makes ‘SLEEPER JUMPS ‘on New York Central” 





] LATE LOADING. “As Traffic Manager for a de- 
¢@ partment store chain, I count heavily on Central’s 
convenient freight service. Suppose our Cleveland store 
wires our district warehouse to rush merchandise for a 
special home furnishing event. A truck will pick up the 
shipment for that night’s train.” 





3 CENTRAL LOCATIONS. “Dependable, night freight 
@ service puts our warehouses along New York 
Central within ‘sleeper jumps’ of many of the stores 
they supply. And that’s just one of the competitive 
advantages we get from having strategic “Central loca- 
tions’ within the area of America’s most concentrated 
buying power.” 


HELPING SHIPPERS AND PLANT PLANNERS 


Call on New York Central for expert help in handling 
your Carload or L.C.L. shipments, or locating a plant 
site with the special advantages you need. Contact the 
nearest representative of New York Central’s Industrial 
Department, or our local Freight Agent ... or write 
Freight Traffic Department, New York Central System. 
466 Lexington Avenue, New York 17, N. Y. 











YORK CENTRAL 


The Water Level Route 
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MERCHANDISE PULLMANS. “Our shipment moves 

@ by night in one of the fast freights that link key 

markets all along New York Central’s 11,000-mile system. 

Hundreds of new, smooth-riding, high-speed cars— 

regular merchandise ‘Pullmans’—have recently been 
added to Central’s freight fleet.” 


PHILAD 
Connellsville 


ANSVILLE 


New York Central works for you night and day 
when your plant has a “CENTRAL” location. 


NCENTRATED in New York Central’s territory 
~ is 52% of U.S. buying power. 
petectric power at low cost and pure water for 
industrial uses are plentiful here. 


NEW specialized cars are adding to New York 
Central’s 158,000 freight car fleet. 


TRAVELING personnel benefits from the all-weather 
service of Central’s Great Steel Fleet. 


All service via Central reaches ports handling 
80% of Atlantic coast foreign trade. 
AF produces 75% of U.S. bituminous coal and 

steel, plus many other materials and supplies. 


pAsor supply includes nearly two-thirds of 
America’s highly skilled factory workers. 


NEW YORK 
CENTRAL) 
SYSTEM 4&* 
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a Cargoes Via 
PORTACOMA PIERS 


Covered and open storage 
Complete mechanical equipment 


Grain Elevator and Cold Storage 


PORT OF TACOMA 


P. O. Box 1612 Cable “Portacoma” 
TACOMA WASHINGTON 


Industrial sites available for lease or 
sale at very reasonable rates. Served by 
four trans-continental rail lines. Electric 


power and water services at low costs. 





FOR FEWER FREIGHT CLAIMS 
ACME BAND 





The Acme Unit-Load process is ap- 
proved by the A.A.R. for bracing 
straight, mixed, pool and stop over 
cars, and bracing car doors. 


* aze.u.s PAT. Orr. 


ACME STEEL COMPANY 


NEW YORK 7 ATLANTA CHICAGO 8 LOS ANGELES 11 
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distant Canton-Akron Memorial Airport, located in Summit 
county, but not yet completed. 


LOS ANGELES-MEXICO CITY AIR SERVICE 


Examiner Richard A. Walsh, of the Civil Aeronautics 
Board, in a proposed report in No. 2383, Compania Mexicana 
de Aviacion, S. A., has recommended, in view of substantial 
traffic volume and the importance of maintaining ex'sting 
amicable relations with Mexico, that the foreign air carrier 
permit of Compania Mexicana de Aviacion, S. A., authorizing 
it to engage in foreign air transportation between Los Angeles 
and Mexico City be amended by removing a limitation in the 
permit restricting frequency of operation to three round trips 
a week. 


Air Freight Forwarder Cases Set 
for Hearing in Four Sessions 


Hearings before the Civil Aeronautics Board in the so-called 
Air Freight Forwarder Proceeding, docket No. 681, et al., 
encompassing proposed indirect air transportation to and from 
any point in the United States and to and from points in the 
U. S. and foreign countries, have been scheduled to be held in 
four consecutive sessions beginning February 17, at 10 a. m., 
in the Great Hall, Chamber of Commerce of the State of New 
York building, New York, N. Y., before Examiner J. Ear] Cox 
(see Traffic World, October 12, 1946, p. 989, and November 23, 
1946, p. 1372). 

In a notice to the parties, the board said that at the close 
of the taking of testimony in New York, immediate adjourn- 
ment would be taken to Washington, D. C., following which 
there would be adjourned sessions in Chicago, Ill., and in San 
Francisco, Calif. 

Nearly 170 applications, involving more than 60 applicants, 
requesting certificates, exemption orders or other authorization 
in connection with air property transportation, now on file with 
the board, have been consolidated into the proceeding, with 
division of the applicants into four groups according to locality. 
for the purpose of the hearings. 

Without limiting the scope of the issues presented by the 
proceeding, the board’s notice said that particular attention 
would be directed to the following matters and questions: 


(1) The extent to which there is a general need for services of air 
carriers indirectly engaged in air transportation of property, including 
air freight forwarder, air cargo forwarder, air express and similar in- 
direct air carriers services. 

(2) The extent to which indirect air carrier operations should be 
subject to restrictions to prevent uneconomical competition and the 
nature of such restrictions. 

(3) Whether or not certificates of public convenience and necessity 
should be required for any or all such operations, or whether exemp- 
tions from all the provisions of the act should be granted for any or 
all of such operations, and the standards to be provided for such cer- 
tificates or exemptions, including the question of the continuance, limi- 
tation, modification or revocation of the exemption order of March 13, 
1941 (order serial No. 941) exempting Railway Express, Inc. 

(4) Should an authorization or certificate of public convenience and 
necessity limit the holder to service between points specifically named 
in its authorization or certificate? 

(5) Should an authorization or certificate of public convenience and 
necessity for such services limit the holder to the utilization of certain 
types of air carriers? 


The board said the principal portion of the evidence on 
the foregoing issues would be taken at the first session in New 
York, subject, however, to the admission of additional evidence 
on them at any of the other sessions. Other questions concern- 
ing public convenience and necessity and public interest would 
also be directed to each of the applicants. 2 


Applicants Listed 


The board has made available a list of the applicants 
scheduled to be heard at the various sessions, as follows: 


New York 


Railway Express Agency, Inc., New York, N. Y.; Gilbert Air Freight 
Corporation, New York, N. Y.; International Expediter, Inc., New 
York, N. Y.; Fast, Inc., New York, N. Y.; Air Express International. 
Inc., New York, N. Y.; Air Express International Agency, Inc., New 
York, N. Y.; Airfreight Forwarders Co., New York, N. Y.; Emery Air- 
freight Corporation, New York, N. Y.; Wells Fargo Carloading Co., 
New York, N. Y.; Skyways Freight Forwarding Corporation, New York, 
N. Y.; Western Air Freight Forwarders, Inc., Jersey City, N. J.; Inter- 
national Veterans Air Lines, Inc., Maspeth, L. I., N. Y.; National N. Y. 
Packing & Shipping Co., Inc., Manhattan, New York, N. Y.; PACO 
Service, Inc., Manhattan, New York, N. Y.; Fast Service Shipping 
Terminals, New ‘York, N. Y.; Republic Carloading & Distributing Co., 
Inc., New York, N. Y.; ABC Air Freight Co., Inc., New York, N. Y.; 
Air World Service, Inc., New York, N. Y.; and viAir Service, Inc., 
New York, N. Y. 

Washington 


Rukert Terminals Corporation, Baltimore, Md.; Peter A. Bernacki, 
Philadelphia, Pa.; Pennsylvania Air Freight Co., Inc., Philadelphia, 
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pa.; Security Freight Forwarding Co., Ine., Baltimore, Md.; Commer- 
dal Airways Agency, Inc., Miami, Fla.; Airlines Freight and Express 
Co., Baltimore, Md.; Sun Transporters, Inc., New York, N. Y.; Stark 
Air Shipping, Inc., New York, N. Y.; National Air Freight Forwarders, 
Detroit, Mich.; International Air Freight Forwarders, Detroit, Mich.; 
Richmond Airfreight Terminal, Richmond, Va.; Universal Air Freight 
Corporation, New York, N. Y.; Acme Air Express, Inc., New York, 
N. Y.; National Air Freight Forwarding Corporation, New York, N. Y.; 
and Air Dispatch, Inc., Cincinnati, O. 


Chicago 

Air Brokers, Inc., Waukesha, Wis.; Air Cargo Coordinators, Cleve- 
and, O.; Air Cargo Forwarding Agency, Inc., Kansas City, Mo.; Air 
Lanes Service, Inc., Cleveland, O.; Airways Freight, Inc., Chicago, IIl.; 
Air Freight Forwarders, Inc., Chicago, Ill.; Merchants Air Express, 
Inc., Chicago, Ill.; Lifschultz Air Freight, Chicago, Ill.; International 
Forwarding Co., Chicago, Ill.; International Expediter, Inc., Chicago, 
Ill.; Nation-Wide Air Freight Consolidators, Inc., Chicago, Ill.; Missis- 
sippi Valley Transportation Co., Inc., Chicago, Ill.; National Air Cargo 
¢o-Ordinators, Inc., Chicago, Ill.; Air-Con, Inc., Chicago, Ill.; Monarch 
Air Service, Chicago, Ill.; and J. E. Bernard and Co., Inc., Chicago, Ill. 


San Francisco 


Federal Air Freight Co. of California, Inc., Los Angeles, Calif.; 
Pacific Travel Bureau, Honolulu, T. H.; Domestic Air Express, Los 
Angeles, Calif.; Mercury Airfreight Corporation, Los Angeles, Calif. ; 
Sea-Port Shipping Co., Portland, Ore.; International Pacific Coast Cor- 
poration, Seattle, Wash.; United States Aviation Corporation, Long 
Beach, Calif.; Seaport Shipping Co., Seattle, Wash.; Fast Air Service 
Transport, Inc., San Francisco, Calif.; Phalanx Air Freight, Inc., San 
Francisco. Calif.; and San Francisco Overseas Corporation, San Fran- 
cisco, Calif. as) ig 


Interveners scheduled to be heard include the Port of New 
York Authority, at the New York session; Baltimore Association 
of Commerce, of Baltimore, Md., Air Transport Association 
of America, of Washington, D. C., and the Freight Forwarder 
Institute, of Washington, D. C., at the Washington session; 
United Air Lines, Inc., of Chicago, Ill., at the Chicago session; 
and Bekins Van Lines Co., of Salt Lake City, Utah at the San 
Francisco session. 


UNITED AIR’S PILOT TRAINING PROGRAM 


An extensive pilot training program looking toward the 
use of automatic airport approaches has been undertaken by 
United Air Lines, according to J. A. Herlihy, vice-president, 
operations. For the past few months United has been installing 
Sperry A-12 gyropilots in its four-engined planes and has or- 
dered similar equipment for other planes to be delievered in 
1947 and 1948. After thorough testing of the devices and train- 
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ing of flight personnel in their use, automatic airport ap- 
proaches will be adopted as a standard procedure on United’s 
system, said Mr. Herlihy. United’s pilot training program calls 
for ability to pass an oral or written examination; extensive 
time in a Link trainer equipped with automatic controls; hours 
of training in planes so equipped, and a specified number of 
low approaches to a 50-foot altitude over the airport using 
the full automatic equipment. 


Water Interests Ask to Intervene 
in Matson Air Service Case 


The Sea-Air Committee of the National Federation of 
American Shipping and the Maritime Commission have peti- 
tioned the Civil Aeronautics Board for permission to intervene 
in its proceeding in No. 2537 et al., Pacific Northwest-Hawaii 
Service, involving the question of whether a public need exists 
for the establishment of air transportation services over a route 
between the Pacific northwest and the Hawaiian Islands, now 
tentatively assigned for hearing on April 21 at a place later to 
be designated. 


Applicants in the proceeding are Matson Navigation Co., 
which filed an application proposing through air service on Sep- 
tember 24, 1946, in docket 2537, Pan American Airways, Inc., 
Northwest Airlines, Inc., and Transocean Air Lines, Inc., which 
filed applications at the time of the prehearing conference held 
January 30 before Examiner Warren E. Baker, in Nos. 2783, 
2784 and 2785, respectively (see Traffic World, Feb. 8, p. 425). 
At the conference, the Department of the Interior, and the 
Chambers of Commerce of Seattle and Portland stated that 
there was a definite need for service between the Pacific north- 
west and Hawaii but took no position as to the choice of car- 
rier. Need for the service was also voiced by J. R. Farrington, 
delegate to Congress from Hawaii. 


In its petition, the Sea-Air Committee said the Matson 
application involved the whole question of the participation of 
American steamship companies in foreign and overseas air 
transportation on which the committee wanted to be heard. 
Representing 11 American steamship companies in their efforts 
to establish integrated sea and air services on their main trade 
routes, of which Matson was a member, the committee said it 
had advised the board of its wish to urge the eligibility of 
steamship companies to participate in overseas and foreign air 
transport and to demonstrate that Matson could serve public 
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convenience and necessity on “this particular route better than 
an airline company.” 

The Maritime Commission said its purpose in participating 
in the proceeding was confined to the question of whether or 
not section 408 or any other provision of the civil aeronautics 
act placed an ocean carrier on any different basis than any 
other applicant. 


Air Service Applications 


Mercury Airlines, Inc., of Columbus, O., in two applications 
filed with the Civil Aeronautics Board, requests permanent or 
temporary certificates to engage in air transportation of “air 
cargo exclusively” over domestic and foreign routes. 

In No. 28793, the airline seeks authority to operate between 
Chicago, Ill., and Miami Beach, Fla., and between St. Louis, 
Mo., and New York, N. Y., via various intermediate points; 
and in No. 2794, between Toronto and Hamilton, Canada, and 
Columbus, O., and between Columbus and Havana, Cuba, via 
various intermediate points. It asks authority to engage in 
non-stop service between any two points at any time in order 
to meet traffic requirements, declaring that “this will insure 
adequacy of service to all points and at the same time provide 
the necessary flexibility which is deemed desirable in exclusive 
air cargo operations.” The applicant said it was currently en- 
gaged in contract and non-scheduled air cargo operations pur- 
suant to authority granted by section 292.1 of the board’s eco- 
nomic regulations, that it owned one R-4D-1 aircraft and one 
BT-13 aircraft, with one Stinson-Voyager on order; and that it 
was planned to procure four additional C-47 aircraft in the 
proposed operations until such time as other equipment which 
— be more appropriate to cargo operations became avail- 
able. 

Other new applications filed with the board for air rights 
and services are: 


No. 2787, E. W. Wiggins Airways, Inc., Norwood, Mass., for tem- 
porary exemption from the provisions of section 401 (a) of the act, 
insofar as such provisions would otherwise prevent it from engaging 
in air transportation of persons, property and mail to and from Nor- 
wood, Mass., as an intermediate point on route segment No. 4 of its 
route No. 79 between the intermediate point Providence, R. I., and the 
terminal point Boston, Mass., until such time as it is able to inaugu- 
rate service at Taunton, Mass., or Brockton, Mass. 
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An ideal answer 


Roller design keeps box on 
conveyor regardless of curves 


to any package 


handling problem 


Wherever materials must be handled, 
set up one or more sections of this 
sturdy, flexible, and efficient con- 
veyor in a few minutes. Save time, 
space, and labor... reduce handling 
costs. Ends “aisle-jamming,” because 
it eliminates need for trucks and 
dollies. Collapsible, spring steel side 
frames, roller capacity 80 Ibs. each. 
60" and 100” lengths, various roller 
widths. For free literature on FMC 
standard and accordion conveyors, 
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No. 2788, Empire Air Lines, Inc., Lewiston, Ida., for a temporary 
order exempting it from certain provisions contained in its temporary 
certificate for route 78, insofar as such provisions would prevent it from 






Boise, Iday, via Coeur d’Alene, Pullman-Moscow and Lewiston-Clarks. 
ton, Ida. 

No. 2795, Twentieth Century Air Lines, Inc., Charlotte, N. C., for 
a temporary certificate authorizing scheduled air transportation for a 
limited period of persons and property between Charlotte, N. C., and 
Chicago, Ill., via Hickory, N. C., Tri-City, Tenn., and Cincinnati, 0, 
until final disposition of its application in docket No. 2432, 

No. 2797, National Air Freight Forwarding Corporation, New York, 
N. Y., for a certificate, or exemption order, authorizing operation as 
an air carrier of freight between all points in the U. S., on the one 
hand, and all points outside the U. S., on the other, in direct services 
and through the use of scheduled and non-scheduled air carriers en- 
gaged partially or wholly in foreign commerce. 

Nos. 2798 and 2802, Air Freight Division of Westcoast Aircraft 
Sales and Service, Inc., Renton, Wash., for certificate to engage in ai) 
transportation as an air freight forwarder of property over scheduled 
and non-scheduled domestic routes at and between points of Seattle, 
Tacoma, Spokane, Bellingham, Chehalis, Yakima and Wenatchee, Wash., 
and Portland, Ore. 
















C. A. B. Grants Australian Company 
Foreign Air Carrier Permit 


The Civil Aeronautics Board has issued a foreign air carrier 
permit to British Commonwealth Pacific Airlines, Ltd., an 
Australian air carrier, to operate between a terminal point in 
Australia, the intermediate points New Caledonia and Fiji 
Islands, Canton Island, Honolulu, and San Francisco, and the 
terminal point Vancouver, British Columbia, in No. 2688. The 
board’s order was approved by President Truman. 

B. C. P. A. has been designated by the government of 
Australia as the airline to conduct operations between Australia 
and the United States, the board said. It said Pan American 
Airways, an American air carrier, was already certificated to 
operate between Sydney, Australia, and San Francisco, Calif, 
by various intermediate points. 

There is presently in effect a bilateral agreement between 
the Commonwealth of Australia and the United States, effective 
December 3, 1946, governing air transportation between the two 
countries. The board said: 






















The agreement provides, among other things, that the United States 
grants to an airline designated by the government of Australia rights of 
transit and of stop for nontraffic purposes in the territory of the United 
States as well as the right to pick up and discharge international traffic 
in passengers, cargo, and mail in Honolulu and San Francisco on the 
following route: Australia via New Caledonia (optional), the Fiji 
Islands, Canton Island, Honolulu to San Francisco and (optional) be- 
yond to Vancouver in both directions. 

The permit issued to B. C. P. A. will, by its terms, be subject to 
all applicable provisions of any treaty, convention, or agreement affect- 
ing international air transportation to which Australia and the United 
States shall be parties, now in effect, or that may become effective dur- 
ing the period the permit remains in effect, as well as to the provisions 
of the act and the orders, rules, and regulations issued thereunder, and 
to such reasonable terms, conditions, and limitations required by the 
public interest as may from time to time be prescribed by us. 























Building or Improving Airports 


A list of 4,431 airports which the Civil Aeronautics Admin- 
istration believes should be constructed or improved in the next 
three years has been issued by Administrator T. P. Wright. 

The list summarizes the National Airport Plan which the 
Administrator is required to prepare, and revise annually, under 
the federal aid airport act. From it will be selected the projects 
to be included in the fiscal 1948 construction program, depend- 
ing on the amount of funds appropriated by Congress and the 
relative urgency of each project, to be determined later by 
Cc. A. A. The construction program for fiscal 1947 was an- 
nounced by Mr. Wright on January 10. 

The list includes 417 large airports (those with paved run- 
ways of 4,500 feet or longer at sea level), 3,850 smaller airports, 
and 164 seaplane bases. Although no attempt has been made to 
show cost of individual projects, it is estimated that the 417 
large airports would require a total of $435,000,000 in federal 
and sponsors’ funds, while the 3,850 smaller airports would have 
a total estimated cost of $548,800,000, and the seaplane bases 
would cost $2,000,000. The grand total of $985,800,000 would be 
divided between federal funds of $441,600,000, and a sponsor's 





Of the 4,431 projects, 2,550 would be entirely new airports, 
while 1,881 are existing public airports requiring improvement. 
Out of the 417 large airport projects, only 14 are new, while 403 
are existing airports to be improved. The smaller the airport 
class, the greater the proportion of new as against improved 
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fields required—in the Class 1 category, with unpaved landing 
strips 1800 to 2700 feet in length, 1,708 new fields are proposed, 
with 507 sites listed for improvement. 

Airport locations listed in the plan have been chosen with 
three factors in mind: (1) airports required to accommodate 
air traffic generated in the community in which they are ]o- 
cated; (2) airports at intervals along natural routes by air 
travel; (3) airports located at places that people want to reach 
by air. The size of airports proposed is based on the type of 
aircraft, and volume of air traffic expected at these locations. 





AIR CARRIER EARNINGS 


The Civil Aeronautics Board has announced that for the 
first 10 months of 1946 reports filed by the 20 domestic air , 
carriers, including All American Aviation, Inc., Caribbean At- 9 ™ “4 
lantic Airlines and Hawaiian Airlines, indicate a net revenue 2 
from operations of $3,422,975 as compared with net revenue of 
$36,289,727 for the same period for last year. Additional figures 
covering Operating expenses and revenues for 10 months ending 
October 31, 1946, follows: 

10 Months Ending 
October 31, 
1946 1945 


Meee DER IGA <5 5.os. ois. ois os os co nces ceees 258,242,079 170,610,002 


Operating Revenue 

















I aoe cecchte od. aye ares: dieaha hie niatiialod $230,851,114 $137,663,044 
nt a eho osc sans Sia /eis iste Bike wre win 15,981,620 28,830,014 
PIRBECHS GHG PYCHGACs .5..:6.0:0.0 5000 6.0 500-0 aces 9757,027 9,408,560 
ei INR 4,520,150 3,088,198 faa 
FOR SAILING INFORMATION CONSULT OUR OFFICES EEE” A oT $261,109,911 $178,989,816 
Operating Bepenses ooo... ook... cc connec seccs 257,686,936 142,700,089 fd 
INGE OPETating TRCVERUC. ....6iic ccc cc ccce cece 3,422,975 36,289,727 
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For the year ending October 31, 1946, the net operating 
revenue for all domestic airlines was $1,814,627 as compared 
with $40,876,174 for the year ending October 31, 1945. Express 
and freight revenues showed an increase from $11,034,375 for 
the year ending October 31, 1945, to $11,230,594 for the year 
ending October 31, 1946. 


C. A. B. Orders Probe of Hughes 
Control of T. W. A. 


The Civil Aeronautics Board has ordered an investigation 
to determine whether changes resulting from a recent agree- 
ment between the Hughes Tool Co., of Delaware, owned by 
Howard R. Hughes, and Transcontinental & Western Air, Inc., 
involving a $10,000,000 loan to T. W. A., constitute a new ac- 
quisition of stock control by Hughes under section 408 of the 
civil aeronautics act. 

The Hughes Tool Co. presently controls T. W. A. through 
acquisition of 45.6 per cent of its outstanding stock, which 
acquisition of control, subject to certain conditions, was ap- 
proved by the board on October 17, 1944. 

As a consequence of, or in connection with, a letter of 
agreement between Hughes Tool and T. W. A., dated January 
8, 1947, and accepted by the board of directors of T. W. A., on 
January 9, 1947, transmitted to the board, which provided, 
among other things, for a $10,000,000 loan by Hughes Tool to 
T. W. A., of which half was to be made immediately and the 
balance on June 1, issuance to Hughes of notes for such loan 
with an option to convert the notes into common stock of 
T. W. A., and for reconstitution, on the occurrence of certain 
events, of the board of directors of T. W. A., so that a majority 
of directors would be nominees of Hughes Tool, the board said 
there might have been or might be such a change in the char- 
acter or extent of the existing control of Hughes Tool over 
T. W. A. as to constitute a new acquisition of control requiring 
approval under section 408. 

The investigation was ordered in No. 2796, In the Matter 
of Transactions between Hughes Tool Co. and Transconti- 
nental & Western Air, Inc., and related matters. 
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AIR CARRIERS TO “GO ON AIR” 


A coast-to-coast public relations broadcast series will be 
inaugurated the week of February 17 by the Air Transport 
Association. A five-minute transcribed program, to be spor 
sored locally in approximately 300 cities would feature John W. 
Vandercook as commentator, it said. The commentaries will 
be heard six days a week, and will be prepared by Mr. Vander 
cook wherever he may be in the United States and abroad. 

Decision to underwrite the cooperative radio network was 
made by the Air Transport Association’s advertising committee 
at a meeting in New York. 

For six wartime years, Mr. Vandercook conducted the 
National Broadcasting Company’s “Roundup of World News. 
To enrich this new program, he will resume the travels which 

took him into 78 countries in the last 18 years. 


Number and Volume-and-Page reference to original and all 
supplemental reports or subsequent court actions thereon. 


DON’T SEARCH FOR HOURS FOR THE CASE YOU NEED. 
LOCATE IT INSTANTLY AND GET ON WITH YOUR WORK. 























$12 3° delivered, with one year's supplements. 
Order before supply is exhausted. 


HAWKINS PUBLISHING CO. °*° WessngsiaAt 
Compilers and Publishers of 
HAWKINS INDEX-DIGEST-ANALYSIS OF 1.C.C. DECISIONS 









When your business is moving, 


use the new HIGHWAY 
WAREHOUSEMAN’S VAN 


Every move can be a profitable 
move when you use the extra cub- 
age, the easy handling, the maximum 
convenience of the new Highway 
Warehouseman’s Van. It’s tailored 
to the job, in every modern feature. 


Integral frame construction means 
greater strength without unneces- 
sary weight. Low loading height and 
generous doors make for fast, easy 
loading and unloading. Other ad- 
vantages include bigger, safer brakes, 
dust-tight and water-tight joints, 
the extra years of low-cost opera- 


tion engineered into every Highway 
vehicle. Over a quarter-century of 
trailer-building experience means 
top-value when you say ““Highway.”’ 


Remember, Highway products are 
manufactured in Highway’s own 
modern factories—not merely as- 
sembled. These factories include 
Highway’s own foundry, forge and 
machine shops. Write today for new 
full-color folder giving specifications 
on this great new Highway Ware- 
houseman’s Van. It pays to let your 
next trailers be Highways! 


HIGHWAY TRAILER COMPANY 


General Offices, Edgerton, Wisconsin 
Factories at Edgerton, Wis. * Stoughton, Wis. * Farmingdale, L.I., N.Y. 


Commercial Truck Trailers 


¢ Earth Boring Machines 


Winches and other Public Utility Equipment 
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This new Highway Windsplitter 
distinguishes all Highway Ware- 
houseman’s Vans, ‘‘Clippers,’’ and 
‘**Freightmasters’’ now being pro- 
duced. Watch for it wherever you 
go, on every U.S. Highway! 


On Every OE) Mighway 
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INTERNATIONAL J7Zrucks 


Truck owners will operate them—drivers will 
drive them—with greater pride than ever before. 
They’re the new KB Models of Interna- 
tional Trucks—outstanding products of ad- 
vanced design, engineering and research — 
newly styled with flowing lines sharply ac- 
cented by gleaming chrome, and with 95 
features and improvements variously incor- 
porated throughout 15 basic models. 

And fully qualified to do their jobs with 
new economy, new ease of operation, 
and the rugged stamina for which 
Internationals are famous! 

They’re the finest values in more 
than 40 years of International Truck 
history. And International values 

have always been outstanding —so 
outstanding that for 16 years more 


Tune in James Melton on “‘Harvest of Stars” every Sunday! 


Agriculture. 





-NEW MODELS 
INTERNATIONAL TRUCKS 


heavy-duty Internationals have served Amer- 
ican commerce and industry than any other 
make. 

In the complete International Line there’s 
the right truck for every hauling job. And 
back of every truck is specialized International 
Service—supplied by the nation’s largest 
company-owned truck-service organization, 
International Branches—and by International 
Dealers everywhere. 

Yes, the new KB Internationals will be 
owned and driven with pride—with pride and 
profit—because these rugged trucks perform 
with unbeatable economy. 

Motor Truck Division tl 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue, Chicago 1, Ill. 
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New Great Northern-Burlington 
Empire Builders to go in Service 


Newspaper men, railroad officials and others were guests | 


of the Great Northern and the Burlington last week on a 
demonstration run of one of the new Empire Builders, five 
twelve-car trains of which will be placed in service between 
Chicago and the North Pacific Coast February 23. The train 
made a hundred-mile trip out of the Chicago Union Station. 


Each of the trains is made up of a mail-baggage car, a 
§0-seat coach, three 48-seat coaches, a coffee-shop lounge car, 
a diner, four sleeping cars and an observation-lounge car. 
Motive power on each consists of a 4000-horsepower diesel loco- 
motive. 


The new seven-million dollar fleet will clip 13% hours from 
present schedules for the 2,211 mile run between Lake Michigan 
and Puget Sound. 


Sleeping equipment incorporates a variety of accommoda- 
tions. Four cars on each train, are all-sleeper, while five are 
combinations of sleeping facilities with buffet-lounge-observa- 
tion ends. 


Four types of sleeping accommodations are offered: Duplex- 
roomettes, bedrooms and open sections have been built into 10 
of the cars with a capacity of 24 passengers. Two cars in each 
train, carry 16 duplex-roomettes and four bedrooms, while the 
five observation-lounge cars include two bedrooms and a draw- 
ing room. The duplex-roomettes are the first to be included in a 
transcontinental train. By staggering to conserve on space, 
engineers have made it possible for travelers to have private 
room accommodations at only slightly more than the cost of .a 
lower berth. Bedrooms on the new trains are the first to have 
a wardrobe at the aisle side. In addition to conventional run- 
ning hot and cold water, they are provided with ice water taps. 


Three coachés on each train, each seating 48 passengers, 
are of “day-nite” design and include chaise-longue reclining 
seats. These provide maximum riding comfort during the day 
and, at night, passengers obtaih sleeping comfort by reclining 
seats and pulling down large upholstered leg rests which are 
built flush into the back of the seat ahead. Seats are farther 
apart than ordinarily. 


Dining facilities include a full-sized conventional diner and 
a coffee-shop lounge car. Diners seat 36 persons and 20 can be 
accommodated in the coffee shop, 10 at counter stoods and 10 
in the lounge. The observation end car, which also includes two 
bedrooms and a drawing room, will accommodate 27 passengers 
in the lounge. 


Maximum safety features, as prescribed by the Association 
of American Railroads, have been incorporated in the trains. 
All cars are of welded-girder type construction with smooth 
sides, and structural members are of high strength alloy steel. 
Additional include electrically controlled brakes which give 
graduated maximum braking at all speeds and eliminate wheel 
sliding, and a red oscillating light on the rear of each train that 
automatically activates as speed falls below a specific figure 
or the train stops. ‘ 


CHICAGO-MILWAUKEE TRAFFIC BOWLERS MEET 


Members of the bowling league of the Traffic Club of 
Chicago were hosts at the eleventh annual home-and-home 
match with the bowling league of the Traffic Club of Milwaukee 
at Bensinger’s alleys February 15. Forty men from each league 
competed for the Chi-Waukee trophy, donated by Hank Marino, 
outstanding professional bowler of Milwaukee. Of the preced- 
ing ten matches the Chicago bowlers have won eight. They 
also won in 1946 the first leg on the trophy, which becomes 
the permanent possession of the club which wins it three times 
successively. 


The Milwaukee ladies were guests of the Chicago ladies 
at the Chicago Traffic Club rooms in the afternoon. Dinner 
was served in the evening, after which there was dancing. Max 
B. Ady is president of the Chicago league. P. F. Kuhlman was 
general chairman of the special events committee. Other chair- 
men included V. L. Hitzfield, transportation; I. W. Hart, bowl- 
ing; A. H. Schwietert, entertainment; F. A. Rohsenow, recep- 
tion. Mrs. Ady and Mrs. Rohsenow were chairman and co- 
chairman, respectively, of the ladies’ committee. 


The evening of February 12, E. H. George, retired traffic 
representative, Wabash Railway, an honorary member of the 
Traffic Club of Chicago, who is still a member of the league 
after 46 years of bowling, was interviewed on the Tenpin Tat- 
tler program over radio station WCFL. 
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40 Miles of New 
Refrigerator Cars soon available 


N” being built are 5000 refrigerator cars of the most 
modern design and construction; the result of years 
of constant research. These cars are of the same design 
as the Pacific Fruit Express Company’s lightweight ex- 
perimental car recently on tour for a preview by shippers. 


* HIGH TENSILE STEEL BODIES 
* NEW EASY-RIDING TRUCKS 
* AIR CIRCULATION FANS 


* EXTRA THICKNESS LIGHTWEIGHT 
INSULATION 


* DIAGONAL FLOOR RACKS (to increase ventilation) 
* SIDE WALL FLUES (to distribute air around loads), 
* CONVERTIBLE ICE BUNKERS (providing more 


loading space when ice is not needed) 


* HALF STAGE ICING GRATES (greater economy 


in icing) 


As fast as these new cars are built they will be available 
to Union Pacific shippers; thus providing the finest service 
for transportation of perishable commodities. 


be Specific - 
say Union Pacific’ 


Union Pacific will gladly 
furnish confidential infor- 
cipal mation regarding available 

Ba industrial sites having track- 
age facilities in the territory 
it serves. Address Industrial 
Dept., Union Pacific Rail- 
road, Omaha 2, Nebraska. 












UNION PACIFIC RAILROAD 
The Strategic Middle Route 








H. B. Seemiller has been appointed 
traffic manager for the Pressed Steel Car 
Co., Inc., at McKees Rocks, Pa. 


David J. Holmes has been appointed 
director. of»traffic, at Toledo, for the 
Electric Auto-Lite Co. - 

John J. Baynes has been appointed 
traffic manager, at Detroit, for the 
Square D Co. 

ok * 

Earl Allander has been appointed man- 
ager of the traffic division, at San Fran- 
cisco, for Miller-Gates and Associates, 
Inc. C. J. Van Duker has been assigned 
to special duties in the ‘sales division. 


Kenneth Tubbs of the Wichita Chamber 
of Commerce traffic department has been 
appointed traffic manager of the Fort 
Smith Traffic Bureau, Fort Smith, Ark. 


Will C. Pike, who has conducted an 
industrial traffic manager service for the 
past 21 years in the vicinity of Muncie, 
Ind., has announced his retirement. 

co * ok 


J. C. M. Dodds, assistant to the vice- 
president in charge of operations on the 
Union Pacific Railroad, is retiring after 
nearly 40 years of service. 

* K * 


G. H. Reinbrecht, coal traffic manager, 
at Cleveland, for the Chesapeake & Ohio 
Railway, has been appointed general coal 
traffic manager. 

* * * 


The Santa Fe Railway announces the 
following promotions: R. T. Anderson, 
passenger traffic manager at Topeka, to 
assistant general passenger traffic man- 
ager at Chicago; Ross E. Chappell, gen- 
eral passenger agent at Los Angeles, to 
passenger traffic manager at Topeka; 
Sigurd Carlson, assistant general pas- 
senger agent at Topeka, to general pas- 
senger agent at Los Angeles; H. N. 
Davis, division passenger agent at Okla- 
homa City, to assistant general passenger 
agent at Topeka. 

* * * 


L. B. Freeman, former secretary-treas- 
urer of the Associated Traffic Clubs of 
America, and heretofore chief clerk to 
the freight traffic manager, at Chicago, 
of the Grand Trunk Western Railroad, 
has been appointed general agent at Bir- 
mingham, Ala., succeeding to A. G. Lees, 
who has been appointed general agent 
at Detroit. A graduate of the College 
of Advanced Traffic, Chicago, and later 
an instructor there, Mr. Freeman has 
been engaged in traffic activities for 
more than 25 years and is a past presi- 
dent of the Junior Traffic Club of Chi- 
cago. 

= * * 


John H. Hague has been appointed 
freight traffic manager, at Cincinnati, 
for the Balitmore & Ohio Railroad, suc- 
ceeding Frank T. Sturtevant, who is re- 
tiring after 36 years of service. Lloyd 
W. Baker succeeds Mr. Hague as freight 
traffic manager in charge of sales and 
service for the entire system. Elmer A. 
Schofield becomes assistant freight man- 


ager at Cincinnati. Albert S. Baker be- 
comes manager of merchandising, at 
Baltimore. Ross B. Hager succeeds Mr. 
Baker as assistant to the vice-president. 


T. O. Jennings, retired general coal 
agent for the Chicago, Rock Island & 
Pacific Railway, died February 10 at 
Des Moines, with interment at Fort 
Dodge, Iowa. Mr. Jennings was an hon- 
orary member of the Traffic Club of Chi- 
cago. 

* * * 

J. K. Morgan has been appointed as- 
sistant freight traffic manager, at Nor- 
folk, for the Seaboard Air Line Railroad. 
The position of assistant to freight traf- 
fic manager has been abolished. 


R. W. Savidge has been named to the 
newly-created position of chief chemist, 
at Omaha, for the Union Pacific Rail- 
road. 

* * * 

Richard J. Sullivan has been appointed 
assistant freight traffic manager, at New 
York, for the Jersey Central Lines. 


M. M. Cronk has been elected vice- 
president of the Manistee and North- 
eastern Railway, succeeding J. Gordon 
Johnson, deceased. Other appointments 
made are: E. F. Olsen to general super- 
intendent; V. W. Rosenow to general 
auditor and assistant secretary: R. S. 
Vincent to traffic manager. 


Royall A. Hand has been appointed 
commercial agent, at Greenville, S. C., 
for the Piedmont & Northern Railway. 

* * 


E. D. Hill has been appointed assistant 
general freight agent, at Fort Worth, for 
the Fort Worth and Denver Railway, 
succeeding F. A. Swenson, retired. 

* * * 

J. Edgar Nash, traffic manager, rates- 
division, for the Alabama, Tennessee & 
Northern Railroad, has been appointed 
to the Southern Ports Foreign Freight 
Committee. 

* * * 

Albert E. Green has resigned as gen- 
eral manager for the A. B. C. Freight 
Forwarding Co. to take charge of his 
own Ranger Terminal Co. in Chicago. 

* * * 


Following the death of Elvin Watson, 
vice-president and general manager of 
the Burlington Truck Lines, the follow- 
ing promotions have been made: W. A. 
Taussig to vice-president and general 
manager, at Galesburg, Ill.; C. L. Harvey 
to assistant general manager, at Gales- 
burg; J. J. Lynch to general traffic man- 
ager, at Galesburg. 

* * * 


Robert James, formerly with Brown 
Trucking Co., San Antonio, has been ap- 
pointed manager of the new Fort Worth 
regional office of the North American 
Van Lines, Inc. ‘ 

* * 


I. C. Moreau has been appointed as- 
sistant manager, tank trailer division, 
for the Fruehauf, Trailer Co. 


Edward F. Gillick has been appointed 
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special services representative for the 
Midwest Transfer Co. of Illinois. Mr, 
Gillick was formerly in Washington with 
the contract carrier section of the Office 
of Price Administration. 


Fredrick Kohlenberger, president of 
Kay Moving Service, Inc., has been re- 
elected chairman of the board of the 
Washington Heights Federal and Loan 
Association, New, York City. 


Brigadier General B. Wilson has an.- 
nounced his resignation as chairman of 
the board of directors of the Trans 
World Airline. He will continue as a 
board member. Gen. Wilson, on inactive 
status, has served T.W.A. as a full-time 
board chairman since November, 1938, 
with the exception of three years spent 
in World War I. 3 

Fred M. Glass has resigned as vice- 
president of traffic and sales for Capital 
Airlines-PCA to become president of Air 
Cargo, Inc. Hayes Dever, executive as- 
sistant to C. Bedell Moore, president of 
Capital Airlines-PCA, has been named 
acting director of traffic and sales. 

Lt. Col. Robert J. Morgan, who di- 
rected movement of all supplies for the 
air forces under the command of General 
Kenney in the Pacific during the war, 
will return to Tokyo as district traffic 


manager for Northwest Airlines. 
* * % 


James P. Farrell, veteran airline traf- 


fic official, has been named district traffic 


manager, at New York City, for the 
Northwest Airlines. 
* * * 

The Railroad General Agents’ Associa- 
tion of San Francisco elected the follow- 
ing officers at a meeting on February 3: 
President, Daniel Tinney, general agent, 
Northern Pacific Railway; first vice-pres- 
ident, G. F. Allen, general agent, Union 
Pacific Railroad; second vice-president, 
G. A. Erickson, district freight agent, 
Southern Pacific Railroad; third vice- 
president, L. J. Marion, general agent, 
Erie Railroad; secretary, George : 
Phelps, general agent, Louisville & Nash- 
ville Railroad; treasurer, H. R. Mc- 
Corkel, district freight representative, 
Balitmore & Ohio Railroad. 

* * * 


Harry E. Blakeley, Nashville, Tenn., 
will become managing director, highway 
contractors’ division, American Road 
Builders’ Association on March 1, re- 
placing Burton F. Miller who has re- 
signed to be executive secretary of the 
Michigan Road Builders’ Association, 
Lansing, Mich. 


* * 


The Passenger Traffic Club of Cincin- 
nati will hold a stag party February 217 
at the Alms Hotel. New officers to be 
introduced are: President, Mert Connor, 
Northern Pacific Railway; vice-presi- 
dent, Bill Roth, Cincinnati Union Ter- 
minal; secretary-treasurer, Kenneth 
Wisenbaugh, Baltimore & Ohio Railroad. 

* * * 

The Propeller Club—Port of Baltimore 
will hold a meeting February at the 
Anchorage in Baltimore. 

* * * 


The Alumni Association of the Traffic 
Managers Institute of New York will 
hold a meeting February 20. Leo Cooke 
of Lehigh Warehouse and Transporta- 
tion Co. will speak and a movie will be 
presented. The association is again pub- 
lishing the “Reflector.” 
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The Motor City Traffic Club of De- 
troit held a forum meeting February 10 
in the Hotel Detroit-Leland. J.C. Harms, 
freight traffic manager, Pere Marquette 
Railway, was guest chairman. Grant Ar- 
nold, manager, transportation depart- 
ment, Detroit Board of Commerce, spoke 
on Ex Parte 162. 





The Women’s Traffic Club of New York 
held a dinner meeting in the Park Cen- 
tral Hotel, February 11. Col. Robert S. 
Henry, assistant to the president, Asso- 
ciation of American Railroads, and au- 
thor of “Portraits of the Iron Horse,” 
spoke, 





The New Haven Traffic Club held a 
meeting February 10 in the Hotel Garde. 
John A. Limerick, vice-president, Jud- 
son-Sheldon, spoke on foreign freight 
forwarding. 





The Clearing-Cicero Traffic Conference 
held a motor truck night at the club 
house February 13. Joseph Betzold was 
chairman. 





The Elmira Traffic Club at its January 
meeting in the Mark Twain Hotel, elected 
as president G. A. Harnischfeger, dis- 
trict freight agent, Pennsylvania Rail- 
road. Other officers are: First vice-pres- 


ident, Thomas Travers, assistant man- 
ager, American Bridge Co.; second vice- 
president, Charles Latshaw, assistant 
traffic manager, Thatcher Glass Manu- 
facturing Co.; secretary and treasurer, 
Jerome Wolcott, Association of Com- 
merce. The transportation forum of the 
club held its monthly meeting January 
28 at the Langwell Hotel. Florence J. 
Sullivan, manager of the bus division of 
the New York State Electric & Gas Co. 
was the speaker. 





George H. Hartwell, general agent of 
the Santa Fe System at Portland, Ore., 
has been elected 
president of the 
Portland Trans- 
portation Club, 
Mr. Hartwell 
joined the Santa 
Fe in July, 1912, 
starting in the 
operating depart- 
ment and trans- 
ferring the fol- 
lowing year to the 
traffic depart- 
ment. He has been 
general agent in 
an s : — 

ovember, . 
George H. Hartwell and has been ac. 
tive in the affairs of the Portland Trans- 
portation Club, having served as chair- 
man of the program committee, member 
of the board of directors, and vice-presi- 
dent. H. R. McNally, traveling freight 
and passenger agent of the Santa Fe 
System in Portland, has been elected to 
his third term as treasurer of the club. 








The Women’s Traffic Club of Louis- 
ville held a dinner meeting February 13 


‘ will hold its annual dinner February % 
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in the Seelbach Hotel. Dr. Pearl E. 
May spoke. 








The Traffic Study Club of Akron wi 
hold a traffic quiz night dinner Februa 
7 at the Legion Home, Cuyahoga Falls 





The Traffic Club of Houston held 
meeting February 4. J. D. Richardson 
former lieutenant commander, U. § 
Navy, spoke on “American Guerillas ; 
the Philippines.” 



















The Transportation Club of Buffal 
held a Valentine dinner dance on Feb 
ruary 13 in the Hotel Buffalo. 





The Bridgeport Traffic Association wi 
hold a meeting February 17 in the Hote 
Barnum. The speaker will be Walte 
Belson, director of public relations anf 
assistant manager of the Americay 
Trucking Association. 





The Women’s Traffic Club of Reading 


in the Hotel Abraham Lincoln. J. ( 
O’Connor, chief of cargo sales, Unite 
Airlines, will be the speaker of the even 
ing. 





The York Traffic Club held a meetin 
February 13 at the Yorktowne Hote 
U. S. Navy films were shown. 





The Traffic Club of the Lehigh Valle 
will hold a meeting February 17 at th 
Hotel Americus, Allentown, Pa. The an 
nual dinner will be held March 17 in th 
Hotel Bethlehem, Bethlehem, Pa. 





The Traffic Club of Wichita, Kan., wi 











New Dispatch Hall for the Long Beach Harbor Area 


The Port of Long Beach is genuinely happy to coop- 
erate with the Longshore Labor Relations Committee 
and the port workers in this area by the erection of 
this modern Dispatch Hall and adjoining Pay Office. 
Located in Wilmington, it is the largest and most up- 


AMERICA'S 


MOST ee a | 





Port of Long Beach [ielgfeeniia 


to-date hall on the Pacific Coast, and is situated cen- 
trally in the two Harbor areas. 

This is another example of the progressive building 
of the Board of Harbor Commissioners and staff of the 
Port of Long Beach. 
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hold a meeting February 20 in the 
Broadview Hotel. 





The Transportation Club of Dallas held 
a luncheon February 10 in the Adolphus 
Hotel. 





Claude E. Cornell, of the Chesapeake 
& Ohio Railway at Muncie, was installed 
as president of 
the Eastern Indi- 
ana Transporta- 
tion Club, at the 


nual dinner in the 
Hotel Roberts. 
Others installed 
were: Vice-presi- 
dent, Kenneth D. 
Polhemus, assist- 
ant traffic man- 
ager, Indiana 
Steel & Wire Co., 
Muncie; secre- 
tary, Harry E. 
Mitchell, Univer- 
sal Carloading 
Corporation, Muncie; treasurer, Cecil L. 
McGeath, Hartford City Paper Co., Hart- 
ford City; and three-year directors: 
Francis A. Winder, Marion; Carl H. 
Peffer, Muncie; and Frank L. Butter- 
worth, Marion. William P. Whalen, of 
Motor Cargo, Inc., Chicago, was the 
speaker. 


Claude E. Cornell 





The Grand Rapids Transportation Club 
will hold a meeting February 20 at the 
Park Congregational Church. Harry R. 
Gaines, executive secretary of the Michi- 
gan United Conservation Clubs, will 
speak. 





The Transportation Club of Santa 
Clara County held a meeting February 
11 at Ferranti’s, Los Gatos, Calif. 





Carl A. Alberg, traffic manager of the 
W.A.L. Thompson Hardware Co. has 
been elected and 
installed as presi- 
dent of the Traf- 
fic Club of Topeka. 
Mr. Alberg has 
been active in the 
club for years, 
- having served as 
a director and 
vice-president. 
Others installed 
at the recent an- 
nual dinner in the 
Jayhawk Hotel 
were: Vice-presi- 
dent, Gerald E. 
Coone, secretary 
and manager of 
the Kansas Motor Carriers Association; 
secretary-treasurer, S. C. Bennett, as- 
sistant traffic commissioner of the To- 
peka Traffic Association and Chamber of 
Commerce; directors: John Harry, traf- 
fic manager, John Morrell & Co.; Charles 
Goebel, chief clerk, Atchison, Topeka & 
Santa Fe Railway; D. D. Flynn, motor 
truck department, International Har- 
vester Co.; and Collier F. Hendricks, 
general manager, Kansas Transfer & 
Storage Co. 





Carl A. Alberg 





The Junior Traffic Club of San Fran- 
cisco held its annual meeting January 29 
at the Bellevue Hotel. Charles G. Wil- 
cox, Pacific Molasses Co., Ltd., was 
elected president. Other officers elected 
are: Vice-president, Herman Myers, 
Golden State Co., Ltd.; secretary, B. R. 
Newlon, Jr., Chicago, Burlington & 





club’s recent an-- 


Quincy Railroad; treasurer, Paul Porton, 
Libby, McNeil & Libby. T. P. Wads- 
worth, assistant general freight agent, 
Western Pacific Railroad, discussed “Ex 
Parte 162.” 





The Twin City Women’s Traffic Club 
held a meeting February 11 at the Hotel 
Lowry, St. Paul. Mrs. W. W. Remington 
spoke on “This Changing World.” 





The Omaha Traffic Club will hold its 
annual dinner February 20 in the Hotel 
Fontenelle. John S. Burchmore will 
speak on “Responsibilities of Traffic 
Management.” 





The Traffic Club of Wilmington, Del., 


held a meeting February 5 in the How- 
ard Johnson Restaurant. M. D. Nason, 
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Jr., district manager, Trans-World Air- 
lines, spoke on air safety. 





The Transportation Club of Louisville 
held a meeting February 11 at the Ken- 
tucky Hotel. Cissy Gregg, of the Louis- 
ville-Courier Journal, spoke. 





The Los Angeles Transportation Club 
held a meeting February 10 at the Bilt- 
more Hotel. John J. Fiske, application 
engineer, Westinghouse Electric Corp., 
gave a presentation talk on the film, 
“Electronics at Work.” 





George W. Romney, managing director 
of the Automobile Manufacturers Asso- 
ciation, will address the Traffic Club Of 
Detroit, February 25, at a luncheon in 
the Hotel Statler. Mr. Romney will be 


Fifty Yoars 
of Dependable Service 


That's the story of Motor Transportation—Dollar for 
dollar the motor way is the logical way—On the ball 
Traffic Managers and Shipping Clerks know that their 
cost of service via motor carrier against that of any 
other medium will reflect a noticeable saving in con- 
sidering the value of the service rendered. 


Here at “KEESHIN” we keep before us constantly the 
value of service, a primary interest to shipper and 
receiver, striving always to improve every element of 
our operation to conform to our customers’ needs. 


KEESHIN 


DEPENDABLE SERVICE 





KEESHIN FREIGHT LINES, INC. 


IN REORGANIZATION 


WILLIAM F. DROHAN 


DANIEL D. CARMELL 


TRUSTEES 
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UNITED 
AIR FREIGHT 


Mainliners and Cargoliners 
serve 70 principal cities. 
Convenient air and truck 


connections—‘‘everywhere.”’ 


UNITED AIR LINES 





HUG K S = 


inCe 
SINCE 1860 
SPRINGFIELD, MASS. 


+PRIVATE NEW YORK 
CENTRAL SIDINGS 


+ STORAGE FACILITIES 
+EXPERT RIGGING 





SERVING THE HEART OF 
INDUSTRIAL AMERICA 


putom we bibuerte| 





introduced by the club’s newly-elected 
president, J. Harold Becker, traffic man- 
ager of the Chrysler Corp. H. G. 
Schuette, general agent for the Great 
Northern Railroad, was recently elected 
vice-president of the club, and W. A. 
Warburton, Claim Agent, St. Louis & 
Southwestern Railway, elected secretary- 
treasurer. 

The Elmira Traffic Club held a meet- 
ing at the Langwell Hotel February 13. 
The speaker of the evening was Frank 
J. Murphy, secretary, Atlantic States 
Shippers Advisory Board. 





The Traffic Club of New Orleans held 
a luncheon February 10 at the Roosevelt 
Hotel. Dr. Alton Ochsner, internation- 
ally famous surgeon, spoke on “Research 
in Medicine.” 





At a special election of the Traffic Club 
of Fort Worth, J. L. Bigler, of the Na- 
tional Carloading Co., was elected second 
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Delay—Perishable Goods—Liability 
of Carrier 


Illinois —Question: Please advise to 
what extent a rail carrier is liable for 
failure to deliver shipment of perishables 
at destination on schedule. For example: 
a carload shipment of fruit from Cali- 
fornia to Chicago, according to published 
schedule, should arrive at destination 
for forenoon delivery on a Saturday. 
However, due to a delay, the shipment 
does not reach destination until Sunday 
and is, therefore, not available for 
market until Monday morning, at which 
time the market price for the particular 
commodity involved is considerably 
lower than on the preceding Saturday. 

Can the consignee recover from the 
carrier the difference in the amount of 
the market price that prevailed on Mon- 
day? Is the rail carrier liable to any 
extent for the depreciation in value of 
the commodity handled for failure to 
make delivery on schedule or is some 
agreement reached for a _ settlement? 
There is no damage involved in so far 
as the commodity itself is concerned. 

Answer: A carrier is not an insurer 
against delay in the transportation of 
goods. The principle on which the car- 
rier’s extraordinary liability is founded 
does not extend to the time occupied in 
transporting the goods. As to the time 
of delivery their liability stands on the 
same ground as that of ordinary bailees 
for hire. Hence, the rule is one of gen- 
eral application that, in the absence of 
special contract binding the carrier to 
delivery within a specified time, mere 
—— in transportation does not create 
any liability to respond in damages. As 
to the diligence and care required in 
completing the express or implied con- 
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vice-president, succeeding W. Earl Lovell, 
who was moved up to first vice-president. 





The Nashville Traffic and Transporta- 
tion Club will hold a dinner meeting 
February 20 in the Noel Hotel. Speaker 
will be Prof. O. C. Ault, head of Rural 
Economics Dept., Peabody College. 





The Traffic Club of Springfield, Ohio, 
will hold a dinner meeting February 27 
at the Shawnee Hotel. A lecture on 
Brazil and South America will be given 
by Katharyn Bargelt. 





J. O. Bowers, recently elected a direc- 
tor of the Transportation Club of At- 
lanta, is manager of Universal Carload- 
ing & Distributing Co., and not manager 
of Acme Fast Freight, as the Traffic 
World of February 1 had erroneously 
stated. M. H. Gore, regional manager of 
Acme Fast Freight, was also elected a 
director of the Atlanta club. 


ee e ee 


tract for transportation only, the rule 
is that the carrier is bound to use rea- 
sonable diligence and care, and that only 
negligence will render it liable, unless a 
stipulated time is fixed in the contract. 
The shipper assumes the risk of unavoid- 
able accidents, and of usual and ordinary 
delays incident to the ordinary conduct 
of the carrier’s business. Nevertheless, 
if damage results from failure, without 
good excuse, to deliver the goods at 
their destination within a reasonable 
time, the carrier is liable for such dam- 
age; and the rule applies to shipments 
of live stock as well as to other classes 
of property or goods shipped. When a 
common carrier undertakes to convey 
goods, the law implies a contract that 
they shall be delivered at destination 
within a reasonable time, in the absence 
of any special agreement as to the time 
of delivery. This duty, it is said, is as 
obligatory as the duty to deliver safely. 
And the principle applies, although there 
is a written contract for the shipment 
which contains no stipulation as to the 
time within which the goods are to be 
delivered. The law will nevertheless 
imply an undertaking to carry within 
a reasonable time. Furthermore, if a 
delay in transportation shall occur from 
whatever cause, the carrier must take 
care, by such steps as lie within its power 
to protect the goods shipped to the end 
that the same shall be fully insured 
against increased danger or injury on 
account thereof, and the requirement for 
commensurate care is equivalent to the 
highest degree of care possible to the 
situation and necessary to safety. 
The law does not attempt to fix by 
rule what is a reasonable time. What 1S 
a reasonable time is not susceptible © 


























How Recordak 
can cut your 
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Any way you figure it, making out regular way- 
bills on LCL’s is expensive. Costs are way out of 
line with revenue. 


But with Recordak you can bring costs into 
line—like this... 


You don’t make out a waybill. You just micro- 
film the shipping order... use the original as the 
waybill...and keep the film for the station record. 


As a result, you make substantial savings in 
accounting costs. You speed up the whole opera- 
tion . . . save stationery . . . eliminate transcrip- 
tion errors and their consequences. 


SRECORDERK 


(Subsidiary of Eastman Kodak Company) 


originator of modern microfilming 
—and its application to railroading 





To find out about Recordak, which pioneered 
the application of modern microfilming to railroad 
accounting and to many other basic business 
routines, write for the free book—‘“‘50 Billion 
Records Can’t Be Wrong.” 


Recordak Corporation 
(Subsidiary of Eastman Kodak Company) 
350 Madison Avenue, New York 17, N. Y. 


FREE book—just mail coupon 


Recordak Corporation 
350 Madison Ave., New York 17, N. Y. 


I want to know more about Recordak. 
Please send me the free book, ‘50 Billion 
Records Can’t Be Wrong.” 


Name 

(Please print) 
Line 
Street 


City 
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being defined by any general rule, but 
the circumstances of each particular 
_case must be adverted to in order to 
determine what is a reasonable time in 
that case. The mode of conveyance, the 
distance, the season of the year, the 
character of the weather, the or 

facilities for transportation and an un- 
usual rush of business, if there was such, 
are to be considered in determining 
whether in the particular case there has 
been an unreasonable delay. So also in 
determining what is a reasonable time 
for transportation the character of the 
freight shipped is a very important con- 
sideration. It is obvious that what would 
be a reasonable time for the transporta- 
tion of one kind of freight would not be 
for another kind. Accordingly some cases 
hold that where the goods are perishable 
or peculiarly liable to injury from delay, 
the carrier is bound to use more expedi- 
tion than where ordinary freight is being 
carried, and the reasonable time in such 
instances is a shorter period than in 
other cases, owing to the special. circlim- 
stances known to the parties at the time 
the undertaking was entered into. And 
it has been sajd that where the freight 
shipped is perishable it is the duty of 
the carrier to forward it by its earliest 
scheduled opportunity or by the earliest 
train it makes up in the course of its 
business. However, there is no absolute 
duty in every case to ship goods immedi- 
ately on receipts of them merely be- 
cause they are perishable. While they 
should generally be given a preference, 
the demands of the carrier’s business, 
time for regular departure of. trains, 
contracts and obligations already in- 
curred, and other like considerations 
ought to be regarded in determining 
whether in any case the carrier has been 
properly diligent in forwarding the 
goods after the receipt thereof. the 
absence of special contract or special 
circumstances which take the case out of 
the general rule the carrier is not bound 
to use“extraordinary means to forward 
even perishable freight. The shipper 
must be understood to contemplate car- 
riage by the regular trains on ordinary 
schedule, and hence, if he desires special 
service, he should contract for it. 

If the carrier can show that it was free 
from any negligence which contributed 
to the delay, the delay, however long, 
cannot be said to be unreasonable. 

The fact that the time occupied in the 
transportation or delivery of the con- 
signment is unusual is not of itself con- 
clusive of unnecessary delay, unless it 
is so long as clearly to compel a con- 
viction that it was longer than was 
necessary. It must be so unusual as to 
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be more reasonably attributable to the 
negligence of the carrier than to any of 
the causes of delay to which the trans- 
portation by reason of the mode, time, 
route, speed of carriage, or other cir- 
cumstances implying negligence fs known 
to be exposed. 

Proof of delivery in the usual time ac- 
cording to the custom and the usual 
course of the company’s business is 
prima facie evidence of reasonable time. 

Application of the foregoing rules 
have been made in cases of delays of one 
year, seventy days, thirty days, twelve 
or fifteen days, sixty-two hours, twenty- 
four hours. 

Ordinarily a carrier cannot be held 
liable for failure to deliver a shipment 
at its destination in time for a particular 
market in the absence of a special con- 
tract therefor; Ozark Fruit Growers’ As- 
sociation vs. St. Louis-S. F. R. Co., 46 
S. W. 2nd 895. Nevertheless, if there is 
an unreasonable delay caused by the 
carrier which deprives the shipper of the 
benefit of the market on a certain day 
necessitating a sale on a declining mar- 
ket, the shipper has a cause of action, 
and the loss of the market may be con- 
sidered in estimating his damages. 
Stevens vs. Northern Cent. Ry. Co., 98 
Atl. 551; Ozark Fruit Growers’ Assn., 
Supre; Neely vs. Hines, 237 S. W. 906. 
Where a live stock or perishable ship- 
ment is carried under a contract provid- 
ing that the carrier is not bound to 
transport it in time for any particular 
market, or otherwise than with reason- 
able dispatch, the fact that it fails to 


reach a particular market for which it ~ 


was intended does not render the carrier 
liable thereunder (Carter vs. Atlantic 
Coast Line R. Co., 192. S. E. 624); but 
the carrier may be liable under such 
provision if there was unreasonable 
delay. Central of Ga. Ry. Co. vs. Griner 
& Rustin, 127 S; E. 878. 

Although a carrier cannot as a rule 
be held liable for failure to deliver a 
shipment in time for a particular market, 
nevertheless, if there is a delay caused 
by the negligence of the carrier, which 
delay deprives the shipper of the benefit 
of the market on a certain day, and he 
is damaged thereby, the loss of that 
market may be considered in estimating 
his damages. Ozark Fruit Growers’ 
Assn., Supra. General damages resulting 
from a delay in transporting goods to a 
market whereby a special sales day is 
lost may be recovered from the carrier, 
even though the goods had not been sold 
under a definite contract before ship- 
ment. Davis vs. Morgan, 251 S. W. 310. 

In cases of negligent delay in de- 
livery, market conditions and practices 
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rather than market rule hours will gov- 
ern, and the injurious consequences of 
delivery too late for market on the day 
of arrival are to be regarded as conse- 
quences of delivery for the next day’s 
market. Kirby vs. Missouri, K. & T. R 
Co., 246 Pac. 1005. 
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Tariff Interpretation— Application of |Fink, 2: 
Rule 24 of National Motor Freight; The c 
Classification in Connection with jof the c 
Increase Authorized by Master Tariff linconsis 


Oklahoma.—Question: We would like wie 
to have your opinion as to the correct ° Se er 
application of Rule 24, National Motor} °& : 
Freight Classification No. 8. 3. oa 


For example, Midwest Motor Freight p. 8. 5 
Tariff Bureau Tariff No. 42, MF I. C. C.| The sh 
No. 114 is governed by the National/jstate co 
Motor Freight Classification and con- — sta 
tains no specific provision as an excep-|*2te oe 
tion to Rule 24. The tariff is subject to},, othe: 
Agent Jackson’s MF I. C. C. No. 13,\pay ther 
Master Tariff No. 2, and Item 2015 oflinc., vs. 
the tariff provides a rate-of 5c per hun-|decided | 
dred pounds, which is to be added to the[C. & St. 
published rate on the entire shipment|The tarif 
and, when increased as per Agent Jack- prelant, 
son’s Tariff MG I. C. C. No. 13, Master |imitatio 
Tariff No. 2, results in 5%c. The com-haging, ; 
modity rate being in a whole figure theltween tr 
result of the computation carries a %4c ~~ pa: 
fraction. 10. vs.. ( 

The question is whether or not under} Sectior 
the provisions of Rule 24, the rate should]>ill of 


be increased to the next whole number|onsigne 
4 lawful cl 


end exce 











or whether the provisions of Rule 2 
have no application in such cases. he lawf 

An$wer: The tariff to which you refer}raiiroad 
is governed by the National Motorjat destin 
Freight Classification and in the absence}ered by 
of a fraction rule in the Master Tariff 
or of a provision in the Master Tariff 
making inapplicable Rule 24 of the Na- 
tional Motor Freight Classification it is 
our opinion that Rule 24 should be ap- 
plied in arriving at the rate outlined in 
your letter. 


Freight Charges—tLiability for 


New Jersey.—Question: A shipment i 
made by motor carrier, marked “col- 
lect.” The consignee accepts the ship- 
ment but subsequently when billed, re 
fused to make payment on the allega- 
tion that under OPA regulations, the 
shipment was to be sent prepaid. 

The consignor, on being billed, refused 
payment since the shipment was specif 
ically marked on the bill of lading ‘col 
lect.” Against whom must the carrie 
institute suit in order to comply with 
credit regulations ? 

Answer: The consignor, as the pa 
from whom the goods are received fom 
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er shipment, ordinarily assumes the obliga- 
day tion to pay the full amount of the freight 
nse- (Charges. On the: other hand, the con- 
lay’s signee, by acceptance of the goods, be- 
, comes liable for the full amount of the 
* “freight charges whether they are de- 
manded at the time of delivery or not 
until later. P. C. C. & St. L. Ry. Co. vs. 
| Of/Fink, 250 U. S. 577, 40 S. Ct. 27. 
sight; The contract of the consignor and that 
with jof the consignee are not considered to be 
ariff jinconsistent with each other, each is an 
like Tiginal contract based on a sufficient 
rrect onsideration. ; ky 
fotor See the decision in Illinois Steel Co. 
s. Baltimore & Ohio R. R. Co., 320 
eight U. S. 508, in which the court said: 


C. C.| The shipments by petitioner being in inter- 
ional |state commerce, the rail freight rates are 
con- those stated in the tariffs filed with the Inter- 
xcep- state Commerce Commission. They cannot 
be lawfully released by the carrier or altered 
ct tOlby others who have assumed the duty to 
"eX pay them. See Mid State Horticultural Co., 
15 offinc., vs. Pennsylvania R. R. Co., No: 4€, 
hun-|decided November 22, 1943; Pittsburgh, Cinc., 
o the|C. & St. L. Ry. Co. vs. Fink, supra, 581-583. 
) The tariffs do not prescribe who is to pay the 
Jack- freight charges, but subject to the prohibi- 
raster tion against unlawful discrimination and the 
limitations imposed by the uniform bill of 
COM-|liading, the parties to the shipment, as be- 
e theltween themselves, are free to stipulate who 
a Ycishall pay them. See Louisville & N. R. R. 
Co. vs. Central Iron Co., 265 U. S. 59, 65-67. 
under} Section 7 of the conditions of the uniform 
should}bill of lading provides that the owner or 
ymber consignee shall pay the freight and all other 
le 24 lawful charges upon the transported property, 
€ and except in those instances where it may 
be lawfully authorized to do so, that no 
| referlrailroad carrier shall deliver or relinquish, 
Motorjat destination, possession of the property cov- 
bsencelered by the bill of lading until all tariff 
Tariff : 
Tariff 
1e Na- 
n it is 
be ap- 
ned in 


rates and charges have been paid. Cf. Sec. 
3(2) of the Interstate Commerce Act, as 
amended, 49 U. S. C, A., Sec. 3(2). But it 
further provided. that ‘‘the consignor shall 
be liable for the freight and all other lawful- 
charges, except that if the consignor stipu- 
lates, by signature, in the space provided for 
that purpose on the face of this bill of lad- 
ing that the carrier shall not make delivery 
without requiring payment of such charges 
and the carrier, contrary to such stipula- 
tion, shall make delivery without requiring 
such payment, the consignor (except as here- 
inafter provided) shall not be liable for such 
charges....Nothing herein shall limit the 
right of the carrier to require at time of 
shipment the prepayment or guarantee of the 
charges... .’’ 


Under these provisions, if the non-recourse 
clause is not signed by the consignor, he 
remains liable to the carrier for all lawful 
charges. The carrier is free to demand pay- 
ment in advance by the consignor, or it may 
decline to make delivery to the consignee 
until all the freight charges are paid or guar- 
anteed, or if delivery is made to the con- 
signee without payment, the consignee is also 
liable for all freight charges. But if the non- 
recourse clause is signed by the consignor 
and no provision is made for prepayment of 
freight, delivery of the shipment to the con- 
signee relieves the consignor of liability, see 
Louisville & N. R. R. Co. vs. Central Iron 
Co., supra, 66, n. 3, and acceptance of the 
delivery establishes the liability of the con- 
signee to pay all freight charges. Pittsburgh, 
Cine., C. & St. L. Ry. Co. vs. Fink, supra; 
New York Central & H. R. R. Co. vs. York & 
Whitney Co., supra. 


So far as we are aware no regulation 
of the OPA would have any bearing on 
the liabilities of the consignor or con- 


signee to the carrier for its freight 
charges. 
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Tariff interpretation—Classification 
Exception Versus Classification 
Ratings 


Nebraska.—Question: In September, 
1943, a shipment was received by motor 
carrier in Des Moines, Iowa, billed as 
20,000 pounds of “mineral mixture, 
animal or poultry feed,” consigned to 
Kansas City, Missouri. This listing con- 
forms with Item 25, page 110 of National 
Motor Freight Classification No. 7. 

Item 4070 of Middlewest Tariff 1014 
reads, viz.: 


Feed, animal other than grain feeds, in tin 
in barrels or boxes or dry in bulk and bags. 


This does not conform with any spe- 
cific listing in National Motor Freight 
Classification No. 7 

It seems the problem centers as to 
whether Item 4070 of Middlewest Tariff 
1014 is the applicable rating for the com- 
modity shown in Item 25, page 110 of 
National Motor Freight Classification 
No. 7, and if so, naturally we presume 
Item 4070 is to be used’ for all items 
under the generic heading of “feed, 
animal or poultry, other than grain 
feeds.” 

Answer: Under the general heading 
“Feed, Animal or Poultry,” in National 
Motor Freight Classification No. 7, rat- 
ings are provided on various feeds for 
animals or poultry, including the com- 
modity description in Item 25, on page 
110, to which you refer. 

The Commission has held in several 
cases that a commodity rate is to be 
read in the light of the classification. 
C. E. .Grosjean Rice Milling Co. vs. 
Director-General, 89 I. C. C. 395; Butler 
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Bros. vs. Baltimore & Ohio R. Co., 231 
L.. GC G18: 

Likewise, it has been held that a 


classification exception rating is to be 
read in the light of the classification. 
Marx & Sons vs. Ill. Cent. R. Co., 36 
I. C. C. 519; Ludowici-Celedon Co. vs. 
Elgin, Joliet & E. Ry. Co., 39 I. C. C. 
407; General Motor Truck Co. vs..Grand 
Trunk W. Ry. Co., 118 I. C. C. 99. 

In our opinion the rating in Item 4070, 


quoted by you covers all animal or poul- 
try feeds, other than grain feeds, includ- 
ing mineral mixtures, as it is a generic 
term, or broad term, and therefore in- 
cludes such articles. See F. B. Hill, Jr. 
vs. Pennsylvania Truck Lines, Inc., 43 
M. C. C. 319 and Freight Transportation 
Engineers, Inc. vs. Cincinnati, N. O. & 
T. P. Ry. Co., 262 I. C. C. 410; also 
Beveridge Paper Co vs. Pennsylvania 
R. ‘Co., 2321. C. C. 677. 
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February 17—Baltimore, Md.—State Comm.— 
Examiner Riegel: , 
MC 73587, Sub. 27—Elliott Brothers Truck- 
ing Co., Inc., Easton, Md., common car- 

rier application. 
me. cee Sub. 8—C. U. Mehring, Keymar, 


MC 107935—W. H. Brown, Denton, Md., 
contract carrier application. 
MC 107559—W. J. Merson, Baltimore, Md., 
contract carrier application. 
February 17—Chicago, lil.—Sherman Hotel— 
Examiner Witters: 
29236—Merom Gravel Co. vs. Ill. Cent. 
29365 and Sub. 1—Merom Gravel Co. vs. Iil. 
Cent. et al. 
February 17—Cincinnati, O.—Gibson Hotel— 
Examiner Burge: 
MC 2765, Sub. 20—Square Deal Cartage Co., 
Detroit, Mich., common carrier applica- 


tion, 

MC 21684, Sub. 8—C. E. Danbury, Williams- 
burg, ., contract carrier application. 
i 17—Cleveland, O.—Cuyahoga Coun- 

ty—Jt. Bd. 117: 

MC 67916, Sub. 4—New York Central Rail- 
road Co., New York, N. Y., common car- 
rier application. 

ees ws, | 17—Gainesville, Fla.—Fed. Bldg.— 
Jt. Bd. 205: 


MC 36473, Sub. 35—Central Truck Lines, 

Tampa, Fla., common carrier application. 

February 17—Jacksonville, Fla.—Mayflower 
Hotel—Examiner Gray: 

Fourth Section Appls. 20200 and 2020i— 
—— from, to and between Florida 
points. 

February 17—New York, N. Y.—641 Washing- 
ton St.—Examiner Driscoll: 

MC 20763, Sub. 2—Trinity Trucking Co., 
a York, N. Y., common carrier appli- 
cation. 

MC 26280, Sub. 5—J. Scolaro, Brooklyn, N. 
Y., common carrier application. 

MC 108022—J. R. Hirsch, Spring Valley, N. 
Y., contract carrier application. 

February 17—Oklahoma City, Okla.—Okla- 


homa-Biltmore Hotel—Examiner Colfer: 
MC 52921, Sub. 1—Red Ball, Inc., Sapulpa, 
kla., common carrier application. 
February 17—Opelousas, La.—Fed. Bldg.—Ex- 
aminer Lyle: 
Finance 15460—-Application Tex. & Pac. for 
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a certificate permitting abandonment of 
line of railroad extending from Melville 
to Opelousas, in St. Landry Parish, La. 

Finance 15451—Application of Tex. & Pac. 
for a certificate for authority to construct 
a line of railroad from Ville Platte to 
Opelousas, in Evangeline and St. Landry 
Parishes, La. 

February 17—Providence, R. I.—M. P. O. 
ldg.—Examiner Masoner: 

MC. 107811—H. Beausoleil & Sons, Paw- 

tuckett, R. I., common carrier application. 

MC 107847—Peloso Welding Co., Johnston, 

. I, common carrier application. 
February 17—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 68: 

MC 95136, Sub. 9—A. S. Yeatman, Montrose, 

Va., common carrier application. 
February 17—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 7: 

MC 76978, Sub. 2—Blair Transit Co., Rich- 
mond, Va., contract carrier application. 
February 17—St. Paul, Minn.—Uptown Sta- 

tion and Fed. Bldg.—Jt. Bd. 96: 

MC 24869, Sub. 2—Glenwood City Truck 
Line, Glenwood City, Wis., common car- 
rier application. 

February 17—St. Paul, Minn.—Uptown Station 
and Fed. Bldg.—Examiner Burns: 

1. & S. M-2675—Furniture between Minne- 
apolis and Illinois, Wisconsin. 

February 18—Boston, Mass.—New P. O. Bldg. 
Jt. Bd. 18: 
MC 17829, Sub. 1—DiSilva Transportation, 


Inc., Somerville, Mass., contract carrier 
application. 

February 18—Chicago, I1!Il.—Sherman Hotel— 
Commissioner Rogers and Examiners 


Stiles and Aplin: 
29555—-Pick-up and delivery services by 
railroads. 
MC-C 542—Pick-up and delivery services by 
motor carriers. 
x a, | 18—Cincinnati, O.—Gibson Hotel— 
Jt. Bd. 37: 


MC 94060, Sub. 13—E. N. Yeary, Winches- 
ter, Ky., common carrier application. 


February 18—Harrisburg, Pa.—State Comm.— 
Examiner Riegel: 
MC 1658, Sub.. 16—Shirks Motor Express 
Corp., Lancaster, Pa. z 
February 18—Jacksonville, 


Fla.—Mayflower 
Hotel—Jt. Bd. 205: 
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MC 4687, Sub. 2—McJunkin Truck & Bus 
Line, Fernandina, Fla., common carrier 


application. 
MC 4688, Sub. 2—McJ in Truck & Bus} 
Fr Fla., common carrier 


Line ernandina, 
application. : 
February 18—Miami, Fla.—Dade County Ct.—] 
Examiner Gray: 

W-948, Sub. 1—Miami Key West Barge Ter- 
minal Lines, common carrier application. 
February 18—New York, N. Y.—641 Washing- 
ton St.—Examiner Driscoll: 

MC 4405, Sub. 185—Dealer’s Transport Co., 

Chicago, Ill., common carrier application. 
February 18—Oklahoma City, Okla.—Okla- 
homa-Biltmore Hotel—Examiner Colfer: a 
MC 40030, Sub. 1—El Reno Transfer and} ~ 
Storage Co., El Reno, Okla., common car-} 
rier application. 

February 18—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 108: 

MC 95304, Sub. 3—E. S. Headley, Mundy 
Point, Va., common carrier app ication. 
February 18—Richmond, Va.—Hotel Richmond) © 

—Examiner Brady: 
MC 41984, Sub. 8—Blanton Trucking Co., 
Inc., Milford, Va., common carrier appli- 














cation. i 

February 18—Roanoke, Va.—Hotel Patrickf 
ee ge Bd. 108: 

MC 61249, Sub. 1—Guss Dull’s Transfer 


Co., Inc., Staunton, Va., common carrier 
application. 
February 18—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Ct. Bldg.—Jt. Bd. 141: 
MC 59681, Sub. 14—Dakota Transfer & Stor- 
age Co., Minot, N. D. 
a 18—Valentine, Neb.—Cherry Coun 
ty Court—Jt. Bd. 138: 
MC 107932—Johnson Transport Service, Val 
entine, Neb., common carrier application. 
February 18—Washington, D. C.—Jt. Bd. 12: 
MC-FC 31215—Application for Lease: Dia- 
mond Tours, Inc., Washington, District of 
Columbia, Lessee, and George D. Taylor, 
dba Taylor Tours, Washington, District of 
Columbia, Lessor. 
February 18—Washington, D. C.—Jt. Bd. 12: 
MC 78859, Sub. 4-—Emery’s Motor Coach 
Lines, Martinsburg, W. Va. 
February 19—Boston, Mass.—New P. O. Bldg. 
—Jt. Bd. 132: 

MC 108042—Mountain Haulage, Inc., Boston, 
Mass., contract carrier application. 
February 19—Cincinnati, O.—Gibson Hotel—| 4 

at. 0. “117: fs 
MC 45829, Sub. 11—Carolina Motor Express 
Lines, Inc., Indianapolis, Ind., common 
* carrier application. — 
—- 19—Cincinnati, O.—Gibson Hotel— 
Jt. Bd. 37: 


MC 59471, Sub. 8—Johns Truck Line, Dr 
idge, Ky., common carrier application 
rs 19—Danville, Va.—U. S. C 


» me 
MC 107900—Tri-Cities Transportation Co. 
Leaksville, N. C., common carrier appli 
cation. 
February 19—Fort Worth, Tex.—Hotel Texas 
Examiner Borroughs: 
MC 1968, Sub. 38—D. C. Hall Motor Trans 
portation, Fort Worth, Tex. 


February 19—Huron, S. D.—Marvin Hughitt 
Hotel—Jt. Bd. 147: 
MC 107668—C. W. Johnson, Wessington, 
Ss. D., common carrier application. 
MC 107800—W. F. Schlagel, Clark, S. D., 
common carrier application. 


nee 19—Newark, N. J.—State Comm. 
Jt. Bd. 3: 


MC 13492, Sub. 10—North Boulevard Trans 
portation Co., North Bergen, N. J. 
February 19—Oklahoma City, Okla.—Okla 
homa-Biltmore Hotel—Jt. Bd. 39: 

MC 69419, Sub. 48—Groendyke Leip y 
ie Enid, Okla., common carrier applica 
on. 


A aR a 


(OE Aen at ad ace 


i 


Ship or travel “all over the map” via 


» ROCK 
~ ISLAND 


8,000 miles of 
right-of-way through 
14 states... plus fast 

connections for 

everywhere! 














